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BARGE LINE PROFITS 


Major General T. Q. Ashburn, chairman and execu- 
tive of the Inland Waterways Corporation, in his report 
for 1926, reports a “profit” of $219,511 on operations of 
the Mississippi-Warrior barge line services in that year. 
He states that the government barge line agency “oper- 
ates under precisely similar conditions as a private in- 
stitution.” The general is unrepentant and thus again 
raises the issue as to whether or not the barge lines are 
making a profit under conditions that would be con- 
fronted by private operators of such lines. 

In a memorandum to the Secretary of War last Sep- 
tember, General Ashburn estimated that, on the basis 
of actual results for the first eight months of 1926, the 
operations of the corporation would show a “profit” of 
$347,632 for the entire year. The actual figure is now 
stated as $219,511, or $128,121 less than the estimate. 
The estimate of $347,632 was made the basis of a state- 
ment issued to the press in which it was stated that the 
barge lines would net a “handsome profit” in 1926. The 
actual “profit” is less handsome by more than $100,000 
than the estimate. We refer to the estimate, not to 
make a point of its having been more than the actual 
“profit” reported, but because we discussed the esti- 
mated “profit” in The Traffic World of October 2, 1926, 
and what we said there applies with added force to the 
actual “profit” of $219,511 now reported, because it is 
less than the estimate. We have shown in these columns 


heretofore that, if the Inland Waterways Corporation 
were not financed free of charge and if it met the ordi- 
nary taxes that would have to be met by a private cor- 
poration with an investment of around $15,000,000, its 
“profits” would be wiped out in meeting such expenses. 


“Those who are naturally, through their vocations, 
seeking to discredit this showing, at once proclaim 
loudly that this would not pay interest on the invest- 
ment or taxes, and proceed to charge against this demon- 
strating agency the original cost of making the rivers 
navigable, their upkeep, and everything else of which 
they can think,” said General Ashburn, adding that he 
could not concede that vessels plying the navigable 
streams should be taxed at all for their use. 

General Ashburn’s first error here is to assume that 
those who discredit the barge line showing do so, per- 
force, because of their vocations. He seems to be one 
of those who must conclude that one who does not 
agree with them must have some ulterior motive or 
selfish purpose. We do not know whether he had us 
in mind or not. He probably had—at least among others 
—for we have been, perhaps, the leading critic of barge 
line financial statements. We are so, however, not be- 
cause of our vocation, in the sense in which he uses the 
word, but rather because of it in the sense that it is 
our vocation to tell the truth and to throw what light 
we can on transportation problems. We have no inter- 
est one way or the other in the barge line operation 
except that, as a student of transportation, we do not 
believe the operators of the barge line are presenting 
the facts to the public and we think the public ought to 
have the facts. If we thought the facts showed that 
private operation of river barge lines would be profit- 
able, properly conducted, we would advocate them — 
though our advocacy would not be needed, since capital 
is always on the alert for profitable investment. 

In the second place, we have not included, in our 
offsets against the general’s figures, estimates of what 
ought to be paid by boat operators toward the expense 
met by the government in keeping the inland water- 
ways navigable, though we have expressed the view 
that a private operator should be required to contribute 
to that expense. Private boat operators have not paid 
and do not now pay anything toward the upkeep of the 
rivers in the way of a special tax for use of the water- 
ways. . Therefore, we have not, in comparing the govern- 
ment barge line operating results with results that 
would follow under private operation, with the same 
income as the barge line reports, included an estimate 
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To the South, Southwest, 
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A day saved in transit time means 
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day of arrival; also free lighterage. 


For full information, get in touch with 
our nearést Traffic Agency, or 


J. A. Jackson, Frt.Traf. Mgr., Mobile, Ala. 
E. L. Mountfort, A.F.T.M. W. H. Askew, A. F. T. M. 
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of expense for use of the waterways. We have confined 
our offsets to ordinary taxes and cost of capital. 


General Ashburn says only when the barge line 
agency promised to function successfully and at a profit 
did “the cry arise that even if the corporation did ac- 
complish all that it claimed to do, it did not make enough 
to pay taxes and interest; that if it had to consider all 
the charges a railroad would have, it would not be able 
to exist without continuing appropriations.” So far as 
our discussion of this matter is concerned, our criticism 
was made originally and has been reiterated because the 
justification offered for the government being in the 
inland waterway transportation business has been and 
is that it is necessary for it to demonstrate that private 
capital can successfully operate barge lines at a profit, 
and we have insisted and do insist, therefore, that the 
conditions that would be confronted by a private oper- 
ator must be taken into consideration in determining 
what has been demonstrated by the government barge 
line operations. In his report for 1925, General Ash- 
burn said that the Inland Waterways Corporation had 
entered on the role of an actual demonstrator of the 
fact that water transportation “is a paying investment 
for private capital.” Similar statements have been made 
since. The issue was raised by General Ashburn. We 
have said and now say that his figures do not demon- 
strate that the barge line operations would be “a paying 
investment for private capital,’ because he refuses to 
take into consideration substantial items of expense that 
would have to be met by a private operator and that he 
does not have to meet as a government operator; and 
yet he makes the statement that the barge lines operate 
“under precisely similar conditions as a private institu- 
tion.” 


Congress has not committed the government to a 
policy of permanent government ownership and opera- 
tion of barge lines on inland waterways. The expendi- 
tures made for the development of that kind of 
transportation have been made for the purpose of dem- 
onstrating, if possible, that private capital can make a 
profit out of such operations. That is the theory, in 
any event, back of the appropriations that have been 
made. Whether or not the government will ever get 
out of this business is another question. If the govern- 
ment were committed to a policy of permanent govern- 
ment ownership and operation of barge lines, the issue 
as to whether it was making a profit under conditions 
that would have to be met by a private operator would 
not arise. If, under permanent government operation, 
there was an excess of income over outgo, well and 
good; if not, the public would pay the bill. But, with 
the present demonstration in progress, the issue as to 
costs of doing business that would have to be met by 
a private operator cannot be evaded, particularly when 
the claim is made that the barge lines are making a 
profit under conditions that would be faced by a private 
operator. : 

In his report, General Ashburn makes the statement 
that “an effort to raise the freight rates by taxing the 
facilities that are put upon these streams defeats the 
very object sought by Congress—cheap transportation.” 
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We are not advised that private boat lines operated on 
inland waterways are exempt from taxation on their 
properties. We have not made the argument that the 
government barge lines should pay taxes on their prop- 
erty. If that were done, it would simply be a matter 
of bookkeeping—the taking from one hand and the put- 
ting into the other. The point is simply that, in report- 
ing the results of operation of the government barge 
lines as a demonstration, account should be taken of 
the taxes that a private operator would have to pay if 
he were operating the lines. 

General Ashburn says, with respect to interest, that 
6 per cent on $15,000,000 would be $900,000 annually, and 
asks to whom and how it should be paid. Here, again, 
the point is not that interest should be paid to the 
government while it is operating the barge lines, but 
that the government, as a demonstrator of what private 
capital may do, should take the item of interest into 
account when reporting the results of the barge line 
operations. 

Estimates of millions of dollars of direct and indi- 
rect savings to shippers and consumers as the result of 
the barge line operations are submitted by General Ash- 
burn, who asks, in view of those savings, how can 
anyone reasonably contend that, “because this corpora- 
tion does not pay $900,000 annually into the Treasury, 
it is not paying interest on its investment.” 

Such an argument is beside the point. Without 
questioning the general’s estimates as to savings to the 
public, it may be said that a private enterprise that saved 
its customers money and yet did not make a profit itself 
would not remain in business long. We had understood 
that the demonstration in progress on the Mississippi and 
Warrior rivers was for the purpose of showing that 
private capital could engage successfully in that sort 
of enterprise. Of course, there must be service at 
charges commensurate with the kind of service given 
or the public would not buy it. It appears, however, 
that what we have is a double-barreled demonstration 
—one that shows that private capital can make money 
and also that shippers and the consuming public can 
save millions of dollars. We wish the Inland Water- 
ways Corporation and its officials would get down to 
earth and face the facts. 


COOLIDGE ON MERGERS 
The Trafic World Washington Bureau 


President Coolidge does not understand that the policy of 
railroad consolidation has been checked by reason of recent 
decisions of the Commission on merger proposals, it was said 
at the White House late May 20. Reference was made to the 
decision in the Nickel Plate merger case and also to the Kansas 
City Southern-Southwestern decision. It was said that the 
President understood that the decision in the Nickel Plate case 
contained suggestions for changes in the plan and that the Van 
Sweringens had filed a new petition to bring the matter into 
conformity with the suggestions of the Commission. As to the 
Loree Southwestern proposal, it was said the President was 
not familiar with the decision in that case and so was not in 
a position to know whether it was possible to change that 
plan to conform to the views of the Commission. It was said 
the President had indicated in his messages to Congress his 
interest in consolidations that would be fair and just to the 
public. Of course, it was pointed out, each case had to stand on 
its own merits. It was said that the President hoped that the 
decision in the Loree case would further clarify the rules the 
Commission wished to have followed in the making of railroad 
mergers. 

These views of the President were made known as the 
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result of an inquiry as to the effect of the Commission’s deci- 
sions rejecting such proposals as those referred to, there having 
been some comment to the effect that the decisions of the Com- 
mission would result in a definite check being put on merger 
proposals. 

L. F. Loree, president of the Delaware & Hudson, and chair- 
man of the board of the Kansas City Southern, called on President 
Coolidge May 25. In reply to questions he declined to state what he 
had discussed with the President. He answered questions, how- 
ever, relating to the decision of the Commission on the applica- 
tions of the Kansas City Southern to acquire control of the 
Missouri-Kansas-Texas and of the Missouri-Kansas-Texas to ac- 
quire control of the St. Louis Southwestern. He said he ex- 
pected to submit a revised plan to the Commission in about 
ten days. He said the Commission had indicated approval of 
the proposed system from a transportation standpoint. He said 
the decision was being studied and indicated that an effort would 
be made to submit a plan that would meet with the Commission’s 
approval. He said consideration was being given to the sug- 
gestion in the Commission’s decision that the proposed system 
probably should be built around the M-K-T rather than the K. 
Cc. S., and also that the creation of a new company was under 
consideration. He proceeded from the White House to the 
Commission, where he conferred with Commissioner Meyer. 


FREIGHT CAR EFFICIENCY 


With efficiency in the use of freight cars the greatest ever 
attained, the car service division of the American Railway 
Association believes that, with continuation of replacement of 
old cars with cars of modern type and increased intensive use 
of cars by railroads and shippers, it will be possible to handle 
the traffic of the country for some time to come with a total 
decrease of at least one hundred thousand cars in the owner- 
ship of open top and box cars, according to a report of the 
division approved May 26 at Atlantic City by the board of di- 
rectors of the association. 

As to the traffic outlook for the present year, the car service 
division estimated revenue freight loading for 1927 at 52,762,737 
carloads, compared with 53,308,753 carloads in 1926. Estimates 
of the division at this time of the year have heretofore come 
within a few thousand cars of the actual loading for the year. 

“Never in history were the railroads in better condition to 
meet the heavy transportation demands of the shippers of this 
country than they are this year,” said the report. It said the 
placing in service of 602,507 modern high capacity cars, either 
new or rebuilt, the retirement of 545,238 low capacity, inefficient 
cars, and the placing in service of 10,862 locomotives since 
January 1, 1923, had, without doubt, been the principal cause 
of increased efficiency on the part of the railroads. 


RAIL EXPENDITURES 


Capital expenditures by the railroads of this country for 
new equipment and additions and betterments to property used 
in connection with the transportation service amounted to $885,- 
086,000 in 1926, according to complete reports for that year just 
received by the Bureau of Railway Economics and submitted 
by the bureau to the board of directors of the American Rail- 
way Association at a meeting May 26 in Atlantic City. Continu- 
ing, the association said: 


This was an increase of $136,895,000 over similar expenditures made 
by the railroads in 1925 and an increase of $10,343,000 over 1924. It 
was, however, a decrease of $174,063,000 compared with such ex- 
penditures in 1923. 

These capital expenditures have been made by the railroads in 
conformance with the program adopted by them in 1923 to provide 
adequate transportation to the shippers of this country. 

Of the total capital expenditures made by the railroads in 1926, 
pee ay were for roadway and structures and $371,922,000 for new 
equipment. 

oadway and structures include additional track and ballast, 
heavier rail, additions to shops and engine houses, machinery and tools, 
and all other improvements. The amount spent for this purpose in 
1926 was the greatest for any one year on record. 

Expenditures for new equipment in 1926, while greater by $33,808,- 
000 than in 1925, were less than in 1923 and 1924. 

During the four years from 1923 to 1926, capital expenditures of 
the railways aggregated $3,567,170,000. Of this total, $1,681,801,000 or 
47.1 per cent was appropriated for the improvement of roadway and 
structures, while $1,885,369,000 or 52.9 per cent was put into new 
equipment. The proportion of total capital expenditures devoted to 
equipment has declined since 1923, the percentage being 64 per cent 
a 23, 56 per cent in 1924, 45 per cent in 1925 and 42 per cent in 

Capital expenditures for additional track in 1926 amounted to 
$166,758,000, which was an increase over the corresponding period 
in the three previous years, the increase over 1925 alone having been 
$21,000,000. For heavier rail in 1926, capital expenditures amounted 
to $42,184,000, which also exceeded the corresponding amount in the 
three previous years. This was also true of expentituren for addi- 
tional ballast which, during the past year, amounted to $16,520,000. 
For shops and engine house, including machinery and tools, capital 
expenditures in 1926 amounted to $46,882,000. While this was a sub- 
stantial increase over the two preceding years, it was a decrease of 
$4,300,000 compared with such expenditures in 1923. 

Capital expenditures in 1926 for equipment totaled $371,922,000, 
an increase of $33,808,000 over such expenditures in 1925 but a de- 
crease of $121,686,000 under 1924 and a decrease of $309,802,000 under 
1923. For locomotives during the past year, expenditures amounted 
to $108,263,000, which were larger than those made in 1924 and 1925 
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but were about one-half those made in 1923. For freight train ca), 
the railroads last year spent $185,792,000, the smallest amount g: 
pended for such purposes in the past four years, while $58,117,(%j 
were expended for passenger train cars, the greatest amount {fo 
any year in the past four years. For other equipment, $19,750, 0(q 
was spent. 

“Because of these enormous capital expenditures as well ag the 
increased efficiency of the rail carriers,’’ said the report, ‘‘rail gery. 
ice has greatly improved during the past few years. This improve. 
ment has speeded up industrial processes everywhere, has enablej 
manufacturers to operate with smaller stocks of raw materials 9, 
more definite schedules, and in the confidence that their materials yjj 
come in and their products go out as and when promised. It has 
enabled merchants to work on _a lower margin of inventories. 4) 
this has meant reduction in credit demands, partial release of ‘frozey 
assets,’ a saving in interest charges, and corresponding benefit t, 
the whole economic structure, from agricultural or manufacturing 
producer through distributor to final consumer. 

“In short, adequate transportation has played and is playing ap 
important role in agen | the economic welfare of the United States 
on a relatively high and sound basis. While this role can not be 
exactly appraised, the part it has played in contributing to the eco. 
nomic welfare of the nation is none the less real and definite.” 


CONSIDER INCREASED RAIL WAGES 
The Trafic World New York Bureay 


The Brotherhood of Locomotive Engineers and the managers 
of the eastern railroads met this week to consider the demands 
of the engineers, who seek a 15 per cent increase in wages. 

An increase of 744 per cent in wages would mean that the 
pay roll of the eastern roads would be boosted by approximately 
$7,000,000, it is stated, and an increase of 15 per cent would add 
an additional burden of $15,000,000. 

The action of the Brotherhood of Locomotive Engineers in 
seeking an increase in wages follows that taken by the Brother. 
hood of Railway Trainmen and the Order of Railway Conduc. 
tors. Notice was served on the eastern roads February 1, 1926, 
in which the trainmen and conductors demanded an increase of 
15 per cent. On December 1, 1926, the members of these two 
organizations got increases averaging 7144 per cent, which rep- 
resented an aggregate increase of about $15,000,000. 

In the west the trainmen, yardmen and conductors seek an 
increase in their basic rates. “On the basis of 5% per cent asa 
fair return, out of the total of approximately $10,200,000,000, 
which has been invested in the properties of the western roads, 
$2,500,000,000 of investment failed to earn any return in 1926,” 
L. E. Wettling, manager of the statistical bureau of the western 
lines, testified before the board of arbitration in Chicago. 

It is pointed out that the actual net earnings of western 
carriers in 1926 were $445,000,000. To have received a retufn 
of 5% per cent on their total investment would have required net 
earnings of $587,000,000. 


FIREMEN’S ARBITRATION CASE 


Witnesses for the southeastern railroads began the submis- 
sion of evidence this week in Washington before the board of 
arbitration selected to pass on the firemen’s demands for a 
wage increase. No general statement as to the position of the 
southeastern lines was made at the beginning of the presentation 
of their evidence. The testimony of the witnesses for the car- 
riers went to the rates of pay now accorded firemen and the 
nature of their duties. It was stated that the rates of pay had 
gone up with each of the wage increases that had been made 
in recent years and that also increases resulted from higher rates 
of pay accorded firemen employed on larger locomotives as they 
were installed. 


RAILROAD FUEL COSTS 


Compilations from reports representing 174 Class I roads, 
exclusive of switching and terminal companies, by the Bureau 
of Statistics of the Commission, show that the total cost of coal 
and fuel oil consumed in freight and passenger train road loco- 
motives in the three months ended with March amounted to 
$84,807,252, as compared with $84,271,898 for the same period of 
1926. For March alone the total cost was $28,199,324, as com- 
pared with $28,800,340 for March, 1926. 

In the three months ended with March, net tons of coal 
consumed totaled 25,917,170, as against 26,525,104 in the corre 
sponding period of 1926. The average cost per net ton was $2.69 
as against $2.63 in the 1926 period. The total cost was $69,715, 
810, as against $69,667,914 in the 1926 period. 

In the three months ended with March, total fuel oil con- 
sumption was 506,917,039 gallons as against 503,916,538 gallons 
in the 1926 period. The average cost per gallon was 2.98 cents 
as against 2.9 cents in the 1926 period. The total cost was 
$15,091,442, as against $14,603,984 for the 1926 period. 

In March the total coal consumption was 8,647,228 tons as 
against 9,021,226 tons in March, 1926. The average cost per 
ton was $2.66 as against $2.65 in March, 1926. The total cost 
was $22,993,614 as against $23,879,118 in March, 1926. 

In March the fuel oil consumption totaled 175,594,694 gallons, 
as against 169,579,395 gallons in March, 1926. The average cost 
per gallon was 2.96 cents as against 2.9 cents in March, 1926. 
The total cost was $5,205,710, as against $4,921,222 in March, 1926. 
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in Washington 
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Lindbergh and Transportation.—It is not improbable that 
there is a remote significance for both railroads and steamships 
in the flight of Lindbergh from New York to Paris. One of the 
pest thinkers on the staff of the Commission suggested that the 
airplane was a possible menace to the present day common 
carriers, in the long haul they now have, comparable with the 
menace of the automobile to their short-haul traffic. Develop- 
ment, however, it might be suggested, generally is slow. That 
may be inferred from the fact that, July 23 next, the New York 
State Oil Producers’ Association will celebrate the 300th anni- 
versary of the discovery of petroleum, in America, by a white 
man, at the oil spring on the Seneca Indian Reservation, about 
sixteen miles from Olean, N. Y. The fact that there is an Indian 
reservation in New York state, probably, is about as surprising 
as that white men have known about petroleum in America for 
three centuries. It is assumed that the bitumen used in ancient 
Babylon was used by white men and came from the oil fields 
of Mesopotamia that have been “discovered” by moderns within 
the memory of living men. A Franciscan missionary, Joseph 
de la Roche d’Aillon, was led to the oil spring by Seneca Indians 
in the summer of 1627. The good father is said to have written 
a letter, reproduced in Sagard’s History of Canada, dated July 
18, 1627. He called it “la fontaine bitume.” A Jesuit annal 
for 1656 contains a long description of the spring. Early maps 
of New York show its location. The Indians used the oil as 
an external and internal remedy and hunt for oil in western 
New York and Pennsylvania, at first, was on account of its 
medicinal value. It was skimmed off water in sluggish creeks 
and ponds, Indians using their blankets for that purpose. There 
seems not likely to be use for the airplane for any purpose 
other than transportation and, of course, the thought herein- 
before indicated, by at least one trained thinker, is that it will 
be used for long distances. Oil was found long before the com- 
ing of the industrial revolution and there was no need for it 
until that thing was well under way. At this time the essential 
use to which the airplane can be put has not been found. The 
history of every great achievement has been that, while it 
thrilled at the time, it fell into relative obscurity for a long 
time, to be brought into great sharpness years later through 
the finding of some essential or profitable use to which the 
facts then brought out could be put. Often, as in the case of 
the discovery of petroleum by a white man ‘three centuries ago, 
the achievement is not connected with a later or re-discovery 
until after the lapse of years and possibly centuries. Earlier 
steamboats had been forgotten when Fitch and Fulton did their 
successful work. Lindbergh, on account of the many unusual 
facts about his flight, may not be as soon forgotten by the pres- 
ent generation as other pioneers in aviation. It is a man’s own 
generation that forgets. Succeeding generations revive interest 
in men of unusual achievements. Button Gwinnett, one of the 
signers of the Declaration of Independence, was not regarded 
as anybody in particular in his own generation, else more of 
his signatures would have been saved and the single one now 
known would not be worth something like $22,500. Shakespeare’s 
contemporaries, seemingly, did not regard him as so much of 
a play writer, else someone would have saved scraps of his 
writing. Of course, the newspaper files are being kept now 
with great care and the world may never again pass through 
dark ages, so that it may always be possible to find much ma- 
terial about Lindbergh, Lilienthal, Langley, the Wright brothers, 
_ other pioneers in the heavier-than-air flying machine prob- 
ems, 





Refrigeration Cost Investigation—An inquiry into the cost 
of refrigeration given fruits and vegetables brought from the 
south, which the Commission has been carrying on for more than 
a year, through the instrumentality of its bureau of service, 
No. 17936, seems to be drawing toward an end, so far as the Com- 
mission’s investigators are concerned. Director Bartel, of that 
bureau, began a hearing at Atlanta, May 23, where, it was ex- 
pected, that inspectors attached to his staff would tell how they 
gathered data used by Leroy S. Price, the bureau’s chief witness 
on costs, and Georgia peach growers and South Carolina inter- 
ests would submit their testimony. North Carolina shippers 
were also expected to appear, but the North Carolinians had 
suggested a hearing in that state. Therefore, it was not certain 
that they would testify at Atlanta. Far apart conclusions appear 
in the record thus far as to the earnings or lack of them by 
the Fruit Growers’ Express Company and the bureau’s witnesses. 
The company’s testimony shows that, in the handling of 41,858 
Cars in 1923, 1924, and 1925, the company lost $318,505.91, or 
$7.61 a car. Price’s testimony was to the effect that, instead 
of a net loss of $7.61 a car, the express company made, on its 
refrigeration service, $1,430,811.18, or $34.18 a car, instead of a 
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loss of the sum mentioned. Mr. Price figured that the express 
company had made a profit of $35.17 on a lot of carloads of 
peaches as to which he had also collected cost data. The tes- 
timony of other bureau men covered a wide range, including 
a re-statement of accounts from the time the express company 
acquired the property of the Armour Car Lines, in 1920, down 
to the end of 1926, purporting to show that the express company, 
in that period, six years and eight months, took out of income 
and put into investment $19,391,127. The stock of the express 
company is owned by eighteen railroads, chiefly southern car- 
riers. Other owners are northern lines, which are big carriers 
of fruits and vegetables. 





What Is a Reasonable Rent for an Engine?—There is a well 
defined suspicion, if not a conviction, that the inquiry the Com- 
mission’s bureau of valuation has been making into the alleged 
excess income of the West Virginia Northern (see Traffic Wor'd, 
May 21, p. 1811) is more with a view to obtaining information 
as to what would be a reasonable rental for a locomotive than 
with any real expectation of showing that that carrier had an 
excess income, even in its one or two really prosperous years, in 
areal sense of the words. Technically, it may have had an excess 
in such years, but, in view of the fact that, for years on end, 
it was in the red, the taking of any money from it might tend 
to show that the law was really an ass. Witnesses were put 
on the stand to prove that the rental paid to Mrs. Weaver for 
the use of the engines was excessive. But even if the whole 
amount of the rent paid were thrown into the income account 
of the company, it has been suggested, nothing would really 
be proved but that, in a bookkeeping sense, there was an excess 
income in the exceptional years. Estimates as to what would 
be a reasonable charge for the use of an engine run from one 
to one and a half mills a day for a pound of tractive effort. 
The engines on the short line that has been placed on the grill 
are of about 37,000 pounds tractive effort. The rent, therefore, 
would be about $37 a day at the minimum rate. The rent paid 
by the short line was estimated at 70-odd per cent per annum. 
If the Commission finds that the rent paid was excessive, the 
bureau of valuation will have a guide for its further work to 
determine whether a carrier has cut down its income by ex- 
cessive rentals for motive power. There is no agreement among 
the railroads; hence, the necessity for the Commission men to 
gather data on that point for the guidance of the Commission 
in coming to a conclusion on the subject. In other words, the 
short line in this case may become celebrated, as has the St. 
Louis and O’Fallon on another phase of the same subject. 





Dealing at Arm’s Length.—The Commission’s decision in the 
Loree southwestern merger case, in its spirit, seems a reminder 
of its early work in the matter of ratees. The early reports in 
rate cases show more hostility toward the carriers than desire 
to be helpful. As many view the Loree report, it is more hostile 
than helpful. The dissenters said, among other things, that it 
was negative. The same might also be said about early rate 
reports, especially those in and after 1910, in which the Com- 
mission dealt with efforts by the carriers to improve their finan- 
cial standing. Congress has declared, in substance, that the 
country can be served only by large railroad systems. There- 
fore, it has laid down rules for bringing about unification. One 
of the expressions frequently heard among those who discuss 
the Commission’s reports, particularly the Nickel Plate and the 
Loree southwestern, is that it seems to be afraid to undertake 
the making of the omelette Congress has ordered, lest it break 
some eggs. The necessity of taking care of minority stock- 
holders, generally, is admitted, but the counter suggestion is 
made that, sometimes, a reader of testimony and reports might 
infer that the minority holders were the majority and that the 
commissioners were of the opinion that a wicked minority was 
about to run away with the pig of the majority. However, the 
main point is that the report, especially in the Loree south- 
western case, cannot be taken by those desirous of merging the 
three roads as a guide for the future with much more confidence 
than an amateur could have in undertaking to reconstruct some 
pre-historic animal’s framework, with nothing more than the 
bones of one of the critter’s toes as a pattern. Another sug- 
gestion is that, if the Commission is not disposed to assume 
responsibility for suggesting alternative plans for those who 
file merger applications, it might make up a consolidation plan 
in accordance with the statutory mandate on that subject. 





West Gets a President.—President Coolidge is going to spend 
his vacation in the Black Hills country, not far from Rapid 
City, S. D., in the heart of the section where the voters have 
not taken their Republicanism straight for many years and seem 
less inclined that way now than ever. That is, he is minded 
to take the air there for his physical well-being if proper ac- 
commodations can be found for his family, his office force, and 
the newspaper correspondents who report the doings of the 
head of the executive department of the government. A pious 
partisan like the late Joseph G. Cannon would say: “God 
forbid that anyone should think that the President of the United 
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States would think of the possible political value such a vacation 
might be to him.” But nearly all the things a public man does 
are done with a view to the good of the country, which every 
public man thinks is just the same as his own good. Partisans 
of Coolidge can and do argue that, if he can, by going out among 
the men in the west get them to thinking better of the things 
for which Coolidge stands, it is his duty to go west. So far as 
can easily be recalled, Calvin Coolidge will be the first president 
or man afterward elected president who has ever spent a vaca- 
tion west of the Mississippi. Grant lived in Missouri a short 
time. Zachary Taylor spent some time west of the Mississippi. 
Abraham Lincoln, if not while in the military service in the 
Black Hawk war, then when he flat-boated down the Mississippi, 
was on the sunset side of the stream which, to the average 
easterner, seems the line between almost equal parts of his 
native land, failing to realize that the median line is somewhere 
in western Kansas and that, when one gets to Chicago, he is 
not more than well started toward the west. Calvin Coolidge 
will be more of a curiosity to the South Dakotan, born in that 
state, than almost any American of prominence who could be 
sent there. Coolidge is the real Yankee, in voice and looks, 
far better than any stage representation of him.—aA. E. H. 


FREIGHT TRANSFER INQUIRY 
The Trafic World Washington Bureau 


The Commission, in No. 19594, transfer of freight within 
railroads, on petition of the St. Louis Chamber of Commerce, 
various commercial organizations in St. Louis and East St. 
Louis, and the Chicago & Alton Railroad, has been instituted 
an investigation into all the circumstances and conditions sur- 
rounding the transfer of freight within those cities, by dray or 
truck, for and on behalf of the railroads, and the allowances 
made by the railroads for such services. The petitioners were 
moved to ask for the investigation by the proposal of the rail- 
roads, other than the Chicago & Alton, to give the contract 
for trucking freight between their on-track and off-track sta- 
tions in those cities and between their stations and the places 
of business of shippers and receivers of freight to one trucking 
company to reduce the number of stations and to embody the 
proposal in a tariff to be filed with the Commission. The peti- 
tioners said that the arrangements, by reducing competition 
between transfer companies for the business now done for the 
railroads by three such companies, would result in making the 
service more unsatisfactory. 


FLOOD SERVICE ORDER 


On account of flood conditions, the Commission, in Service 
Order No. 45, has authorized the Texas & New Orleans Rail- 
road, until the further order of the Commission, “to install and 
operate new service by water between New Orleans, La., and 
Galveston and Houston, Tex., or either of them, and such water 
line, when so established, shall be deemed the equivalent of its 
railroad line between such points during the life of this order, 
both as to rates and liabilities of the railroad carrier.” The 
remainder of the order is along the same lines as Service Order 
No. 44, which was recently issued on account of flood conditions 
in the Mississippi Valley. 


OIL RATE DIVISIONS 
The Trafic World Washington Bureau 


Twenty-eight western railroads, originating shipments of 
petroleum and its products in the southwest, have sent the Com- 
mission a complaint, which had not been given a number when 
this was written, against thirty-eight railroads delivering such 
traffic to points in Indiana, alleging the dvisions the eastern car- 
riers allow them out of joint rates on such traffic are unjust, 
unreasonable, inequitable and unduly prejudicial as to complain- 
ants and unduly preferential as to the defendants. The case is 
entitled Atchison, Topeka & Santa Fe et al. vs. Baltimore & 
Ohio et al. The complainants ask for just, reasonable and 
equitable divisions out of the joint rates and an adjustment of 
account in accordance with the divisions that may be prescribed. 

The divisions about which complaint is made are those 
which the eastern carriers take out of the joint rates resulting 
from the Commission’s decision in Indiana State Chamber of 
Commerce vs. Atchison, Topeka & Santa Fe et al., 96 I. C. C. 
485, and 112 I. C. C. 481. In that case the Commission ordered 
joint rates from Tulsa and other Oklahoma points to destina- 
tions in Indiana. The order did not require joint rates to Indi- 
ana points from other parts of the southwestern oil groups. 
However, the report said that in establishing rates from other 
points in Oklahoma, Arkansas, Louisiana and Texas to Indiana 
in conformity with the finding, the defendants would be expected 
to readjust rates from the remaining points and groups so as to 
reflect the then differences between the rates from such points 
and groups. and those from Tulsa. Thereafter the carriers, both 
complainants and defendants in this case, established joint rates 
in conformity with the order and findings. 

After the rates were established a controversy arose among 
the carriers as to the devisions. It is understood the eastern 
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roads demanded, as divisions, amounts equal to their local rates, 
the result being large sums for the relatively small hauls east 
of the Mississippi. Prior to the decision in the Indiana State 
Chamber of Commerce case rates were made by combination op 
the Mississippi River. The rates were relatively low west of 
the Mississippi and higher east of that stream. 

Although the complaint does not show the amounts desired 
by the western lines it is the understanding that when thy pre. 
sent their case they will ask for divisions which, if granted, wil] 
increase their revenues about $1,000,000 a year. 


CHICAGO JUNCTION CASE 


The Traffic World Washington Bureay 


In a supplemental petition in finance docket No. 1165, the 
Chicago Junction Railway Company, the Chicago River and In- 
diana Railroad Company and the New York Central Railroad 
Company have asked the Commission to modify its report and 
order in this proceeding by striking therefrom condition 14 and 
by finding that the annual rental to be paid by the Chicago 
River and Indiana to the Chicago Junction is just and reason- 
able. In this proceeding the Commission, May 16, 1922, author. 
ized acquisition by the New York Central of control of the Chi- 
cago River and Indiana by purchase of capital stock and acqui- 
sition by the Chicago River and Indiana of control of the prop. 
erty of the Chicago Junction by lease. In the report the Com- 
mission said “further proofs tend to show a present cost of 
reproduction of the Junction properties, including the value of 
its leases, of considerably more than $33,000,000, represented in 
the proposed plan by the capitalization at 6 per cent of the 
$2,000,000 rental.” Condition 14 of the report read as follows: 


Neither the approval of the purchase by the Central of the stock 
of the: River Road for the sum specified, nor of the leasing to the 
latter of the properties of the Junction, shall be taken as establish- 
ing or tending to establish the fair value of the respective properties 
in any other proceeding, nor shall anything herein contained, be con- 
strued as a finding that the annual rental to be paid by the River 
Road for the lease of the Junction properties, is just and reasonable. 


The carriers said in their supplemental petition that on 
March 18, 1927, the Commission issued its tentative valuation 
report on the property of the Chicago Junction, as of June 30, 
1919, placing a final value of $31,667,626 on total used property. 
Petitioners said the findings contained in the tentative valua- 
tion report corroborated the evidence offered in the acquisition 
proceedings to show the valuation of the Chicago Junction 
properties and the finding of the Commission contained in its 
report in the acquisition case, that the proofs tended to show 
a present cost of reproduction of said properties, including the 
value of its leases, of considerably more than $33,000,000, repre- 
sented in the proposed plan by the capitalization at 6 per cent 
of the $2,000,000 rental. The petitioners said, therefore, that 
condition 14 should now be eliminated or modified consonant 
with the proof of valuation offered at the hearing in the acqui- 
sition case and with the finding contained in the tentative valu- 
ation report referred to. 


D. & H. CONTROL OF B. R. & P. 

Grouping the Delaware & Hudson with the Buffalo, Roch- 
ester & Pittsburgh, with connecting trackage over the Penn- 
sylvania from Buttonwood to Dubois, will create a new and efifi- 
cient transportation unit, resulting in real, undoubted and sub- 
stantial public gain, says counsel for the D. & H. in their brief 
in the case in which the D. & H. is seeking authority to lease 
the B. R. & P. 

“Secure provision will thus be made for replacing with bi- 
tuminous coal the anthracite now furnished from mines served 
by the applicant as their production diminishes and disappears,” 
counsel said; “regularity of movement is assured to the produc- 
ers of iron ore in the Adirondacks, a benefit to them and to the 
furnaces in Pennsylvania using their ore; important economies 
will be effected in operation; earnings will be stabilized; exist- 
ing transportation facilities will be utilized more nearly to their 
full capacity.” 

Counsel said claim had been made that by lapse of time the 
contractual obligation of the B. R. & P., with respect to the lease 
had expired. They said no claim was made in the letters placed 
in evidence that the B. R. & P. would not make the lease if 
approval were given by the Commission. If that approval were 
given, counsel said, no obstacle existed to the immediate making 
of the lease and to obtaining the public benefits resulting from 
its consummation. 

The opposition of the New York Central and the Baltimore 
& Ohio to the proposal, counsel said, could be summarized 
merely by stating that neither of them wanted the D. & H. 
to obtain the benefits that would come to it, as well as to the 
public, from its lease of the B. R. & P. 





The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 
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Decisions of Interstate Commerce Commission 


SAND AND GRAVEL RATES 


The Commission, in further hearing, in No. 13365, Roque- 
more Gravel Co. vs. Atlanta & West Point et al., mimeographed, 
has reversed the findings, made by division 3, in the original 
report, 85 I. C. C. 184, and dismissed the complaint. The finding 
on further hearing is that the rates on sand and gravel, car- 
loads, from Montgomery, Ala., to LaGrange, Ga., are not unrea- 
sonable. In the original report the finding was that the rates 
of $1 and $1.13 per net ton, on sand and gravel, respectively, 
in effect prior to July 1, 1922, from Montgomery to LaGrange, 
were unreasonable to the extent they exceeded $1 prior and 90 
cents per ton after July 1, 1922. The rate of 90 cents was 
prescribed for the future and reparation was awarded. 

The Commission said that the order entered pursuant to 
the original report in this case had been replaced by its later 
order in Rates on-Chert, Sand and Gravel, 122 I. C. C. 133. The 
present order vacates and sets aside the order made in con- 
nection with the original report, dated December 7, 1923. 

This report says that subsequent to the further hearing it 
rendered its decision in Rates on Chert, Clay, Sand and Gravel, 
before mentioned, and that in that case the Commission had 
directly under consideration the rates from Montgomery to 
points in Georgia. That proceeding, it said, was instituted as 
a result of the application of the Atlantic Coast Line and short 
lines in Georgia, for a review of the interstate rates in their 
relationship to the state rates in Georgia required to be main- 
tained by the order of the Georgia commission dated February 
25, 1925. The report said the parties in this case were parties 
in that proceeding and that upon a more comprehensive record 
than in the instant case it prescribed a maximum scale. The 
single-line scale rate for 104 miles, the distance from Mont- 
gomery to LaGrange, it said, was $1.10, or 20 cents per ton more 
than the rate prescribed in the previous decision in this case. 

The carriers contended, in this case, that the rates assailed 
were subnormal. The comparisons of defendants and its pre- 
vious decisions, the Commission said, tended to bear out de- 
fendants’ contention that the rates charged the complainant 
were subnormal. 

In discussing this case the Commission made observations 
about the prosperity of carriers and the effect of considering 
the earnings of carriers in passing on the measure of the rates 
on a single commodity between two points on their lines, as it 
said complainant sought to have it do. It said: 

The fact that the defendants may be prosperous, as complainant 
contends, and that sand and gravel constitute a large part of the 
traffic transported over their lines, does not prove that complainant 
paid unreasonable rates on its shipments. The prosperity of a carrier 
is the result of many causes. Were we to consider the earnings of 
the defendant carriers in passing on the measure of the rates on a 
single commodity between two points on their lines, as complainant 
seeks to have us do, there could be not uniformity in rates. In fact, 
rates between the same points would vary with the routes between 
these points. Complainant’s rate comparisons are mostly with rates 
from producing pits in the Montgomery or Birmingham districts. The 
rates from points in these districts were, prior to our decision in 
Rates on Chert, Clay, Sand and Gravel, supra, on a lower level than 


the rates contemporaneously in effect for like distances between 
points in the southeast outside of these districts. 


TIN CAN ROUTING CASE 


The Commission, by division 4, in No. 17649, Charles E. 
Nelson, trustee, Pleasant Valley Farms and Morey Condensery 
Co, vs. Chicago, Milwaukee & St. Paul et al., mimeographed, has 
found that shipments of tin cans, in carloads, from Chicago, 
Ill, to North Prairie, Wis., prior to April 20, 1924, were mis- 
routed. It has further found that the rates charged on shipments 
Subsequent to that date are unreasonable and has awarded 
reparation. The complaint alleged the rates were inapplicable 
and unreasonable. The shipments moved between November 28, 
1922, and November 19, 1924. Reparation only was sought. 

The shipments were unrouted. There were two routes. The 
carrier forwarded them over a route through Milwaukee and 
Waukesha, Wis., over which route a rate of 25 cents applied. 
The other route, from Chicago to North Prairie, was via Bard- 
well, Elkhorn and Eagle, Wis. Over that route, North Prairie, 
Says the report, is directly intermediate to Waukesha. The rate 
to Waukesha was 19.5 cents. The route through Waukesha is a 
little more than a mile longer than the one through Bardwell. 

On account of alternating sections in the tariff the com- 
Plainant claimed the benefit of the lower rate through Waukesha 
under the intermediate rule, the section carrying the rate to 
Waukesha carrying no rate to North Prairie. The carrier de- 
fended the higher rate for the reasons set forth in the Solum 
case, 247 U. S. 477, in which the court held that the duty of the 
Carrier to forward freight via the cheaper route is not an abso- 
lute one. It said that if, all things considered, it would be 


ee 


unreasonable to ship by the cheaper route, the carrier was not 
compelled to do so. The duty was upon the carrier to select 
the cheaper route only if other conditions ‘were reasonably equal. 
That part of the court’s opinion was put forward by the carrier. 
The report said that the court also said that whether the practice 
of the carrier of shipping over the interstate (higher rated) 
route was reasonable, when a lower intrastate route was open to 
it, presented an administrative question, “one of perhaps con- 
siderable complexity.” 

The Commission said that the fact that, effective April 7, 
1924, the defendant restricted the application of the rates to the 
shortest route from point of origin to destination, thus making 
the rate to North Prairie applicable only via the route through 
Bardwell and Elkhorn, clearly indicated that that route was not 
considered an impracticable one, or one so uneconomical as to 
be one not generally usable. In November, 1924, the rate to 
North Prairie was reduced to 21.5 cents. 

The Commission found that from April 7, to November 19, 
1924, both inclusive, the rate assailed was unreasonable to the 
extent it exceeded 21.5 cents and that, as to shipments which 
moved prior to April 7, 1924, they were misrouted. Reparation 
as to the misrouted shipments is to be made to the basis of the 
19.5 cent rate and as to the shipments covered by the finding of 
unreasonableness, to the basis of 21.5 cents. 


SOLDER, LEAD AND TERNE METAL 


In a report, on further consideration, in No. 16419, Federated 
Metals Corporation vs. Central Railroad Co. of New Jersey et al., 
and cases joined with it, mimeographed, the Commission has 
modified two former decisions, namely, 92 I. C. C. 319 and 113 
I. C. C. 487. The cases joined with the one mentioned are: 
I. and S. No. 2416, terne metal from eastern points to Eastern 
and Central territory, and No. 14882, Union Smelting & Refining 
Co. et al. vs. Central Railroad Co. of New Jersey. 

The cases have to do with rates on solder, specified alloys of 
lead and terne metal. Briefly, the finding is that the rates on 
solder, carloads, from Newark, N. J., to Buffalo, N. Y., are not un- 
reasonable but unduly prejudicial; that the same is true in respect 
of rates on the alloys, carloads, from Newark to Buffalo, Pitts- 
burgh, Pa., Chicago, Ill., and other destinations in Illinois, Indi- 
ana, Ohio, Pennsylvania, New York, Kentucky and Tennessee; 
and that the carriers have justified proposed increased rates 
on terne metal, carloads, from Newark and Brills, N. J., to 
Buffalo and Buffalo rate points and other destinations in Central 
territory, under section 1, but not under section 3. 

Reparation has been denied as to shipments of solder and 
lead alloys, but the carriers are required to remove the undue 
prejudice not later than June 30. They are required to cancel 
the suspended schedules not later than June 17. 

The specific finding is as follows: 


On reconsideration of the whole record we are of the opinion 
and find that the rates on lead alloys brought in issue by the com- 
plaints in Nos, 14882 and 16419 have not been shown to be unreason- 
able and that respondents in I. & S. No. 2416 have justified the 
proposed increased rates on terne metal under section 1; but that the 
establishment or maintenance of rates on any or all of these alloys 
of lead, including terne metal, higher than the rates contemporan- 
eously in effect on tin will result and has resulted in undue prejudice 
to complainant and its traffic in lead alloys in relation to its interior 
competitors. Appropriate orders will be entered modifying our 
previous orders herein and requiring the removal of the undue 
prejudice and the cancellation of the suspended schedules. There 
is no proof that complainant has been damaged by the unduly 
prejudicial rate adjustment to which it has been subjected and 
reparation will accordingly be denied. 


Commissioner Eastman, concurring, said he agreed with the 
findings in this case, but said he could not avoid the impression 
that there was an inconsistency with what was done in Brass, 
Bronze and Copper Articles, 109 I. C. C. 351, which would eventu- 
ally require adjustment. 

It was alleged, in the title complaint, that the rates on alloys 
of lead, from New York, N. Y., and Newark, N. J., to Buffalo, 
Pittsburgh, Chicago and other destinations in Illinois, Indiana, 
Ohio, New York, Pennsylvania, Kentucky and Tennessee were 
unreasonable, unjustly discriminatory and unduly prejudicial. 
Reasonable rates for the future and reparation were sought. 

By schedules filed to become effective May 25, 1925, the 
carriers respondent in I. and S. No. 2416, proposed to cancel 
commodity rates on terne metal, an alloy of lead, from Newark 
and Brills, N. J., to Buffalo, Buffalo rate points and destinations 
in Central territory and apply the higher fifth class rates. 

The two cases mentioned, heard separately, were disposed 
of by division 3 in one report, 113 I. C. C. 487. In that report 
the division, in the formal docket case, found the assailed rates 
were, are and for the future would be unreasonable to the 
extent they exceeded, exceed or might exceed the sixth class 
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rates contemporaneously maintained from Newark to the des- 
tinations mentioned. In the suspension case the division found 
that the carriers had not justified their proposals in their en- 
tirety, but that the sixth class basis would be reasonable for 
application on terne metal. 

In the Union Smelting & Refining case, 92 I. C. C. 319, division 
1 found that the effective fifth class rates, applied on solder, 
were not unreasonable, unjustly discriminatory or unduly preju- 
dicial and dismissed the complaint. Since the decision in that 
case the Union Smelting & Refining Co.,Inc.,and B. Lissberger 
& Co., have been consolidated with Federated Metals Corpora- 
tion, the complainant in the title case. 

Upon petition of the carriers in the title case and the sus- 
pension proceeding and upon petition of the complainant in the 
Union Smelting & Refining Company case, the three cases were 
reopened for reconsideration on the records as made. 

The Commission said there were numberless formulas for 
alloying lead, practically every large user having his own speci- 
fications and that the product was denominated largely accord- 
ing to the use to which it was put, as for instance, type metal, 
terne metal, babbitt metal, solder, and antimonial lead. Speci- 
fications for solder, it said, might include any proportion of 
lead from 50 to 75 per cent, the remaining part being tin. 

The complainant, according to the report, substantially as- 
sented to the proposition that the rates on all the alloys should 
be the same and asked for such parity in No. 17419. In fact, 
said the Commission, it there alleged that it was unduly preju- 
diced by the maintenance of lower rates on terne metal than 
on the other alloys. The Commission said the evidence in sup- 
port of the allegations of unreasonableness in the alloy rates 
consisted principally of comparisons of the fifth class rates 
charged, with the lower commodity rates maintained on other 
metals. Rates on brass, bronze and copper articles were also 
brought into the discussion. The Commission said its findings 
in the brass and copper case did not constitute a prescription 
of sixth class rates as reasonable maxima. It added that con- 
sidering all the circumstances it was convinced that the brass 
and copper rates, standing alone, could not be properly used 
to measure the reasonableness of the rates on lead alloys. 

Complainant supported its allegation of undue prejudice, 
the Commission said, with evidence as to competition of the 
lead alloys, now subject to fifth class rates, with their principal 
constituent elements, lead and tin, with copper and brass. Cop- 
per and brass, the report said, occupied a large field where no 
competition with lead alloys was encountered and therefore 
that it should not require the maintenance of a definite rela- 
tionship between the rates on copper and brass and those on 
lead alloys on a showing that the commodities meet competi- 
tively in relatively limited uses. 

The present rates on the alloys, other than antimonial lead. 
and terne metal, the report said, being higher than on either 
lead or tin, complainant’s competitors at interior points, par- 
ticularly at Buffalo, were in a position to draw tin and lead 
from the seaboard into their plants, alloy them there and de- 
liver the finished products to nearby points cheaper than the 
complainant could deliver the alloys from Newark to the same 
points of consumption. Commenting on that the Commission 
said that it seemed proper that the rates on lead should be 
somewhat lower than the rates on the more valuable alloys. 
But, it said, the record disclosed no adequate reason why the 
rates on tin should likewise be lower. 


QUARRIED MARBLE MISROUTED 


A finding of misrouting and an award of reparation have 
been made in No. 18118, Norcross Marble Co. vs. Baltimore & 
Ohio et al., mimeographed, as to five shipments of rough quar- 
ried marble from Phenix, Mo., to Cleveland, O. The Commis- 
sion, by division 4, found that shipments made in September, 
November and December, 1924, were misrouted by the St. Louis- 
San Francisco and that, with the exception of a shipment routed 
over the Pennsylvania, the complainant was damaged in an 
amount measured by the difference in the rate charged and the 
contemporaneous rate applicable through Chicago. It awarded 
reparation amounting to $317.44, with interest. The shipments 
moved over the Frisco to East St. Louis and the Baltimore & 
Ohio beyond. A combination of 16 cents to East St. Louis and 
29 cents beyond was charged. Contemporaneously there was 
a combination rate of $7.23 per net ton applicable through Chi- 
cago, which, the complainant contended, should have been im- 
posed. The complainant alleged the rates collected were un- 
reasonable and that the shipments were misrouted. 

The shipper gave three routings: “Via the Pennsylvania, 
care of B. & O. for delivery to Norcross siding;” “Best route” 
and “Best route for B. & O. del.” 

The Frisco contended that its agent at Phenix could not 
reasonably be expected to know of the existence of a lower 
through charge through Chicago. The Commission said the 
Frisco agent at Phenix could reasonably be charged with knowl- 
edge of the combination through Chicago as well as through 
East St. Louis. 


The Commission said that the direction to send shipments 
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over “best route” was to be given the same effect as if the ship. 
ment had not been routed by the shipper at all and therefore 
imposed on the carrier the duty to send them over the cheapest 
reasonale route. The direction “best route for B. & O. del.” 
it said, required the shipments to be sent over the cheapest 
route that would permit of Baltimore & Ohio delivery, either 
by line-haul or in switching service, citing Trexler Lumber (Co, 
vs. Southern, 42 I. C. C. 719. 

The shipments under the best routing instructions, the re. 
port said, should have been sent through Chicago. A different 
conclusion, it said, was not warranted by Wheeler Lumber, 
Bridge & Supply Co. vs. C. M. & St. P., 16 I. C. C. 525, cited by 
the defendants, in which the Commission found that “no duty 
rested” upon the carrier “to hunt up, with the aid of an Iowa 
distance tariff, some unnatural connection by which this traffic 
might reach its destination at a slightly lower charge.” The 
report said that it could not be reasonably contended that Chi- 
cago was an unnatural gateway for the shipments here in 
question. It said the shipment routed via the Pennsylvania came 
within the principle announced in Stebbins vs. D. L. & W., 42 
I. C. C. 150, to the effect that it was not incumbent upon the 
initial carrier to send a shipment tendered with complete routing 
over a route requiring the interposition of another carrier or 
other carriers. The report said that therefore this shipment, 
while technically misrouted, in that it was not sent over the 
Pennsylvania, nevertheless was forwarded through the gateway, 
East St. Louis, through which it would have moved if direct 
interchange had been made between the Frisco and the Penn- 
sylvania, inasmuch as such direct interchange between those 
carriers could not have been made at Chicago, which point was 
not reached by the Frisco. Complainant, the report said, suf- 
fered no damage by reason of the defendants’ failure to move 
this shipment in connection with the Pennsylvania. 


CRUDE PHOSPHATE ROCK RATES 


The Commission, by division 3, with Commissioner Camp- 
bell dissenting, in No. 17370, Meridian Fertilizer Factory vs. 
Atlantic Coast Line et al. and parts of fourth section applications 
Nos. 542, 703, 2045, 1952, 2138, 601, 1573, 1548, and 2043, mimeo- 
graphed, has found unreasonable a rate of $5.07 per long ton, 
on crude phosphate rock, in carloads, from Tilphosco and Brew- 
ster, Fla., to Meridian, Miss., to the extent it exceeded, exceeds 
or may erceed $4.73, awarded reparation and has ordered the 
establishment of the new rate not later than July 6. In fourth 
section order No. 9520, it has authorized, on account of water 
competition, the carriers to maintain a rate of $4.62 to New 
Orleans and Gulf ports taking the same rates and rates at inland 
intermediate points as high as $5.78 per long ton. 

Commissioner Campbell, in his dissent, said the evidence 
in support of fourth section relief, to his mind, was wholly 
inadequate to indicate any compelling water competition. He 
said such relief as was given should be denied. On the other 
hand, the record, he said, seemed clear that,- considering the 
distance to Meridian from the Florida mines and the traffic and 
competitive conditions at that point, compared with traffic con- 
ditions and distances at other points in the group taking the 
$4.62 rate, Meridian was clearly entitled to be placed in that 
group. Chattanooga, Tenn., Anniston, Ala., and Dalton, Ga, 
are inland points which take the $4.62 rate. Mr. Campbell con- 
tended that it was clearly shown that they were not affected 
by any possible water competition. He said the record 
showed that, in spite of defendants’ contention that the rate to 
New Orleans from the Florida mines was depressed by water 
competition, the outstanding fact was apparent that the com- 
petition from the phosphate mines in Tennessee and carriers 
serving them, with the Florida mines and carriers, was a prime 
factor in establishing the rate of $4.62 to New Orleans as well 
as to the inland points in that group. 

The complaint alleged the rate of $5.07, charged on ship- 
ments between July 26, 1923, and March 3, 1925, was unreason- 
able, unjustly discriminatory, unduly prejudicial and in violation 
of section 4. 

The Armour Fertilizer Works, manufacturing fertilizer at 
New Orleans, the report said, intervened in opposition to the 
grant of relief to the complainant under section 3. 

The complainant contended that the rate to Meridian, 68) 
miles, should be no more than $4.62, the rate from Brewster, 
Fla., to Chattanooga and McCarty, Tenn., Birmingham, Ala., and 
other destinations in Alabama, Tennessee and Georgia, for hauls 
ranging from 591 miles to Carrollton, Ga., to 791 miles, the last 
mentioned being the distance to New Orleans. The distances 
quoted were those used in Knoxville Traffic Bureau vs. A. C. L. 
101 I. C. C. 165, known as the Knoxville case, in which the 
Commission prescribed a rate of $4.73 from the Florida mines 
to Knoxville, Tenn. The complainant contended, the report said, 
that the location of Meridian, its distance from the Florida points 
of origin of the rock, and traffic conditions, entitled Meridial 
to be placed in the $4.62 rate group. As that rate applied at 
New Orleans, to which Meridian was intermediate over one route 
at least, the complainant contended that the situation result 
in undue prejudice. The intervener, the report said, contended, 
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in the main, that the rate to New Orleans was a reasonable 
maximum rate, that undue prejudice was not shown to result 
from the maintenance of the higher rate to Meridian than to 
New Orleans, and that the New Orleans rate was as high as 
intervener could afford to pay in view of the water competition. 
The carriers contended that the rate to Meridian was depressed 
by competition from the Tennessee mines and that the rate to 
New Orleans from Florida was made subnormal by water com- 
petition at that point. 

Defendants, the report said, insisted that the rate of $4.62 
to the Gulf ports was depressed by water competition through 
Tampa and Port Tampa, Fla. The Commission said that in the 
Knoxville case the influence of water competition over these 
rates was recognized and that the record in this case substan- 
tiated the view expressed in that case with respect to the in- 
fluence of that competition. 

The fourth section relief granted by the order mentioned 
is in accord with the following finding: 


The applicants herein will be granted relief from the provisions 
of the fourth section of the interstate commerce act to the extent 
that they will be permitted to continue a rate of $4.62 for the trans- 
portation of crude phosphate rock, in carloads, from Florida produc- 
ing points, described in Atlantic Coast Line Railroad Company's tariff 
I. Cc. C. No. B-2334, to New Orleans, and Gulf ports taking the same 
rates, as shown in that tariff, and to maintain higher rates on like 
traffic to intermediate destinations on the following routes: 

(1) Atlantic Coast Line or Seaboard Air Line to River Junction, 
Fla., and Louisville & Nashville beyond. 

(2) Atlantic Coast Line or Seaboard Air Line to Mongomery, and 
Louisville & Nashville beyond. 

(3) Atlantic Coast Line or Seaboard Air Line to Montgomery, 
Western Railway of Alabama to Selma, Ala., Southern to Meridian, 
and New Orleans & Northeastern beyond; 
provided, that rates at intermediate destinations affected shall in no 
case exceed the lowest combination; and provided further (1) that 
rates to Meridian and Pascagoula, Miss., and destinations east thereof, 
shall not exceed $4.73, (2) that rates to stations on the Louisville & 
Nashville between Pascagoula and New Orleans shall not exceed $5.10, 
(3) that rates to stations on the New Orleans & Northeastern between 
Meridian and Purvis, Miss., shall not exceed $5.10, and (4) that rates 
to stations on the New Orleans & Northeastern, Purvis and south 
thereof, shall not exceed $5.78; and provided further that the present 
rates to intermediate destinations affected shall not be increased ex- 
cept as may hereafter be authorized by us. All other and further 
relief prayed by said applications Nos. 542, 601, 703, 1548, 1573, 1952, 
2043, 2045, and 2138, in so far as they relate to rates on crude phos- 
phate rock from Florida producing points to New Orleans and Gulf 
ports = same rates, and to Mississippi River destinations, will 
be denied. 


COAL DIVISIONS NOT UNJUST 


In a report on further hearing in No. 14012, Sewell Valley 
Railroad Co. vs. Chesapeake & Ohio, mimeographed, the Commis- 
sion affirmed the findings of division 1 in the original report, 
87 I. C. C. 21, that the divisions accorded to the complainant 
out of joint rates on coal are not unjust, unreasonable or in- 
equitable. The division dismissed the complaint. The case 
was reopened for further hearing on petition of the complainant. 

Evidence on the further hearing, the report said, did not 
show any material change in the line of the Sewell Valley, ex- 
cepting that the branch line which terminated at Rupert, W. Va., 
had been extended four miles to Glencoe, W. Va., and that cer- 
tain betterments had been made in the way of reducing curva- 
tures and grades; also that there had been a substantial re- 
placement of 70-pound rails with 100-pound rails. The fact that 
there had been no material change in the line of the complain- 
ant enabled the Commission to deal with the reopened case 
by bringing the financial data to date. Tonnage data in the 
original hearing were for a period no later than 1922. 

The present record, the report said, demonstrated that a 
greatly increased tonnage had been handled promptly and that 
operating costs had been materially reduced. The report said 
it was believed that the showing made for the years since 1922 
was indicative of what net income the present basis of rates 
and divisions might be expected to yield this railroad in the 
future. The net income statement in the report showed net 
come, determined by the method used by the Commission for 
the purpose of administering the recapture clause, of $21,129 
for 1922, $71,393 for 1923, $51,820 for 1924, and $107,219 for 1925. 

_ In the prior report the Commission found, among other 
things, that in 1922 the traffic of the complainant could not be 
handled economically. It said the net income, averaged for the 
four-year period, including the year in which it said the traffic 
could not be handed economically, was $76,811, or only $2,389 
less than the amount necessary to yield 5.75 per cent on the 
aggregate value of the Sewell Valley and the Loop & Lookout, 
its subsidiary, as determined by the Commission. 

The report, without explanation as to why, contains a para- 
sraph saying that Commissioners Hall and Woodlock concur in 
the conclusions. In concluding its discussion and stating its 
findings, the Commission said: 


In view of complainant’s income showing for 1925, and of its 
prospects for the future, the conclusion is warranted that it has 
— reached the point where, under economical operation and with 
wil volume of coal tonnage which it may be expected to handle, it 
1993 receive adequate earnings. While complainant’s income for 
‘ and 1924 was somewhat less than the amount which we have 
er to be necessary to yield the standard return, it is imprac- 
leable to draw a line which would mark the change from the un- 
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economical operations which were found in the original report to 
exist in 1922. There is no sound ground upon which could be predi- 
cated a higher basis of divisions for 1923 and 1924 than for 1925. 
Divisions which would produce net income for the two prior years 
necessary to pay the standard return, would, as applied to the ton- 
nage handled in 1925, yield far in excess of such necessary amount. 
The present basis of divisions on coal accorded complainant by de- 
fendant is perhaps unusual, and results in relatively low divisions on 
some movements, but the average divisions have not been materially 
below the maxima allowed, and for reasons herein indicated we are 
unable to condemn this basis. 

We affirm the findings in the former report that complainant’s 
divisions of the joint rates involved are not unjust, unreasonable, or 
inequitable. 


PEACHES AND STRAWBERRIES 


The Commission, by division 4, in No. 16998, Harry J. Lewis 
et al. vs. Cincinnati, New Orleans & Texas Pacific et al., mime- 
ographed, has found rates on strawberries, in carloads, from 
various points in Tennessee, to Battle Creek, Detroit and Kala- 
mazoo, Mich., and the rate on peaches, in carloads, from Sale 
Creek, Rathburn and Harriman, Tenn., to Detroit, Mich., not 
unreasonable. It has found increased rates on strawberries, 
carloads, from points in Tennessee and Alabama on the South- 
ern to destinations in central territory, justified, vacated the 
order suspending the schedules in which they were proposed 
and discontinued the proceeding in which they were involved. 

This report covers, in addition to the title complaint, I. and 
S. No. 2725, berries from Alabama and Tennessee to Central 
Freight Association territory and two sub-numbers under the 
title complaint, Taylor Produce Company vs. Cincinnati, New 
Orleans & Texas Pacific and Ben B. Schwartz vs. Same. 

Complainants, wholesale produce dealers at Kalamazoo and 
Battle Creek, allege that the rates on strawberries from Chat- 
tanooga and other points in Tennessee to Battle Creek, Detroit 
and Kalamazoo, and on peaches from Sale Creek, Rathburn 
and Harriman to Detroit, were unreasonable, unjustly discrim- 
inatory and unduly prejudicial as compared with rates from 
Huntsville and Chase, Ala., to Detroit and Grand Rapids, Mich., 
and in violation of the long-and-short-haul part of section 4. 
They asked the Commission to prescribe rates not to exceed 
rates contemporaneously in effect from Huntsville and Chase to 
Detroit and Grand Rapids, and to award reparation. 

Regular and special service rates were in effect when the 
shipments in question were made. To Battle Creek and De- 
troit, the regular service rate was 111 cents and the special 
service rate 122 cents. To Kalamazoo and Jackson the regular 
service rate was 110 cents and the special service rate was 
121 cents. The special service rate was optional. It applied 
on shipments handled in a special train scheduled to leave 
Chattanooga at 6 p. m. and arrive at Cincinnati at noon the 
following day. Under the provisions of the tariff if the train 
arrived at destination more than an hour late the regular serv- 
ice rate applied. The Commission said the record was insuf- 
ficient to determine whether or not the rates for special service 
were unreasonable. The rate on peaches to Detroit was 85.5 
cents. 

From Huntsville and Chase the rates on berries, n. o. s., 


‘minimum 20,000 pounds, as compared with a minimum of 17,000 


pounds on the haul from Tennessee points to Cincinnati and 
18,000 pounds beyond, were 96 cents to Detroit and 97 cents to 
Grand Rapids. From the same points the rate on peaches, joint, 
was 81 cents. 

The points of origin in Tennessee, the Commission said, 
were directly intermediate to Chase and Huntsville. Battle 
Creek and Kalamazoo, it said, were intermediate to Detroit and 
Grand Rapids over some of the available routes. However, said 
the Commission, no carloads of strawberries or peaches moved 
from either Chase or Huntsville. 


In the suspended schedules the Southern proposed to cancel 
joint rates on strawberries from Chase and Huntsville to points 
in central territory. From other points in Alabama and Ten- 
nessee to central territory the through rates are locals to Ohio 
river crossings, plus proportionals beyond. The suspended 
tariffs, cancelling the joint through rates, proposed to restrict 
the application of the proportional rates to traffic originating at 
points other than in Alabama and Tennessee, and in lieu thereof 
to establish through rates based on the locals to the river 
crossings plus third class rates beyond. The heavy movement 
of strawberries from stations on the Southern system lines in 
Tennessee to central territory, the report said, was from points 
intermediate to Knoxville and Cleveland, Tenn., principally on 
the C. N. O. & T. P., from which the rates were higher than 
those from Knoxville and Cleveland, in contravention of the 
fourth section. The Southern said the producers of strawber- 
ries at Knoxville and Cleveland did not oppose the proposed 
increases and that apparently the producers between Knoxville 
and Cleveland and the Ohio river were satisfied with their rates 
and were not asking for reductions. Increases were proposed 
from about 50 points of origin. 

Respondents, the report said, showed that the third class 
rate prescribed from Knoxville to Detroit in Southern Class 
Rate Investigation, 100 I. C. C. 513, 109 I. C. C. 300, and 113 
I, C. C. 200, was $1.15 as compared with the proposed rate of 
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$1.11. The Commission said that, considering the light loading 
and perishable nature of the strawberry traffic, the proposed 
rates did not appear unreasonable. Furthermore, it said, they 
would correct any fourth section departures that might exist. 

The finding, covering the formal docket cases and the sus- 
pension proceeding, was that the assailed rates were not and 
are not unreasonable and that the proposed schedules had been 
justified. Any unjust discrimination or undue prejudice that 
might exist, it said, would be corrected by the proposed 
schedules. 


CLASS INCREASES JUSTIFIED 


The Commission, by division 2, in a report written by Chair- 
man Esch, in I. and S. No. 2853, class rates between Oregon 
and Washington points, mimeographed, has found justified pro- 
posed increased class rates between Portland, Ore., Astoria, 
Ore., and Aberdeen, Hoquaim, Chehalis, Olympia, Tacoma, and 
Seattle, Wash., on the one hand, and stations on the respond- 
ents’ lines along the Columbia river in Oregon and Washington, 
on the other. It has vacated the suspension order and discon- 
tinued the proceedings. 

The schedules were suspended upon the protests of com- 
mercial interests of Hood River, Ore., and White Salmon, Wash., 
and the Department of Public Works, state of Washington. 
Schedules proposing similar increases in intrastate rates in 
Washington and Oregon were also suspended and a joint hear- 
ing was held by the federal and state commissions. The re- 
port, written by CHairman Esch, however, dealt only with the 
interstate rates. 

Except as changed by subsequent general increases and 
reductions, the report said, the class rates in Washington and 
Oregon were on the basis prescribed in Portland Chamber of 
Commerce vs. O. R. R. & 'N. Co., 21 I. C. C. 640. The report 
said that the only protests were directed against the rates from 
Portland. 

The respondents claimed that the class rates they were 
treating in the suspended schedules were on a low basis and 
that there was no justification, from the standpoint of reason- 
ableness, for the maintenance of the present rates to the Co- 
lumbia river points involved, the hauls to which were compara- 
tively short, when it was considered that there was a distribu- 
tive basis of class rates in Washington and Oregon based on 
the Commission’s decision in the Portland Chamber of Com- 
merce case. They also claimed that in making this revision 
they were complying with the spirit of the Commission’s find- 
ings in Revenue in Western District, 113 I. C. C. 38. In dis- 
posing of the case, the Commission said: 





No testimony was adduced on behalf of protestants. The rate 
expert of the Oregon Public Service Commission compared certain 
of the proposed rates with somewhat lower rates maintained by 
the Southern Pacific to a few points south of Portland in the Wil- 
lamette Valley for similar distances, but he admitted that trans- 
portation conditions in that valley were more favorable than along 
the Columbia River. 

The record makes it clear that the present class rates between 
Portland and the other distributing points, on the one hand, and 
the Columbia River points, on the other, long have been on a de- 
pressed basis. While the proposed increases are in the main. sub- 
stantial, in no instance does it appear that a higher basis is pro- 
posed to be established than that originally prescribed by this Com- 
mission and by the respective state commissions of Washington and 
Oregon for application in this general territory. The rates proposed 
also compare favorably with those prescribed by us in Klamath 
County Chamber of Commerce vs. S. P. Co., 74 I. C. C. 207. The 
few comparisons of rates applying between Portland and Southern 
Pacific stations south thereof, which show a somewhat lower basis 
to be in effect in that territory than is here proposed, do not warrant 
a departure from the basis generally applicable in Washington and 
Oregon. 

We find that the proposed schedules have been justified. The 
order of suspension will be vacated and the proceeding discon- 
tinued. Respondents should take the necessary steps to correct cer- 
tain —— in the statement of rates, which errors are pointed out of 
record. 


RATES ON DOLOMITE, ETC. 


Proposed cancellation of commodity rates on dolomite and . 


fluxing stone, in box cars, has been found not justified by the 
Commission in a mimeographed report by division 3 in I. and 
S. No. 2857, dolomite and fluxing stone from and to points in 
Central Freight Association territory. The suspended schedules 
were ordered canceled and the proceeding was discontinued 
without prejudice to the filing of new schedules in conformity 
with the conclusions in the report. The Commission said the 
record was persuasive that the commodity rate on agricultural 
limestone would not be unreasonable for application on dolomite 
or fluxing stone in box cars. It said that if respondent, the 
Pennsylvania, decided to make that rate applicable on those 
commodities in box cars, the manner of the publication should 
be clear and specific. 

The Pennsylvania, in schedules that were suspended on pro- 
test of the United States Glass Co., the Hazel-Atlas Glass Com- 
pany, and the National Mortar & Supply Company, proposed to 
restrict the commodity rates on dolomite and fluxing stone from 
and to points in central territory so as to limit their application 
to shipments in open-top cars. The report said the effect of the 
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proposed restriction would be to cancel a commodity rate og 
$1.66 per long ton on shipments of dolomite in box cars from 
Gibsonburg, O., to Pittsburgh, Glassport, Washington ang 
Charleroi, Pa. 


RATES ON SMITHING COAL 


In a mimeographed report by division 4 in No. 17825, Tuff 
Brothers Pig Iron & Coke Company vs. Western Maryland et al, 
the Commission has dismissed the complaint on a finding that 
rates charged on smithing coal from Douglas, W. Va., and Logan, 
Pa., to Cardin, Okla., were inapplicable and that overcharges 
should be refunded. Complainant alleged that the rates charged 
on four carloads of smithing coal shipped in April, June, and 
October, 1920, from Douglas and Logan to Chicago, IIl., ang 
St. Louis, Mo., and reconsigned to Cardin, Okla., were inapplic. 
able. Combination rates of $7.95 and $7.90 per net ton, re. 
spectively, were charged on the shipments forwarded on April 
22 and June 12, 1920, from Douglas. Charges on the shipments 
from Logan, forwarded on October 19 and 26, 1920, were collected 
at combination rates of $10.825 and $10.83, respectively. The 
Commission found that the rates sought by complainant were 
the applicable rates. They were $7.20 from Douglas and $8.6) 
from Logan. 


RATES ON GRAIN AND PRODUCTS 


A finding that the respondents have not justified proposed 
increased rates on grain and grain products from stations on 
the Chicago & Eastern Illinois in Illinois and Indiana to des. 
tinations on the St. Louis-San Francisco in Arkansas has been 
made by the Commission in a mimeographed report by division 
3 in I. and S. No. 2877, grain and grain products from Illinois 
and Indiana to Arkansas. The schedules, which were suspended 
on protest of the Merchants’ Exchange of St. Louis, were ordered 
canceled and the proceeding was discontinued. The report said 
increases would have resulted from cancellation of the present 
joint rates and the application of local rates to East St. Louis 
or Thebes, Ill., and proportional rates beyond. 





REPARATION ON GRAPES 


An order of reparation has been entered by the Commission 
in No. 17847, California Table Fruit Company vs. Attchison, 
Topeka & Santa Fe et al., mimeographed, by division 4, ona 
finding that charges assessed on one carload of grapes from 
Reediey, Calif., to Croxton, N. J., reconsigned to Scranton, Pa. 
were inapplicable. The shipment moved in August and Sep- 
tember, 1923. Charges were collected on a commodity rate of 
$1.73 to Croxton and the second class rate of 56.5 cents from 
Croxton, plus a reconsigning charge of $6.30 per car. The Con- 
mission found that the second class rate of 56.5 cents charged 
for that portion of the haul from Croxton to Scranton was in- 
applicable; and that the through rate from Reedley to Scranton 
of $1.73, plus a charge of $6.30 for reconsignment, and 9.5 cents 
per 100 pounds for additional detour or back-haul mileage was 
applicable on the shipment. The reparation order calls for pay- 
ment by the carriers to complainant of $168.58, with interest at 
6 per cent from September 29, 1923. 


CEMENT LAUNDRY TUBS RATE 


The Commission, by division, 3, in No. 18475, Chicgao Grana- 
tine Manufacturing Co. vs. Illinois Central, mimeographed, has 
found unreasonable, but not unduly prejudicial, a fifth class rate 
of $1.03 on cement laundry tubs, carloads, from Chicago, Il. 
to New Orleans, La., to the extent it exceeded a subsequently 
established rate of 81 cents and awarded reparation. The com- 
plaint alleged that the rates charged on such tubs and parts 
thereof, in carloads, between October 13, 1923, and February 16, 
1925, were unreasonable and unduly prejudicial. The complain- 
ant contended that when the shipments moved a joint commodity 
rate of 81 cents applied on plumbers’ goods generally, including 
enameled iron and porcelain laundry tubs, from Chicago to New 
Orleans. The Commission’s report said that a check of the 
tariffs showed that the 81-cent rate was not established until 
December 20, 1923, and that on May 2, 1925, it was made ap 
plicable to cement laundry tubs. The Commission said the rec 
ord was persuastive that the rate of 81 cents applicable 0 
plumbers’ goods generally was reasonable for application 00 
cement laundry tubs. It said the allegation of undue prejudice 
was not sustained. 


WASTE PAPER RATE 


A finding of unreasonableness, an award of reparation and 
an order establishing a new rate not later than July 8, have 
been made in No. 18135, United Paperboard Co., Inc., vs. Boston 
& Albany et al., mimeographed, as to a commodity rate of 24° 
cents on waste paper, carloads, from Boston, Mass., to Thom- 
son, N. Y. The Commission, by division 4, has found that the 
rate was not unreasonable prior to March 8, 1926, the date ol 
which the complaint was filed, but that since that date, it was: 
is, and for the future will be unreasonable to the extent It 
exceeded, exceeds or may exceed 21.5 cents. Reparation is to be 
made on shipments subsequent to March 7, 1926, to the basis 
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of the lower rate. The complaint alleged the sixth class rate of 
98.5 cents and the commodity rate of 24.5 cents were unreason- 
able, unjustly discriminatory and unduly prejudicial. The Com- 
mission said the attack upon the class rate was only incidental 
and that as waste paper did not move in carloads upon the 
class rate the report would be confined to the commodity rate. 
It said the allegation of undue prejudice was not sustained and 
that no evidence was submitted in support of the alleged viola- 
tion of section 2. 


WRAPPING PAPER RATE 


The Commission, by division 4, has dismissed No. 17752, 
Dallas Paper Co. vs. Arkansas & Louisiana Missouri et al., 
mimeographed, finding the applicable rate of 56 cents, carloads, 
on wrapping paper from Bastrop, La., to Dallas and Wichita 
Falls, Tex., not unreasonable, The complainant sought reparation 
to the basis of a 42-cent rate, contemporaneously applicable from 
Elizabeth, La., to Dallas, on five carloads. The assailed rate was 
reduced to 42 cents on January 23, 1923. The carriers pointed 
out that the 42-cent rate was applicable only over the line of 
the Gulf, Colorado & Santa Fe while the 56-cent rate over the 
route of movement applied over the rails of four carriers and 
was a group rate. The report said there was no evidence of 
improper grouping. 


GRAIN RATES TO ATLANTIC PORTS 


Abolition of the Atlantic port differential adjustment on 
grain and the separation of line-haul and accessorial, or further 
service, rates on such traffic seem to be foreshadowed by the 
Commission’s report, on further hearing, written by Commis- 
sioner Eastman, in No. 13548, Maritime Association of Boston 
Chamber of Commerce et al. vs. Ann Arbor et al., opinion No. 
12264, 126 I. C. C. 199-216. No order has been entered nor any 
finding of unlawfulness made. The great change in the situa- 
tion, however, seems forecast in language employed by Com- 
missioner Eastman in what might be called, but is not so de- 
nominated, concurring views in which he sets forth what he 
deems the logical consequences of the findings of the Commission. 

The report differs from that proposed by Examiner Hosmer, 
who held the further hearing, in that the “logical consequences” 
mentioned by Commissioner Eastman will be greater than those 
recommended by the examiner. Hosmer would have brought 
about a lesser change by a finding of unlawfulness in the pres- 
ent situation and the issuance of a definite order to cure it. 

The general nature of the report is shown by the summary 
of the findings made by the Commission in the head notes to 
its report. That report found not unreasonable or otherwise 
unlawful the rates on grain and grain products, via all-rail routes 
from points in Illinois, Wisconsin, Minnesota, the Dakotas, Mon- 
tana, Iowa, Nebraska, Kansas, Arkansas and Oklahoma to Bos- 
ton and New York for export. It further found not unreasonable 
or otherwise unlawful the rates on ex-lake grain and grain prod- 
ucts from Buffalo to New York and Boston, also for export. 

A third and suspected to be disruptive finding is that the 
record does not permit the prescription of maximum or minimum 
reasonable rates on ex-lake grain from Buffalo, but that if such 
rates were to be prescribed the evidence warranted the conclu- 
sion that the line-haul rates to the water-front elevators at New 
York, Philadelphia and Baltimore should be identical, and that 
the maintenance of the same rates to the water-front elevators 
at Boston would not be unlawful. 

In what might be called a preface to the part of the report 
that is expected to cause a hurried but searching examination 
of the whole port differential record, Commissioner Eastman said 
the situation might be summed up as follows: 


If we were to prescribe maximum or minimum reasonable export 
rates on ex-lake grain from Buffalo, we would in either case prescribe 
identical rates to New York, Philadelphia, and Baltimore, confining 
such rates to the service ending with the spotting of the car at the 
water-front elevator and requiring any further terminal service to 
be covered by a special charge or charges. We would further find that 
the same rate might lawfully be established and maintained to Boston. 
The record, in our opinion, amply justifies such conclusions. But it has 
not been shown that the present rates are higher than maximum 
reasonable rates or lower than minimum reasonable rates, nor does 
the record enable us to determine what the maximum and _ mini- 
mum limits of reasonableness would be. Nor does the record war- 
rant a finding of undue. preference and prejudice under section 3. 
The conclusion is inevitatble that the present rates are not unlawful. 


That short introduction to the “logical consequences” part 
of the report, used in such close connection with what Com- 
missioner Eastman said represented the views of the Commis- 
Sion, created the impression that what he said was fully ap- 
Proved by his colleagues. The “logical consequences” part of 
the report is as follows: 


All that has preceded represents the views of the Commission. It 
Seems to me that in addition it is desirable to consider how the 
Situation is left for the future by the above expressions of opinion, 
in other words, to consider their logical consequences. Manifestly, 
if the defendants which are more particularly interested in New 
York and Boston were to precipitate a rate war such as has been 
waged many times in the past over the port differentials, it would 
at length be brought to a conclusion by the prescription by the com- 
Mission of minimum reasonable rates in harmony with the views 


expressed above. The result would be to establish a parity of line- 
haul rates upon the minimum level, whereupon the carriers would 
doubtless find it of mutual advantage to restore the rates to a higher 
level but maintaining the parity. 

The question, therefore, arises whether it is necessary that such a 
wasteful and more or less destructive process be gone through in 
order to arrive at a point of reasonable equilibrium. This question, 
which is obviously of far-reaching importance, would be squarely 
raised if the lines directly serving New York and Boston were to 
reduce the ex-lake rates .to the water-front elevators at those ports 
to the Philadelphia-Baltimore basis, reductions which the failure 
of those lines to except to the examiner’s report shows that they are 
quite willing to accept. If the lines directly serving Philadelphia and 
Baltimore should then undertake to maintain the existing differ- 
entials by reductions in their own ex-lake rates, it would be neces- 
sary for us to determine whether such reductions made for this one 
purpose could be justified. 

Upon the record before us we find that the rates assailed and con- 
sidered at the further hearing to Boston, New York, Philadelphia, 
and Baltimore are not unjust, unreasonable, or unduly preferential 
or prejudicial. The evidence as to the rates to the Hampton Roads 
ports is insufficient to justify a finding as to those rates. They are 
evidently of insignificant importance in this controversy. The com- 
plaint as amended will be dismissed. 


Philadelphia and Baltimore, the ports that would lose their 
differential status if the consequences outlined by Commissioner 
Eastman were realized, filed exceptions to the Hosmer report, 
which, if adopted, would also have caused a change in the 
situation against which Boston brought its complaint. The report 
in the complaint as originally filed was made in 95 I. C. C. 589. 

The complaint, as originally filed, brought in issue, among 
other things, all-rail, lake-rail, and rail-lake-rail class and com- 
modity rates on export and import traffic between Boston and 
differential territory, the latter embracing what is generally called 
central territory. It was alleged those rates were unreasonable, 
unduly prejudicial to Boston and unduly preferential of Balti- 
more and Philadelphia. The object of the complaint was to 
procure the abolition of the so-called port differentials under 
which the Boston rates were and are higher than those to and 
from Baltimore and Philadelphia. Removal of the differential 
against Boston was also sought in the export rates on ex-lake 
grain from Buffalo to Boston. 


In the prior report the Commission found that, in general, 
the port differentials did not result in unreasonable or unduly 
preferential or prejudicial rates, but expressed the view that 
the application of the differentials to movements of grain and 
grain products from much of the territory west of the Missis- 
sippi to the north Atlantic ports for export was not warranted 
in view of Boston’s slight disadvantage in distance in comparison 
with the total haul. The report recommended that the carriers 
equalize the charges on those commodities moving to the north 
Atlantic ports, for export, from pints west of the Mississippi 
where the advantage of any one of the ports, as compared with 
Boston, in total length of haul, was 10 per cent or less. The 
Commission also expressed the opinion that no adequate reason 
existed for port differentials in favor of Philadelphia and Balti- 
more in the case of ex-lake rates on grain, in bulk, from Buffalo 
for export. 


No order giving effect to those views was entered, because 
of doubt as to the Commission’s power to revise the combination 
through rates from western territory upon a complaint which 
involved only the factors thereof applying east of the gateways, 
and, because, in respect of the ex-lake rates, it could not be 
found that they were too high or unduly prejudicial. As to the 
latter rates, the Commission said the situation might be cor- 
rected by the exercise of the power to fix minimum rates, but 
that power had not been invoked. 


After the issuance of that report, Commissioner Eastman 
said, the trunk lines principally interested in the movement of 
ex-lake grain held a public hearing on a proposal to make the 
export rates on such grain and the products thereof from Lake 
Erie ports to all north Atlantic ports the same as the current 
rates to New York. New York, Boston and Norfolk, Va., favored 
that proposal. Baltimore and Philadelphia, Mr. Eastman said, 
opposed it. Representatives of Duluth and Chicago opposed in- 
creases in the rates to Baltimore and Philadelphia. As a result 
of their consideration of the matter the traffic executives of 
the trunk lines announced their view that, on account of the 
apparent impossibility of working out an adjustment, the Buf- 
falo lines should not publish rates on ex-lake grain for export 
which would remove the port differentials in favor of Philadel- 
phia and Baltimore. The trunk line traffic executives considered 
not only the so-called port adjustment but also the competition 
between United States and Canadian lines. 

The New York Central did not concur in that conclusion, but 
reiterated its opinion that inasmuch as there was no longer 
any understanding among the steamship lines as to equalization 
of rates as between the north Atlantic ports, there was no 
justification for lower rates on this traffic to any of the north 
Atlantic ports than to the others. No definite action was taken 
in respect of the all-rail rates as to which the Commission had 
expressed the opinion that they should be equalized. 

Thereupon the complainants joined with the New York 
Produce Exchange, an intervener, in asking for a reopening the 
case for further hearing as to export rates on grain and grain 
products. They also asked for leave to amend their complaint 
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by adding to the list of defendants the principal western lines 
participating in grain traffic from the producing territory to 
the primary markets; by specifically putting in issue the rates 
on grain and products for export from the producing states, 
all-rail as well as the ex-lake rates from Buffalo, N Y., Erie, 
Pa., Fairport and West Fairport, O., to the New England ports, 
joined in this complaint with Boston, and New York; and by 
alleging that the aforesaid rates were unreasonable, unduly 
prejudicial to the New England ports and to New York, and 
unduly preferential of Philadelphia, Baltimore and the Hampton 
Roads ports. The rates were also alleged to be in violation of 
paragraph 1 of section 15. The petition was granted and the 
further hearing proceeded upon that basis. 


The additional defendants, western lines, objected to being 
made parties to the complaint. They moved to dismiss, which 
motion was denied. They contended the Commission could not 
make a valid order because they were not made parties until 
after more than 2,500 pages of testimony had been taken. The 
Commission said the contention was without merit. It said that 
substantially all the previous evidence relating to grain or to 
rates on grain was reintroduced at the further hearing and 
that the complainants made it plain that they did not rely upon 
the original record as against the western lines. 


Much of the evidence presented by the complainants, Com- 
missioner Eastman said, was similar to that previously pre- 
sented and of like purport, particularly the evidence bearing on 
the declining export business of the port of Boston. As at the 
former hearing, the report said, it was testified that the decline 
in exports from Boston in 1924, amounting to 118,951 tons, was 
attributable largely to the scarcity of export shipments of grain 
for dead-weight cargo at Boston, and had resulted in a prac- 
tically complete discontinuance of direct regular steamship sail- 
ings from Boston. It was testified that such grain as Boston 
had received had been an overflow from Canadian and other 
north Atlantic ports at times of congestion. Evidence presented 
at the further hearing, the report said, bore out the statement in 
the original report that Boston “could accommodate without 
difficulty far more export and import commerce than it now 
handles.” 


The report contains a discussion of the line-haul services 
and the objections raised to suggestions in the original report, 
especially those relating to the making of rates on an equality 
in cases in which the distance to Boston did not exceed the 
distance to any of the other ports by more than 10 per cent 
and the establishment of joint rates on grain and products. 
The complainants and defendants both pointed out the difficul- 
ties that would arise over the application of that limit. The 
complainants, however, said that if the Commission adhered 
to its 10 per cent limitation they desired an order entered in 
accordance therewith. 


All parties agreed that the present method of making rates 
from the producing country to the ports was the best that had 
been devised. The Commission, therefore, said that the estab- 
lishment of joint rates might be regarded as eliminated from the 
case. 


The Commission then turned from gonsideration of the line- 
haul service to a consideration of the terminal service. The 
Philadelphia interveners, it said, directed all their evidence at 
the further hearing to their contention that the terminal serv- 
ices at New York in connection with the movement of export 
grain was more extensive and expensive than at Philadelphia. 
The New York rates, the report said, were applicable to points 
within the free lighterage limits within the harbor. At Phila- 
delphia the service performed under the line-haul rate ends, ac- 
cording to the interveners, when the car is spotted on the siding 
of the elevator. The cost of the terminal service at Baltimore, 
on grain, the report said, was not touched upon in the record. 
The report said it appeared that the loading there was direct 
from the elevator to the vessel without any intermediate lighter- 
age or float movement and that that was also true at Boston. 


This discussion of the terminal service phase of the case 
immediately precedes the summing up and the “logical conse- 
quences” part of the report, hereinbefore set forth. Mr. East- 
man paid some attention to the contention of Baltimore that the 
whole system of port differentials and the percentage adjust- 
ment under the McGraham formula was worked out on the 
theory of averages and that in this whole system of rate mak- 
ing Baltimore had paid very heavily as the price of peace. For 
the surrender of natural advantages in the matter of rates from 
the lower half of Central Freight Association territory, Balti- 
more contended, she was certainly entitled at least to the differ- 
ential she now had on the ex-lake grain from Buffalo. 


Commissioner Eastman quoted from In the Matter of Differ- 
ential Rates, 11 I. C. C. 13, to show the ex-lake grain traffie was 
not referred to in the (port differential) agreement of 1877 nor 
mentioned in the Fink Report or the award of the Advisory Com- 
mission, all of which dealt the general subject of port differen- 
tials and said that the ex-lake differential evidently was not a 
thing of importance until about 1890 which was long after the 
McGraham formula had taken shape. 
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In concluding the discussion of the terminal service and its 
cost, Commissioner Eastman said: 


It is quite impossible upon this record to compare with any 
accuracy the terminal services performed at the ports upon this ex. 
lake grain after the cars are spotted at the water-front elevator, oy 
the respective costs and special charges for such services. In our 
ooraee, however, the evidence upon this subject indicates the desir. 
ability of confining the line-haul rates strictly to the service ending 
with the spotting of the cars, and requiring all further termina} 
service to be covered by a special charge or charges. Such a plan 
would preserve to each port such advantages as herein in facilities 
for the convenient and economical loading of vessels, and would 
also facilitate such comparison of special terminal services ang 
charges therefor as may be deemed advisable in the future. The 
situation is not unlike that presented in Iron Ore Rate Cases, 4 
. C. C. 181, where a similar- separation of charges was required for 
somewhat analogous reasons. 


COAL RATE REVISION 


The Commission, by Division 2, in a report written by Chair. 
man Esch, in I. and S. No. 2814, coal from Illinois, Kentucky 
and Alabama to Alabama, Mississippi, Tennessee, Arkansas, 
Louisiana and Texas, and No. 16505, Alabama Mining Institute 
vs. Illinois Central et al., mimeographed, found justified the 
proposed revision of rates on coal from mines in southem 
Illinois, western Kentucky, and the Birmingham district of 
Alabama as to destinations west of the Mississippi, but not 
justified as to points east of the river. It further found the 
rates from mines in the Birmingham district, on the one hand, 
and mines in southern Illinois and western Kentucky, on the 
other, to destinations in Mississippi Valley territory, unduly 
prejudicial to the former and unduly preferential to the latter, 

The Commission said it believed that, on long-haul traffic— 
that is, from the Illinois-Kentucky districts—the parity of New 
Orleans, Gulfport, and Mobile should be maintained, though 
that meant a finding that a seemingly high differential of 95 
cents in favor of Alabama coal at Mobile was not unduly prefer. 
ential of Alabama coal. 

The Commission found undue prejudice against the Alabama 
coal in that part of the valley on and west of the Illinois Cen- 
tral Line extending from Jackson, Tenn., to Jackson, Miss., and 
on and west of the Gulf and Ship Island from Jackson to Gulf- 
port. To cure the prejudice, it outlined four zones in which 
the differences in favor of Alabama coal should run from 35 to 
45 cents, the adjustment to be made not later than August 5, 


NEW LINES IN TEXAS 


In construction of lines in Cameron county, Tex., embraced 
in finance dockets Nos. 5744 and 5869, the Commission, by divi- 
sion 4, has authorized the San Benito & Rio Grande Valley 
Railway Company to construct two branch lines in Cameron 
county, and the San Antonio & Aransas Pass Railway Company 
to construct an extension from Harlingen to Brownsville, in 
Cameron county. The Commission said the applications con- 
cerned projects for the construction of additional lines of rail- 
road in the lower Rio Grande Valley in southern Texas and 
were so Closely related that they were heard at one time and 
would be disposed of together. 

The San Benito & Rio Grande Valley is a subsidiary of the 
New Orleans, Texas & Mexico, which in turn is controlled by the 
Missouri Pacific. The San Benito proposed to build an exten- 
sion from Fernando about 6 miles, and another from San Benito 
about 18 miles. 

The San Antonio & Aransas Pass is a part of the Southern 
Pacific system. It asked authority to build an extension from 
Harlingen to Brownsville. 

The Missouri Pacific intervened in opposition to the appli- 
cation of the Southern Pacific subsidiary. 

The Commission came to the conclusion that the applications 
of both lines should be granted, “notwithstanding some over: 
lapping of service in a portion of the territory.” Conditions 
were imposed as to the exact routing of the proposed lines. 
Permission to retain excess earnings was denied. 


N. P. GETS MONTANA PERMIT 


The Commission, by division 4, has decided in finance 
dockets Nos. 5941 and 5944, that the Northern Pacific should build 
an extension of its lines in Dawson and McCone counties, Mont. 
and that the Montana Eastern, subsidiary of the Great Norther, 
should not be permitted to build an extension in the same ter: 
ritory. (See “Montana Construction Case,” Traffic World, April 
23, p. 1065.) 

The Northern Pacific, in finance docket No. 5941, asked 
authority to construct an extension from a point near Glendive 
to Circle and thence to Brockway, a distance of about 62 miles, 
all in Dawson and McCone counties, Mont. The Montana Easter 
subsidiary of the Great Northern, in finance docket No. 5944, 
asked authority to construct an extension from Richey to Brock: 
way, a distance of 45 miles. Each applicant objected to the 
granting of the application of the other. The Board of Rail 
road Commissioners of Montana recommended that the applic 
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tion of the Northern Pacific be granted and that the other ap- 
plication be denied. 

The Chicago, Milwaukee & St. Paul, intervener, asked to 
have its interests protected in the territory involved, but the 
Commission said it did not appear that any rights should be re- 
served to the Milwaukee in connection with the proposed pro- 
jects on the assumption that at some future time it might seek 
entry into the region referred to as the Redwater country. It 
said all matters relating to future development should be prop- 
erly left for determination upon the basis of conditions that 
might exist at the particular time. In its conclusions, the Com- 
mision said: 


The applicants agree that the territory to be served will not sup- 
port two railroads and that only one extension should be constructed. 
The question is therefore presented, which of the proposed extensions 
will best serve the public convenience and necessity? Residents of 
the Redwater country in the vicinity of Circle and Brockway who ap- 
peared at the hearing were practically unanimous in their preference 
for service by the Northern Pacific on the grounds that such service 
would enable them to continue their business relations with Glendive, 
to which point they. would have good passenger service, and would 
give them_a short and direct connection with the main line of the 
Northern Pacific. Residents of the Lindsay district also urged con- 
struction of the extension of the Northern Pacific for the reason that 
it would give them direct service, while the extension of the Great 
Northern would be of no benefit whatever to them. The principal 
proponents of the Great Northern extension were the business men of 
Sidney, Fairview and Williston, who naturally would benefit by the 
more direct acces8 of those towns to the Redwater country. While 
the Great Northern insists that the proposed extension would serve 
the entire Vida country, this contention is not strongly supported by 
the records. None of the residents of that section appeared at the 
hearing, and the principal testimony relating to the movement of 
traffic therefrom was given by the county commissioner of McCone 
county. He stated that at the present time the town of Vida, which 
is in the heart of the section, is the dividing line between traffic going 
north to Wolf Point or Poplar, or southeast to Richey, and that if 
the proposed extension were constructed the dividing line would prob- 
ably be about 10 miles further north for the reason that the farmers 
would rather drive the additional miles than have to depend upon the 
ferry service. The record does not show what effect the construction 
of a bridge at Wolf Point would have upon the situation. 

The Great Northern suggests that the matter be disposed of by the 
construction of a branch line by the Northern Pacific from Glendive 
to Lindsay, at a cost of approximately $672,000, and the construction 
of its own extension from Richey to Brockway. The Northern 
Pacific insists that traffic sufficient to support any extension can not 
be developed unless the line goes into the Redwater country. The 
Great Northern offers to permit the Northern Pacific to operate over 
its line from Newlon Junction to Brockway, which offer is declined 
by the latter for the obvious reason that after reaching Newlon Junc- 
tion it would still be 50 miles from its division point at Glendive. 

Upon the facts presented we find that the present and future 
public convenience and necessity require the construction by the 
Northern Pacific of the extension of its line of railroad in Dawson and 
McCone counties, Mont., described in the application. In our opinion 
the record does not justify the grant of permission to retain excess 
earnings and such request will be denied. It follows that the appli- 
cation of the Montana Eastern for authority to construct an exten- 
sion of its line in those counties must be denied. An appropriate 
certificate and order will be issued. Such certificate will provide that 
* oy ag — and be in force from and after 30 days from its 
ate ay 18. 


ue Meyer did not participate in the disposition of these 
“a 





SOUTHWESTERN MERGER CASE. 


In its report denying the applications involving proposed 
unification of the Kansas City Southern, the Missouri-Kansas- 
Texas, and the St. Louis Southwestern, the Commission divided 
its attetnion almost equally between the question as to whether 
it was authorized by paragraph 2 of section 5 of the interstate 
commerce act to approve stock acquisitions such as were made 
by the applicants prior to the submission of a more complete 
plan for unification, and the terms and conditions contained in 
the plan for the protection of the minority stockholders. (See 
Traffic World, May 21.) 


The Commission said it was not convinced that paragraph 
2 of section 5 permitted acquisition of stock of a competing 
carrier to such an extent in advance of authorization of the 
acquisition of control as was shown in this case. It said it 
entertained serious doubt regarding the repeal of the Clayton 
anti-trust act by an implication of the kind suggested by the 
applicants. The applicants contended, the report said, that para- 
graph 2 of section 5, in providing for the acquisition of control 
of one carrier by another, through the purchase of stock, taken 
i connection with paragraph 8, which relieved carriers affected 
by Commission orders under that section from the operation 
of the anti-trust laws, impliedly authorized the purchase of a 
certain amount of stock—any amount less than a majority, ap- 
parently—of even a’ competing carrier, provided there was a 
bona fide intention to ask the Commission for authority to 
acquire control, and an application therefor was filed within a 
reasonable time after the purchase. The Commission said this 
Was a question which it did not feel impelled to decide in this 
Proceeding, particularly since, in its view, the disposition of 
the application was controlled by other considerations. 


As to the financial structure proposed, the Commission said 
what was presented seemed too small a base on which to build 
the financial pyramid proposed. It pointed out that even if the 
Kansas City Southern were financially able to acquire and main- 
tain control of the M-K-T, and through the latter, of the St. 
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Louis Southwestern, called the Cotton Belt, the control of prop- 
erties so large by such a relatively small amount of capital 
was not in the public interest. 


The book liability of the capital stock shown by the three 
lines, said the report, including the no-par value common stock 
of the M-K-T, was about $201,000,000, and that if the $54,000,0000 
of adjustment bonds of the M-K-T should be converted into 
preferred stock of that company, it would be about $255,000,000. 
The market value of all that stock, the Commission said, at 
the New York Stock Exchange prices, on November 13, 1926, 
the day of the close of the hearing, was about $103,000,000, and 
that if the M-K-T adjustment bonds should be converted into 
stock, the total market value would be about $153,000,000. The 
Commission said that, as of May 31, 1926, the total recorded 
assets of the M-K-T were $304,230,459, and of the Cotton Belt, 


.$152,093,992, and that, as of April 30, 1926, the total assets of 


the Kansas City Southern were $141,737,277, making a total for 
the three companies of $598,061,728. The Commission said the 
outstanding capital stock of the Kansas City Southern was about 
$51,000,000, divided into $21,000,000 of preferred and $30,000,000 
of common stock. The maraket price of the common stock on ~ 
November 13, 1926, the report said, was $43, and of the pre- 
ferred, $64.50 a share. 


“About $25,500,000 par value of its (Kansas City Southern) 
common stock could effectively control the company,” said the 
Commission. “And the market value of this amount of stock 
on November 13, 1926, was less than $11,000,000, or less than 
11 per cent of the market value of all the stock of the three 
companies, about 7.2 per cent of the total value of the stock 
if the M-K-T adjustment bonds should be converted, and less 
than 2 per cent of the aggregate amount of their book assets.” 

Continuing on this phase of the matter, the Commission said: 


This seems too small a base upon which to build such a financial 
pyramid. Concentration of control within proper limits may be a 
necessary incident of the grouping of railroads into a limited number 
of systems. There. is, however, a limit to the extent to which it 
properly may be carried. As we view it, that limit is reached before 
the concentration has progressed to the extent of 1 to 50. There 
are too many possibilities of the misuse of power lodged in the 
hands of a small group of stockholders whose financial interest in 
the enterprise may be very small in comparison with the enormous 
assets under their control. However worthy of trust the persons 
now seeking to acquire this control may be, their successors may 
not be so worthy. The possibilities of exploitation of a carrier and 
the use of its resources for the personal benefit of those controlling 
it is obviously increased as the disparity between the investment rep- 
resenting control and the aggregate assets controlled increases. One 
such situation and its consequences was considered by us in our 
report on Financial Transactions C., R. I. & P. Ry. Co., 36 I. C. C. 43. 


Again, we have serious doubt whether the use of the funds re- 
quired to carry out the applicants’ plans is in the public interest. 
The total cost to the K. C. Southern of acquiring a numerical majority 
of M-K-T stock will be nearly $20,000,000, and if the latter’s adjust- 
ment bonds are converted into preferred stock in large volume the 


‘cost will be much greater. The cost to the M-K-T of gry ® i 


numerical majority of Cotton Belt stock will be about $15,500, 
More than $35,000,000 will thus have to be expended by the two car- 
riers in these purchases of stock. While these sums may in the first 
instance be largely provided from current funds of the carriers so 
that their long-term debts may not at once be increased by this 
amount, the natural effect will be simply to postpone for a time the 
issue of further capital obligations. The use to so large an extent of 
current funds which may be needed for other purposes is, we think, 
not justified. 


The Commission was not greatly impressed by the repre- 
sentations made as to the benefits that would flow from the 
proposed unification. As to the assertion that the three roads 
would continue competing with each other, the Commission said 
it seemed reasonable to conclude that the only competition 
that would remain after the unification would be that between 
the new system and the existing systems in the southwest. It 
said the competition between lines under common control and 
operated in a common interest could not well be either strong 
or reliable. It said that the preservation of the independence 
of the three carriers and the maintenance of their respective 
competitive relations toward one another were incompatible 
with the realization of many of the economies which the ap- 
plicants claimed would or might result from the combination 
proposed. It said, however, that union of the three carriers as 
proposed seemed to be a not unnatural association. After dis- 
cussing that point the Commission said it did not think that 
the formation of this distinctively southwestern-Gulf system 
was objectionable per se. It said the proposed system would 
be on a reasonable financial parity with the other systems oper- 
ating in the southwestern-Gulf region. 

The Commission said that some operating economies might 
result, but that the largest economies were expected to result 
from possible reductions of grades. It pointed out that to re- 
duce grades to one-half of one per cent would cost $101,112,407. 

“This ambitious program suggests large economic possibili- 
ties,” said the report. “Its immediate importance, however, 
seems not to be great, because the traffic density on no one of 
the lines is sufficient to justify a program of this nature in 
the near future and the roads do not now compare unfavorably 
in grades with their competitors.” 


The report dealt in detail with other claims with respect to 
economies. 
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As to the short-line aspect of the case, the Commission, 
referring to counsel for the applicants, said: 


On oral argument, their counsel stated that further consideration 
had been given the short line situation and that in order to take 
care of it they would agree to the insertion in the order of the fol- 
lowing condition: . 

“This order is made upon the express condition that the Com- 
mission reserves jurisdiction in proceedings supplemental hereto to 
make all lawful orders under present or then existing laws relating 
to the allocation of any short line or lines with the same force and 
effect as if incorporated herein.”’ 

How much protection a condition of this character would afford 
is not clear. 

As above noted, the proposed system includes all the larger in- 
dependent lines of railroad in the Southwestern Gulf region. If this 
combination is made, no other major system apparently can be or- 
ganized in that territory. Therefore, if we were to approve these 
applications it would be necessary to consider most carefully the 
disposition to be made of the lesser lines therein, to the end that 
the major systems be fully articulated and that the economic needs 
of the region in all its parts for transportation service be effectively 
met. In view, however, of the disposition which we find it necessary 
to make of these applications, it is deemed unnecessary to discuss 
further in this report the situation and contentions of the short lines. 


The Commission said the proposed plan of control afforded 
no proper protection to the minority stockholders of the M-K-T 
and Cotton Belt. It said if the applications were approved, it 
would be in the power and to the interest of the Kansas City 
Southern to discriminate against the other two carriers. 

“The danger to minority stockholders from the effective 
control of one carrier by a competing carrier through owner- 
ship of voting stock-of the controlled company is a very real 
danger,’ said the Commission, “especially if the holdings of 
minority stockholders are large, as in this case. The Kansas 
City Southern having control of the M-K-T can divert traffic 
from that road to its own... .” | 

The report said that testimony on behalf of the applicants 
indicated that their plans contemplated taking care of the 
minority stockholders of the M-K-T and Cotton Belt through 
the eventual acquisition, by purchase or otherwise, of all of the 
stock of those companies upon equitable terms, but that no de- 
tails of the plans were given. Applicants, the report said, indi- 
cated that it would be improper to formulate and publish such 
a plan in advance of the Commission’s decision on the applica- 
tions for the reason that such action might create speculative 
sentiment or might tend to influence purchases of stock of the 
companies in anticipation of the carrying out of the plan. The 
Commission said it was not impressed by these reasons for 
failure to prepare and announce a plan for protection of minority 
stock interests. It said that before it could approve an acqui- 
sition of control under paragraph 2 of section 5, it must find 
that the terms and conditions on which it was to be effected 
were “just and reasonable in the premises.” It said they were 
not just and reasonable unless they included proper provisions 


for the protection of minority interests and that it could not 


say that the provisions to be made for such protection were 
proper “until we know what they are, nor prescribe proper 
provisions in the absence of adequate evidence which will en- 
able us to determine what they ought to be.” 

The Commission said that if a sound transportation agency 
was to be created by a combination of the three lines, it would 
seem that the largest carrier, the M-K-T, instead of the Kansas 
City Southern, the smallest, should be made the center of the 
system. 

Commissioner Taylor concurred. Commissioners Meyer, 
Hall, Lewis and Woodlock dissented. 


Mr. Taylor said he concurred in the denial of the applica- 
tions because conditions required by law for the approval by 
the Commission of the acquisition of one carrier by another 
did not exist. He pointed out that more than one-third of the 
mileage contemplated under the proposal was within Texas and 
that the railroad commission of that state, on behalf of its 
people, urged, among other things, that under the proposed 
acquisition of control, many communities in Texas would suffer 
by the removal of competition. He viewed what had been done 
by the applicants in acquiring stock as in defiance of law. 


Commissioner Meyer, with whom Commissioner Hall agreed, 
said that in his judgment the valid objections to the proposed 
unification were not sufficiently strong to warrant striking the 
plan down in its entiretty. An opportunity might well be af- 
forded, he said, through supplemental proceedings, if necessary, 
to overcome objections which were thought to be serious and 
substantial. He said that, generally speaking, all the important 
lines in the southwest, except these three, had been grouped or 
developed into systems comparable to the one here proposed. 
In the face of the declared policy of Congress, he said, these 
three could not be left floating to compete single-handed with 
much greater systems surrounding them. By rejecting appli- 
cants’ plan in its entirety, he said, the Commission wasted all 
the effort that had been expended in an attempt to give effect 
to the law and that somebody would have to begin all over 
again before the purposes of the law could be achieved in the 
southwest. 

Commissioner Lewis said that for reasons almost identical 
with those that were the basis of his dissent in the Nickel Plate 
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merger case, he was against letting the matters of public concerp 
placed in the hands of the Commission by these applications 
get out of the Commission’s immediate control. Dismissal was 
negative, he said, in the face of opportunity to advance the 
national policy laid down by Congress. He said that Congress 
had given the Commission carte blanche to proceed within wide 
latitudes in bringing that which might be defective in unification 
plans into accord with the public interest. Applicants, he sai¢, 
indicated that such be done. He asked if the Commission had 
gone that far. 

Commissioner Woodlock said for most of the reasons stated 
by Commissioner Meyer, the report was unsatisfactory to him. 
He said he thought that the Commission had not done its full 
duty in these cases and that, in failing to do it, it had failed 
in fairness to the applicants. He thought it the plain duty of 
the Commission to reopen the case for the purpose of enabling 
the applicants to substitute for the financial arrangements which 
the Commission could not accept, others which it could accept 
and to complete the record as to the inclusion of weak lines, 


SMOKY MOUNTAIN ACQUISITION 


The Smoky Mountain Railroad, in finance docket No. 5956, 
has been authorized by the Commission, division 4, to acquire 
the properties of the old Knoxville, Sevierville & Eastern, ex- 
tending from Vestal to Sevierville, Tenn., a distance of approxi- 
mately 27 miles. In finance docket No. 5958, the Smoky Moun- 
tain was authorized to issue not exceeding $75,000 of capital 
stock in payment for the line to be acquired and other property. 
In finance docket No. 5957, the Tennessee & North Carolina Rail- 
way Company was authorized to acquire control of the proper- 
ties of the Smoky Mountain under lease. The report, embrac- 
ing the three finance cases, said it was stated that the pro- 
posals presented for the Commission’s consideration appeared 
to afford the only means of saving the line. It said it was rec: 
ognized that the proposals were in the nature of an experiment 
undertaken in response to insistent public demand but that it 
was hoped that the line could be operated by the Tennessee & 
North Carolina, with its own operating and accounting organ- 
ization, at a cost within revenues earned and possibly yield a 
fair return on the investment. The Smoky Mountain asked 
authority to issue $100,000 of stock but the Commission said 
the amount of securities would be limited to $75,000, the actual 
cost of the properties. The order stipulated, among other 
things, that the rentals payable by the lessee to the lessor, 
under the lease, should not exceed $4,500 a year. 


COMMISSION ORDERS 


The Commission has denied the petition of the Wichita 
Union Stock Yards Company and the Wichita Chamber of Com- 
merce for a modification of the orders entered in No. 15686 
(and related cases), American National Live Stock Association 
et al. vs. Santa Fe et al. 

_ The Commission has reopened and assigned for hearing, at 
a time and place to be hereafter fixed, finance No. 6138, aban- 
donment of part of branch by Camden & Burlington County and 
Pennsylvania. 

The Merchants’ Association of New York has been author- 
ized to intervene in No. 18715, Baltimore Chamber of Commerce 
vs. Ann Arbor et al. 

The Illinois Coal Traffic Bureau has been permitted to _in- 
tervene in No. 19468, J. S. Bash & Son, Ine., et al. vs. Central 
Indiana et al. 

The Commission has reopened the proceedings in I. and S. 
No. 2767, in re stop-over transit privileges on cranberries at 
points in Texas, for reconsideration on the present record. 

The Commission has issued an order in No. 13413, in the 
matter of automatic train control devices, authorizing the Chi- 
cago & Eastern Illinois Railway to operate certain branch line 
trains and locomotives over its main tracks in train control 
territory without such locomotive engines being equipped with 
automatic train control apparatus where the branch line train 
operates over the main line track for a distance not in excess of 
five miles. 

The Commission has modified its orders in No. 15686, Ameri- 
can National Live Stock Assn. et al. vs. Santa Fe et al., and 
No. 16113, Oklahoma City Live Stock Exchange et al. vs. Santa 
Fe et al., so as to permit the filing and posting of the prescribed 
rates thereunder to be made upon ten days’ notice. 

The petition of the Dover & South Bound Railroad, dated 
March 23, 1927, in No. 16295, fertilizers and fertilizer materials 
between southern points, for modification of the findings and 
order therein, in so far as they relate to the said petitioner, has 
been denied. 

The terms of the orders entered in connection with the 
original report in No. 16295, fertilizers and fertilizer materials 
between southern points, under date of July 19, 1926, as subse- 
quently amended, shall apply to the Smithonia & Dunlap Rail- 
road to the same extent and in the same manner as they 40 
to the carriers included in Appendix DD to the supplemental 
report of April 4, 1927, the Commission said in a supplemental 
order. 
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The Seaboard Air Line, Central of Georgia, Baltimore Steam 
Packet Company, Merchants’ and Miners’ Transportation Com- 
pany, and Atlanta, Birmingham and Coast have each been au- 
thorized to intervene in No. 19480, Inland Waterways Corpora- 
tion, operating Mississippi-Warrior Service, et al. vs. Alabama 
Great Southern et al. 

The Commission has reopened, for further hearing, No. 
14190, American National Live Stock Assn. et al. vs. Santa Fe 
et al., with No. 17000, Rate Structure Investigation, Part 9, 
Live Stock—Western District Rates. 

The South St. Joseph Live Stock Exchange and the Chicago 
Live Stock Exchange have been permitted to intervene in No. 
19465, American Farm Bureau Federation vs. Akron & Barberton 
Belt et al. 

The petition of complainants in No. 17718, Hanna Furnace 
Co. et al. vs. New York Central et al., to reopen, for oral argu- 
ment, has been denied. 

The time prescribed in certificate and order in finance No. 
5706, construction of extension by Cisco & Northeastern within 
which the Cisco & Northeastern shall complete the construction 
of an extension of its line of railroad to Woodson, has been 
extended to March 1, 1928. 

The Western Union Telegraph Company has been permitted 
to intervene in valuation No. 988, New Jersey Junction, valuation 
No. 990, Pittsburgh & Lake Erie et al., and in valuation No. 
992, Cincinnati, New Orleans & Texas Pacific et al. 


PETITIONS FOR REHEARING, ETC. 


The defendant carriers in No. 17476, Sub. No. 1, Shelton 
Gasoline Corporation vs. Wichita Falls Ranger & Ft. Worth 
et al., have filed a petition with the Commission asking for 
certain modifications of the order entered therein. 

Kellogg & Miller have filed a petition in No. 17000, part 8, 
in re cottonseed, its products and related articles, asking for 
an interlocutory order establishing commodity rates on linseed 
oil from Amsterdam, N. Y., pending final decision of this pro- 
ceeding. 

The defendant southwestern lines in No. 17567, Dallas Cot- 
ton Exchange et al. vs. Abilene & Southern et al., have filed a 
motion with the Commission to consolidate that complaint for 
further consideration and disposition with No. 17000, rate struc- 
ture investigation, part 3, in re cotton rates, or, in the alternative, 
to reopen the case for further hearing. 

The St. Louis-San Francisco, Illinois Central and Missouri 
Pacific lines have filed a joint petition in No. 14940 (and related 
cases), in re application of rates on cotton to Gulf ports, asking 
for reopening and postponement of the effective date of the 
Commission’s orders therein. 

Agent F. W. Gomph, acting for the defendant carriers, has 
filed a petition with the Commission in No. 14747, Afterthought 
Copper Co. vs. Director-General et al., seeking authority to cancel 
the rates prescribed by the decision and order entered therein. 

The complainant in No. 11468, Bartlesville Zinc Co. vs. 
Director-General, as agent, has asked the Commission to grant 
a rehearing and reargument therein. 

The complainant in No. 15296, Harding Glass Co. vs. Santa 
Fe et al., has asked the Commission to reopen this proceeding 
for further hearing. and reconsideration in connection with 
I. and S.. No. 2899, window glass and rough rolled glass from, 
to and between points in the southwest. 


The carriers in Southwestern and Western Trunk Line Ter- 
ritory have asked the Commission for rehearing in No. 16112, 
Ogden Grain Exchange vs. Abilene & Southern et al., in con- 
nection with Docket 17000, Part 7, Rate Structure Investigation, 
Grain and Grain Products, of the issues presented in the above 
complaint. decided March 15, 1927, by division 2 thereof, and 
further. request that pending such rehearing and reconsidera- 
tion of such issues that the order issued herein dated March 15, 
1927, requiring the establishment of the rates. therein pres- 
scribed upon. statutory notice on: or before August 10, 1927, be 
vacated. and: set ‘aside.... - -'--- ° fr oetecees 


The protestants, New England Milk Rate Committee, in I. 

and S. 2635, milk and cream rates between New England points, 
have asked the Commission for reconsideration of the proceed- 
ings. Protestants, Department of Farms and Markets, State of 
New York; Dairymen’s League Co-Operative Association, Inc.; 
New York Milk Conference Board, Inc.; The Sheffield Farms 
Co., Inc.; Sheffield Condensed Milk Co., Inc.; and Borden’s 
Farm Products Co., Inc., also have asked the Commission for 
reconsideration and .reargument in this proceeding. 
__ The complainants and defendants in No. 15916, The Spanish 
River Pulp and Paper Mills, Limited, and others vs. Ahnapee 
& Western, and others, have asked the Commission to post- 
pone the effective date of said order of July 3, 1927, for sixty 
days from the date thereof. 

The Louisville & Nashville, by E. A. deFuniak, its freight 
traffic manager, operator of The Glasgow Railway, under con- 
tract for and on behalf of the Glasgow Railway, has asked the 
Commission for modification of finding and order in No. 16295, 
fertilizer and fertilizer materials between southern points, con- 
cerning rates to and from points on the short and weak lines. 
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The Louisville & Nashville, by E. A. deFuniak, its freight 
traffic manager, operator of the Elkton & Guthrie, under con- 
tract for and on behalf of the Elkton & Guthrie, has asked the 
Commission to modify its findings and order in No. 16295, fer- 
tilizer and fertilizer materials between southern points, con- 
cerning rates to and from points on the short and weak lines. 

The complainant in No. 17682, Milne Lumber Co. vs. De- 
troit, Toledo & Ironton, has asked the Commission to grant a 
rehearing therein. 

The Marquette Coal & Mining Co. has asked the Commission 
for leave to intervene, for reopening, for opportunity to be heard 
at further hearing and argument, for modification of its report 
and postponement or suspension of the operation of the Com- 
mission’s report as it affects rates to Weber, in No. 11224, Chi- 
cago Coal Merchants’ Assn. vs. Director-General, as agent, Santa 
Fe, et al. 


SUSPENDED TARIFFS 


In I. and S. No. 2912, the Commission has suspended from 
May 25 until December 25, the operation of schedules as pub- 
lished in supplements Nos. 54 and 55 to Pennsylvania Railroad 
Company (Lines Pittsburgh, Pa., Oil City, Pa., Erie, Pa., and 
West) tariffs, I. C. C. No. F 1532. The suspended schedules pro- 
pose to increase the rate on crushed stone, carloads, from Gib- 
sonburg, Maple Grove and Woodville, O., to Detroit, Mich., for 
Pennsylvania delivery, from 80 to 95 cents per ton of 2,000 
pounds. 

In I. and S. No. 2913, the Commission has suspended from 
May 24 until December 24 schedules as published in supplement 
No. 2 to Southern I. C. C. No. A-10073. The suspended schedules 
propose to restrict the so-called Kelly combination rule for con- 
structing through rates on sand and gravel, carloads, between 
points in southern territory so as to apply only when other 
tariffs employed in making a combination rate carries specific 
reference to the combination rule, which will result in increases. 
The following is illustrative: 


Rates in cents per ton of 2,000 pounds, from Gravel Siding, Miss. 
(Memphis combination), to Clarksdale, Ark., present 129, proposed 
159; Tyronza, Ark., present 139, proposed 169. 


In I. and S. No. 2911, the Commission has suspended from 
May 20 until December 20 schedules as published in the follow- 
ing tariffs: J. H. Glenn, agent: Supplement No. 33 to I. C. C. 
No. A-554, supplement No. 22 to I. C. C. No. A-545, and in other 
tariffs published by the same agent. The suspended schedules 
propose to increase rates on ground iron ore and mortar colors, 
in carloads, from Birmingham, Ala., Chattanooga and Knoxville, 
Tenn., to southern points and Ohio and Mississippi river cross- 


‘ings. The following is illustrative: 


Rates in cents per ton 2,240 pounds on ground iron ore and mortar 
colors, carloads, from Chattanooga, Tenn., to Cincinnati, O., present 
*248, proposed $426; New Orleans, La., present *349, proposed +493; 
Atlanta, Ga., present *180, proposed 1336. 


*Subject to combination rule. 
Not subject to combination rule. 


In I. and S. No. 2914, the Commission has suspended from 
May 25 until December 25 the operation of certain schedules 
as published in the following tariffs: F. L. Speiden, agent: 
Supplement No. 7 to I. C. C. No. 1054, I. C. C. No. 1077; and in 
other tariffs published by agents and individual lines. The sus- 
pended schedules propose to increase rates on grain and grain 
products from Central Freight Association, Western Trunk Line 
and Southwestern territories and from Ohio and Mississippi River 
crossings to Mississippi Valley points. The following is illus- 
trative (rates on wheat): 


On traffic originating beyond, to New Orleans, La., from Memphis, 
Tenn., present 17, proposed 24; St. Louis, Mo., present 28%, proposed 
33; Omaha, Neb., present 42, proposed 46%; also to Vicksburg, Miss., 
from Memphis, Tenn., present 14, proposed 20; St. Louis, Mo., present 
25%, proposed 29; Omaha, Neb., present 39, proposed 42%. 


In I. and S. No. 2915, the Commission has suspended from 
May 26 until December 26 schedules as published in joint sup- 
plement No. 6.to Agent B. T. Jones’ Tariff, I. C. C. No. 1824, and 
Agent C. W. Galligan’s tariff, I. C. C. No. 81. The suspended 
schedules propose to increase the rates on wooden barrels, half- 
barrels or kegs, carloads, from Chicago, Ill., to Montgomery, Ala. 
The following is illustrative: 


From Chicago, Ill., to Montgomery, Ala., to Cairo, Ill., present 
*20, proposed *29; beyond, present $62, proposed $62; through, present 
82, proposed 91. 


*36 foot car minimum 14,000 pounds subject to graduated minima 
for cars of larger size. 

436 foot car minimum 12,000 pounds subject to graduated minima 
for cars, of larger size. 


FINAL VALUATION REPORTS 


Valuation Docket No. 529, Pittsburgh, Lisbon & Western Rail- 
road Co., opinion No. B-521, 121 I. C. C. 857-93, final value, for rate- 
making purposes, of the property owned and used for common carrier 
purposes, found to be $661,450, and of property owned but not used, 
$3,382, as of June 30, 1918. 

Valuation Docket No. 712, Leavenworth Terminal Railway and 
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Bridge Co., opinion No. B-520, 121 I. C. C. 830-56, final value, for rate- 
making purposes, of the property owned and used for common carrier 
purposes, found to be $374,000, as of June 30, 1916. 

Valuation Docket No. 111, Grafton and Upton Railroad Company, 
opinion No. B-527, 125 I. C. C. 78-94, final value for rate-making pur- 
poses of property owned and used for common carrier purposes found 
to ee and of property used but not owned, $8, as of June 
30, 4 

Valuation Docket No. 244, Copper Range Railroad Company, 
opinion No. B-526, 125 I. C. C. 56-77, final value for rate-making pvtr- 
poses of property owndd and used for common carrier purposes found 
to be $4,665,180, and of property used but not owned, $9,820, as of 
June 30, 1916. 

Valuation Docket No. 412, Blytheville, Leachville & Arkansas 
Southern Railroad Company, opinion No. B-525, 125 I. C. C. 36-55, 
final value for rate-making purposes of property owned and used for 
common carrier purposes found to be $357,215, and of property used 
but not owned, $67,000, as of June 30, 1917. ’ 

Valuation Docket No. 912, McKeesport Connecting Railroad Com-_ 
pany, opinion No. B-530, 125 i. c. Cc. 125-42, final value for rate-mak- 
ing purposes of property owned and used for common carrier purposes 
found to be $1,143,000, as of June 30, 1917. ’ 

Valuation Docket No. 955, Colorado and Wyoming Telegraph 
Company, opinion No. B-528, 125 I. C. C. 95-105, final value for rate- 
making purposes of property owned and used for common carrier pur- 
poses found to be $40,157, as of June 30, 1918. 


TENTATIVE VALUATION REPORT 


Oregon Short Line Railroad Company, as of June 30, 1916, total 
owned property, $100,380,775; total used property, $106,144,873. On 
date of valuation the carrier had outstanding a total par value of 
$222,168,173.94 in stock and long-term debt, of which $100,000,000 rep- 
resented common stock, $120,851,000 funded debt, and $1,317,173.94 
non-negotiable debt to the Union Pacific. Investment in road and 
equipment, including land, on date of valuation, was stated in the 
carrier’s books as $113,094,103.05 which, with readjustments, the re- 
port said, would be increased to $113,140,059.74. Cost of reproduction 
new of total owned property of all common carrier property, other 
than land and material and supplies, was found to be $99,095,505, and 
of total used property, $105,071,396. Cost of reproduction less de- 
preciation of total owned property was found to be $82,254,082, and of 
total used property, $88,219,198. 


UNCONTESTED FINANCE CASES 


The receiver of the Minneapolis & St. Louis and the company have 
been authorized to extend for five years the maturity date of $950,000 
of the company’s first mortgage bonds due June 1, 1927. 

The Pearl River Valley has been authorized to issue $21,500 of 
unsecured promissory notes. 

The California, Arizona & Santa Fe has been authorized to con- 
struct an extension of its line of railroad in Maricopa county, Ariz., 
and the Atchison, Topeka & Santa Fe has been authorized to acquire 
control of the line by lease. 

The Seaboard Air Line has been authorized to abandon part of 
its line in Sumter county, Fla. 

The Fairport, Painesville & Eastern has been authorized to issue 
$250,000 of common capital stock and $800,000 of first mortgage 6 per 
cent gold bonds, and to sell the bonds at not less than 94 per cent of 
par and accrued interest. 


FINANCE APPLICATIONS 


The Chicago & North Western has applied for authority to issue 
and sell $1,950,000 of equipment trust certificates, bearing 4% per cent 
interest, at not less than par, in connection with the acquisition of 
150 iron ore cars, 100 flat cars, 250 Hart convertible cars, 250 steel 
ore cars, 500 stock cars and 2 steel baggage dormitory cars. The 
applicant said no contracts for sale of the certificates had been made. 

The Buffalo, Rochester & Pittsburgh has applied for authority to 
sell $3,536,000 of its 4%4 per cent consolidated mortgage bonds at not 
less than 94 per cent of par and accrued interest. The company said 
no arrangement for sale of the bonds had been made. It said it 
proposed to use the proceeds for the purpose of reimbursing its 
treasury for moneys heretofore expended for additions and better- 
ments and to retire maturing equipment obligations. 

The South Omaha Terminal Railway Company of Omaha, Neb., 
has applied for authority to issue $1,650,000 of capital stock in con- 
nection with acquisition of the switching terminal now owned and 
operated by the Union Stock Yards Company of Omaha, Ltd. 

The Chicago, Rock Island & Pacific has applied for authority to 
issue $8,515,000 of equipment trust certificates in connection with 
the acquisition of 50 locomotives of various types, 2,500 freight cars 
of various Gee. and passenger-train equipment, at a total estimated 
cost of $11,406,745.49. The applicant said the securities to be issued 
had not been offered for sale and that it proposed to solicit bids 
for them and would submit the best bid or bids to the Commission 
when received. 

The Western New York & Pennsylvania Railway Company and 
the Pennsylvania, lessee, have applied for authority to abandon that 
part of the Wolf Creek branch of the lessor company extending 
from the junction with the spur leading to Mine No. 5 to the terminus 
of the Wolf Creek branch at Redmond, Pa., a distance of about 7 
miles. No passenger service is operated over the branch and only 
irregular freight is maintained, according to the application. 





IRON PIPE DESCRIPTIONS 


The Commission, on petitions of the carriers, filed last Feb- 
ruary, has reopened No. 9702, Memphis-Southwestern Investiga- 
tion, and No. 13535 et al., Consolidated Southwestern Cases, for 
hearing solely on the quetsion whether it should adopt com- 
modity descriptions for pipe, iron or steel, as substitutes for the 
descriptions contained in its orders in those cases. The order, 
other than the preamble and the declaration that these proceed- 
ings shall be assigned for further hearings, is as follows: 


It is ordered, That said proceedings be, and they are hereby, 
reopened for further nenrene solely upon the question, whether the 
order heretofore entered in No. 9702 on February 6, 1923, and in No. 
13535 et al. on April 5, 1927, shall be amended so as to provide the 
commodity descriptions for pipe, iron or steel, below set forth, for 
—— in connection with rates provided for the transportation 
of said commodity from and to the points respectively embraced in 
said proceedings, in leu of so much of the commodity descriptions 
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as are provided in paragraphs (a) and (d) pertaining to said com. 
modity in Appendix 9 to the report heretofore filed in No. 9702 op 
February 6, 1923, and in lieu of the commodity descriptions pertaining 
to said commodity provided in Appendix 10 to the report heretofore 
filed in No. 13535 et al. on April 5, 1927, said substitute commodity 
descriptions proposed in the aforesaid petitions reading as follows: 

“(a) Wrought iron or steel pipe, not plate or sheet (see note), 
and iron or steel boiler tubes, in straight or mixed carloads; minimum 
weight 46,000 pounds. 

“Note: Ratings apply only on pipe or tubing made from skelp 
iron or steel, or on seamless piping or tubing made from billets or 
disks.”’ ; 

“(d) Pipe, cast iron, with or without cement or composition lin- 
ing or coating; ; - 

“Pipe, cast iron, with or without prepared joints, consisting of 
lead, jute, or iron wedges inserted in the bell or large end, shall be 
securely held in place by wooden blocks and shall not project beyond 
the end of the pipe and/or fittings; 

“Pipe fittings, cast iron, including elbows, traps, tees, and crosses, 
with or without brass clean-out plugs, or brass or bronze stay rods, 
and/or cast iron cleanout plugs or ferrules. (See note A); 

“‘Boxes, cast iron: Meter, stop cock or valve; in straight or mixed 
carloads, minimum weight 36,000 pounds, except that cast iron pipe 
ovér 18 inches in diameter, in straight carloads or in mixed carloads 
with fittings, will be subject to minimum weight of 30,000 pounds, 

‘“‘Note A—Connecting bolts and nuts, washers, packing or wedges, 
in barrels, boxes, kegs or burlap bags, not exceeding, in the ag- 
gregate, 2 per cent of the weight of the entire carload, may be 
included in straight or mixed carloads of cast iron pipe and/or fittings 
at the rate on cast iron pipe, carload.”’ 


ANTHRACITE RATES AUTHORIZED 


The Commission, by means of the twenty-sixth supplemental 
order in No. 15006, rates, charges, regulations and practices 
governing the transportation of anthracite coal, mimeographed, 
has authorized the Delaware, Lackawanna & Western, Delaware & 
Hudson, the Erie, Wilkes-Barre & Eastern and the New York, 
Ontario & Western to publish rates of $2.65 per long ton on 
prepared sizes of anthracite coal, from mines on their lines 
and from mines on the Lackawanna & Wyoming Valley to 
Geneva, Syracuse, Solvay and Oneida, N. Y., over shorter and 
more economical routes than the present tariff routes, the routes 
being designated in the permissive order, and apply a rate 
of $2.88 over their other routes, on prepared sizes, to the same 
destinations. The preamble to the order said the carriers asked 
for permission to establish a rate of $2.39 on pea and smaller 
sizes, but the order covers only the rates on prepared sizes. 


CAR INTERCHANGE HEARING 


Hearing in a supplemental complaint in docket 13110, Min- 
neapolis & St. Louis against the Peoria & Pekin Union, was 
held in Chicago before Examiner Smith May 25. The case was 
originally heard in 1922 and the issues involved were later in- 
cluded under docket 13534. The occasion for the complaint was 
the filing, on one day’s notice, of P. & P. U tariff I. C. C. 36, 
August 30, 1921, which assessed a charge of $4 a car against 
the M. & St. L. on cars interchanged between it and other car- 
riers over the connections of the P. & P. U. Reparation of 
$211,992 was asked in the supplemental complaint, the defendant 
having been ordered to cancel the objectionable tariff. 

Frank B. Townsend, who was vice-president in charge of 
traffic of the complainant company at the time the tariff was 
in effect, introduced testimony bearing on the payment of the 
charges involved. He said the $4 charge had not been added to 
freight rates collected from shippers and that its payment by 
the M. & St. L. had depleted that carrier’s revenue in the amount 
of the payments. He explained that it was not possible for 
the carrier to pass the charge on to shippers, as the traffic 
moved on joint through rates and combinations, and that, s0 
far as the tariffs showed or the public knew, there was no inter- 
mediate service at Peoria between the line-haul carriers. He 
said the charge was not assessed against other “tenant” lines 
by the P. & P. U. and that the traffic was highly competitive, 
which further precluded the M. & St. L. from passing the charge 
on to the shipper. . 

R. V. Fletcher, counsel for the defendant, introduced as an 
exhibit a standard overcharge claim form of the P. & P. U., which, 
he said, the complainant had not used, and, also, some testimony 
relative to correspondence between the two carriers. 

It was stated by complainant counsel that there was n0 
dispute as to the facts of the charges and the total involved 
and that the issues to be settled were mainly matters of law. 
He said a rule 5 statement would be offered in the event the 
Commission awarded reparation. 


CHANGES IN DOCKET 


Hearing in No. 19166, Hoboken Manufacturers’ Railroad 
Co. vs. Aberdeen & Rockfish R. R. et al., assigned for May 26, 
at New York, N. Y., before Examiner Snider, was postponed. 

19037, the Procter & Gamble Mfg. Co. vs. B. & O. R. FB. 
et al., was scheduled for hearing in Minneapolis, May 23, in 
connection with 17000, Part 2, Western Trunk Line Class Rates. 

Hearing in docket 19390, Allied Packers, Inc., and others 
against the A. T. & S. F. and others, set for May 23, at Chicago, 
before Examiner Smith, was postponed. 
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FINDS AGAINST BARGE ROUTES 


A suggestion that the Inland Waterways Corporation, the 
government’s barge line agency, make its experiment of barge 
line operation on the upper Mississippi a part of a great north- 
and-south transportation facility at this time rather than ask 
the Chicago-Twin Cities rail lines to turn over to the barge line 
“what might be called the cream of their traffic,” is made by 
Attorney-Examiner John H. Howell in a proposed report in No. 
19017, Inland Waterways Corporation vs. Chicago Great Western 
et al., which embraces also No. 19131, Zion Institutions & _In- 
dustries et al., vs. Inland Waterways Corporation et al., and No. 
19132, Commercial Club of Fargo, N. D., vs. Same. 

Howell recommended dismissal of the complaints. He said 
the Commission should find not justified establishment of 
through routes and joint rates between St. Paul and Minneapolis, 
Minn., and Fargo, N. D., and points in Illinois, Indiana, Iowa, and 
Missouri, in connection with the barge line from Dubuque, Ia., to 
St. Paul and Minneapolis, Minn. 

With the opening of the coming season of navigation, the 
report said, the Inland Waterways Corporation would attempt 
the operation of barges north of St. Louis, and by complaint 
filed December 1, 1926, it alleged that the refusal of the Chicago 
Great Western; Chicago, Milwaukee & St. Paul; Chicago, Bur- 
lington & Quincy, and the Illinois Central to participate with it 
in through routes and joint rates on shipments between St. 
Paul and Minneapolis and points on their lines in Illinois, Indi- 
ana, Iowa and Missouri via Dubuque, Ia., was unreasonable. 
The Commission was asked to prescribe joint rates and reasonable 
divisions thereof, and to establish through routes. The barge 
line asked joint rates between Chicago and the Twin Cities, 
according to the report, “which shall be lower than the con- 
temporaneous all-rail rates by amounts equal to 20 per cent of 
the rates in effect between Dubuque and the Twin Cities.” The 
barge line asked a full line of class and commodity rates, but 
qualified its prayer by stating that it did not desire rates on 
certain low-grade commodities, such as grain and grain products, 
sand and gravel, stone, coal, cement, and lumber, dn the ground 
that barge-and-rail rates made differentially under the all-rail 
rates would be so low as to be unremunerative to either barge 
or rail line, according to the report, which added that the barge 
line would not, of course, handle live stock or perishable com- 
modities. 


In No. 19131, the Commission was asked to prescribe be- 
tween Zion, Ill., and the Twin Cities joint barge-and-rail rates 
via Dubuque and Clinton, Ia., that would be the same in amount 
as the rates that might be prescribed between Chicago and the 
same points. Howell said there were no interchange facilities 
proposed at Clinton and that the evidence referred to the Du- 
buque route and that only that route would be considered. In 
No. 19132, joint rail-barge-and-rail rates, via Dubuque, between 
Fargo and points in Illinois, Indiana, Iowa and Missouri, were 
asked. 

Howell reviewed the history of the effort to have barge line 
service established on the upper Mississippi. He said the de- 
fendants contended that the evidence that the barge line could 
be operated at all on the upper Mississippi was far from con- 
vincing. He said the towboats would draw three and one-half 
and the barges a minimum of four feet of water. In a large 
part of the season of navigation, he said, there would be a six- 
foot channel and even in periods of low water there would be 
four feet. He said it seemed reasonable to assume that the 
closed season on the river north of Dubuque would be substan- 
tially equal in length to that on the Great Lakes. He then re- 
viewed in considerable detail the contentions of the barge line, 
other complainants, interveners and the railroads. 

Howell said the evidence as to the practicability of naviga- 


tion north of Dubuque was meager, and that it was left for 
the Commission to assume that the feasibility of commercial 


navigation on that portion of the river could be determined only. 


by trial. Weight had to be given, of course, he said, to the 
faith of interests at Dubuque, St. Paul and Minneapolis, evi- 
denced by expenditure of considerable sums in the construction 
of floating equipment and terminals. Continuing, he said: 


Due to the fact that it has not heretofore attempted regular 
Service north of Dubuque the barge line was unable to furnish fig- 
ures or even estimates of the cost of barge service between the 
Twin Cities and Dubuque. It, however, offered no estimate of 
the cost of its terminal services at Dubuque or the Twin Cities, 
even of the cost of unloading from cars and loading into barges, 
or vice versa, although seemingly such estimates could have been 

sed on experiences at lower river ports. There is no estimate of 
the costs of switching at the Twin Cities or of the relationship be- 
tween such costs and the costs of switching on movements by rail. 

In its contention for the establishment of joint rates the barge line 
ignores substantial differences in the river south of St. Louis and 
north of Dubuque, and although it asks joint rates lower than the 
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rail rates by differentials the amounts of which are fixed by the 
rule used on the lower river, it advances no reason why any saving 
Fetes from movement on the upper river will be comparable to 
the saving resulting from movement on the lower river. It assumes, 
apparently, that differentials should be fixed without consideration 
of the relative costs of service, and with the purpose of enabling 
the barge line to secure joint rates upon which it can move a rea- 
sonable percentage of the traffic. 

Briefly summarized, the barge line’s contentions are that the 
routes it proposes are not unduly circuitous; that the differentials 
sought are on the usual basis and are not unfair to the rail carriers 
but are merely sufficient to attract a reasonable, but not undue, 
amount of traffic; and that the divisions proposed are fair to the 
rail carriers. 


Reviewing, in part, the contentions of the rail carriers, 
Howell said: 


The rail carriers contend that there is no public necessity for 
the through routes and joint rates sought, and that their establish- 
ment would result merely in a reduction of freight charges to a limited 
number of shippers, at the expense of the rail carriers and of ship- 
pers generally. In this connection they point out that the barge line 
does not ask rates on agricultural products and would be of no ad- 
vantage to the farmers. They urge that there are ample transporta- 
tion facilities between the Twin Cities and the territory under con- 
sideration at low rates and that the establishment of additional 
facilities would be economically unsound. They stress the fact that 
every point on the lines of the defendants in No. 19017, except local 
points on the Illinois Central, has a direct single-line route to the 
Twin Cities. The contend that there is no evidence upon which the 
Commission could prescribe reasonable rates, as there is not even 
an’ attempt to show that between Chicago and the Twin Cities, a 
haul of approximately 400 miles, any saving that would result from 
having the barge line transport freight a distance equivalent to 250 
miles of rail haul would be greater than, or even equal to, the cost 
of the double transfer of the freight. 

The rail carriers’ evidence is that none of their lines operating 
into the Twin Cities is congested; that without increasing plant 
facilities the increase in tonnage between Chicago and the Twin 
Cities which could be handled by the several carriers would amount 
to 27 per cent over the Great Western, 100 per cent over the North 
Western, and from 25 to 40 per cent over the other lines; that a 
greater tonnage than at present moves between those points could 
be handled without increasing train-miles; and that by the pur- 
chase of additional locomotives the amount of additional tonnage 
which could be handled is almost unlimited. 

The rail carriers contend that the loss of revenue to them as 
the result of the establishment of rates in connection with the barge 
line would be practically net, as the freight train miles between 
the Twin Cities and Chicago could not be reduced as a result of 
the diversion of traffic to the barge line. They state that because 
of the keen competition between carriers a certain number of 
freight trains must be operated in order to provide service, and that 
none of these could be taken off if traffic were diverted to the barge 
line. The North Western, of course, could not expect to compete 
with the other lines on Chicago traffic moving via Dubuque, and 
from Zion to Dubuque it would have to turn the traffic over to an- 
other line. In the case of the Milwaukee, traffic from Chicago via 
Dubuque would move over a line presenting greater operating diffi- 
culties than the normal route to the Twin Cities. Traffic over the 
Burlington via Duquque would have to be handled across the Mis- 
sissippi River an additional time. 

These carriers contend that they can ill afford to sustain a loss 
of revenue, as financially speaking, the territory under considera- 
tion = the weakest spot in the whole transportation system of the 
country. 


Howell’s conclusions follow: 


The barge line, stressing the policy of Congress, as stated in 
section 500 of the transportation act, 1920, “‘to promote, encourage, 
and develop water transportation, service and facilities in connection 
with the commerce of the United States, and to foster and pre- 
serve in full vigor both rail and water transportation,” asks the 
commission to accord it the same treatment in connection with its 
proposed operations over the upper river it has accorded it in con- 
nection with its operations on the lower river in U. S. War De- 
partment vs. A. & S. Ry. Co., supra. (77 I. C. C. 317, ete.). In con- 
sidering its prayer for through routes and joint rates important 
differences between those sections of the stream north of Dubuque 
and south of St. Louis and substantial differences in the proposed 
operations on the respective sections must be given weight. 

South of St. Louis navigation is practicable throughout the 
year except during a short period in the winter between Cairo and 
St. Louis. North of Dubuque there is a long closed season. On 
the lower river it is possible to ‘use substantially larger barges than 
on the upper river and consequently the barge line handles many 
heavy commodities which it does not propose to handle on the upper 
river. During 1925 it carried in its barges 910,755 tons of freight, 
and of this 211,801 tons consisted of bulk grain and 168,060 tons 
of bulk ore. In other words, at least 41.7 per cent consisted of ton- 
nage of a character which it is not proposed to handle on the upper 
river. In addition 192,574 tons consisted of sugar, moved largely 
from port to port. Of the total tonnage stated, 572,435 tons con- 
sisted of bulk grain, bulk ore, and sugar. These and other heavy 
loading commodities are carried on the lower river in large barges, 
whereas the barges under construction for operation above Dubuque 
will carry 500 tons at six-foot draught and but 300 tons when the 
water drops to four feet. 

Giving full consideration to the desirability of fostering water 
transportation to the maximum consistent with sound economy in 
transportation, the question arises whether the proposed operations 
of the barge line will be economical. In determining this the evi- 
dence of the barge line is not helpful. The barge line assumes, and 
asks the commission to assume, that these operations will result in 
savings but this appears somewhat inconsistent with its desire to 
eliminate a number of commodities because of their nature or because 
the rail rates are so low that rail-and-barge rates made differentially 
lower would be insufficient to pay the participating barge and rail 
carriers. There is nothing in the record upon whi to base an in- 
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ference that the rail lines are carrying commodities at rates which 
yield them no profit. 

From the point of view of the rail carriers the effect of the barge 
line’s proposals is that they maintain their facilities to the same 
extent as at present; that they continue to handle the traffic which 
because of its nature or because of the lowness of the rates is not 
desired by the barge line; that during the winter months, when 
transportation conditions are the most difficult, they handle the en- 
tire volume of traffic; and that on traffic interchanged with the barge 
line they accept divisions which appear hardly adequate for the 
service they would be called upon to perform. 

The Commission has found on several occasions that the rates 
between Chicago and the Twin Cities are low, and it now has before 
it for consideration the proposals of the western trunk-lines to in- 
crease those and other rates. Under these proposals the rates be- 
tween Chicago and the Twin Cities would start with $1.25 first class, 
while between Dubuque and the Twin Cities the scale would start 
with $1.03. There is a spread of but 8 cents first class at the present 
time and on a number of commodities there is no spread whatever. 
Under the carriers’ proposals the rates from Chicago to Dubuque 
would start with 88 cents first class. 

The barge line states that the maximum capacity of the barges 
under construction for operation north of Dubuque will be somewhat 
more than 8,000 tons per annum. It is not apparent why the ex- 
periment on the upper river can not be made and that volume of 
traffic secured in connection with the operations of its barges in 
the lower river. In other words, it is not apparent why the logical 
attempt would not be to develop service between Dubuque and the 
Twin Cities as a part of a great north-and-south transportation 
facility rather than to ask the Chicago-Twin Cities lines to turn 
over to the barge line what might be called the cream of their traffic. 
Should the upper river prove commercially navigable and should the 
barge line become able to transport commodities generally, it might 
then be able to prove that it would be economical from a transporta- 
tion standpoint to establish the through routes and joint rates now 
asked. To grant the rates and routes at this time would not appear 
justified on the meager .facts of record. 

The barge line, it should be borne in mind, asks only reason- 
able rates. It ignores the differences between the action it now 
asks, under section 1 of the interstate commerce act, and the action 
heretofore taken by the Commission in granting it through routes 
and joint rates, under the provisions of section 3 of the act. It, 
as a matter of fact, is not interested in reasonable rates but only 
in rates made sufficiently lower than the existing rail rates to en- 
able it to secure traffic. 

The Commission should find that the establishment of the through 
routes and joint rates sought in No. 19017, 19131, and 19132 are not 
justified. It should dismiss the complaint. 

Should the Commission, however, consider that through routes and 
joint rates are justified, it should limit them, as to both the Twin 
Cities and Fargo, to points of origin and destination which come with- 
in the rule of circuity heretofore laid down, and should find: 

(1) That reasonable differentials will be 10 per cent of the north- 
bound rates of the direct lines from Dubuque to the Twin Cities 
to apply in either direction; and 

(2) That a reasonable division of the rates named in No. 19017 
will be 60 per cent of the rail lines to and from Dubuque and 40 
per cent to the barge, line. 


RATES ON POTATOES 


In a proposed report in No. 18700, William Frank et al. vs. 
Atlantic Coast Line et al., Examiner W. K. Berryman has rec- 
ommended that a rate on potatoes from points on the Washing- 
ton & Vandemere in North Carolina to Youngstown, O., violates 
the long-and-short-haul clause of section 4 of the act, is unduly 
prejudicial to Youngstown and unduly preferential to Cleve- 
land, O., and is unreasonable to the extent that it exceeds 83 
cents, and that reparation be awarded. Charges on the ship- 
ments involved were collected on the basis of a combination 
commodity and class rate composed of 42.5 cents to Richmond 
or Petersburg, Va., and 74.9 cents beyond. On one car the 
combination rate assessed was 39.5 cents and 74.9 cents, the 
examiner said, adding that the reason for this difference did 
not appear. The through commodity rate to Cleveland is 83 
cents. The examiner said the rate to Youngstown exceeded the 
rate to Cleveland, a more distant point, and was in violation of 
the long-and-short-haul clause. He said the Commission had 
under consideration in Dockets 17128 and I. and S. No. 2521, 
the rates on potatoes from the origins involved, among others, 
to all destinations in C. F. A. territory. He said the finding he 
recommended should be made without prejudice to any different 
conclusion that might be reached in the cases cited. 


COAL CASE DISMISSED 


Dismissal of the complaint in No. 18891, Nebraska Gas & 
Electric Company et al. vs. Chicago, Burlington & Quincy et al., 
has been recommended by Examiner Edgar Snider on a proposed 
finding that rates charged on soft coal screenings from points 
in Illinois to destinations in Iowa were not unreasonable. Rep- 
aration was sought to the basis of subsequently reduced rates. 
It was brought out that reductions were made pursuant to an 
extensive readjustment of rates and the examiner held, in effect, 
that the case was not one in which reparation should be awarded. 


RATE ON GLASS BOTTLES 


Examiner C. J. Peterson in a proposed report in No. 18943, 
Swift Specific Company vs. Atlanta & West Point et al., has 
recommended a finding of unreasonableness as to the rate on 
glass bottles, carloads, from Alton, Ill., to Atlanta, Ga., estab- 
lishment of a rate for the future and an award of reparation. 
Complainant alleged that a joint commodity rate of 90 cents, 
minimum 30,000 pounds, on glass bottles, one gallon or less in 
capacity, from Alton to Atlanta, was unreasonable. The exam- 
iner said the Commission should find that the rate assailed 
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“was, is, and for the future will be, unreasonable to the extent 
that it exceeded, exceeds or may exceed a rate of 68 cents,” 
He said complainant pointed out numerous commodity rates on 
bottles from Terre Haute to destinations in central territory 
that averaged approximately 84 per cent of the fifth-class rates 
contemporaneously in effect. He said 84 per cent of the fifth. 
class rate of 81 cents from Alton to Atlanta under No. 13494, 
Southern Class Rate Investigation, 100 I. C. C. 513, 109 1 C.¢ 
300, and 113 I. C. C. 200, was 68 cents. 


RATES ON PIPE COILS 


Examiner F. A. Clifford has recommended the. dismissal of 
No. 19178, Baker Ice Machine Co., Inc., vs. Chicago & North 
Western et al., on a finding that the ratings and rates on pipe 
coils, N. O. I. B. N., iron or steel, in carloads and in less than 
carloads, in Western Classification, are not unreasonable as 
applied to wrought iron pipe coils, flat or box. The complaint 
alleged, in effect, said the examiner, that the second class and 
class A ratings and rates, in less than carloads, and in carloads, 
on the commodity mentioned, were and are unreasonable as ap- 
plied to wrought iron pipe, bent into continuous loops to both 
flat and box shapes, referred to as flat coils and box coils. The 
Commission was asked to prescribe reasonable ratings and rates 
and award reparation on 27 less-than-carload shipments which 
moved between February 20, 1925, and January 18, 1926. The 
complainant contended for ratings of third and fifth, which are 
the ratings taken by radiators, hot water or steam, and con- 
densers. The coils are used in refrigeration plants. 

The examiner said it would be impracticable, as well as open 
the way to discrimination, to establish ratings on flat or box 
coils different from those on iron pipe coils, generally. 


RETURNED BOTTLE RATINGS 


Examiner F. A. Christoph, in No. 18207, Cliquot Club Com- 
pany et al. vs. Atlantic Coast Line et al., and No. 18969, Na- 
tional Mineral Water & Beverage Association vs. Baltimore & 
Ohio et al., said the Commission should find unreasonable, the 
less than carload ratings in Official Classification of empty re- 
turned beverage bottles in bottle carriers, with and without 
covers, and prescribe reasonable ratings for the future. Fur- 
ther, he said, it should find likewise unreasonable the carload 
ratings in Official and Southern Classifications of empty re- 
turned beverage bottles in bottle carriers, with or without cov- 
ers, and prescribe new ones for the future. 

The complainants, manufacturers of cereal and flavored or 
phosphated beverages, located in Massachusetts, New Jersey, 
New York and Pennsylvania, in the title complaint, alleged that 
the rates charged for the return of the empty bottles, in car- 
loads, between points in Trunk Line and New England territo- 
ries, and between points in those territories, and points in cen- 
tral and southern territories, were and are unreasonable, un- 
duly preferential of shippers located at points in central, south- 
ern and western territories, and unduly prejudicial to them, in 
violation of sections 1 and 3. 

The complainant in No. 18969, an association composed of 
beverage manufacturers, located principally in Official Classifi- 
cation territory, alleged the ratings applied on carloads and less 
than carloads of the empty beverage containers between points 
in Official Classification territory were and are unreasonable in 
violation of section 1. 

The issue in both cases, the examiner said, was entirely on 
the classification of returned empty bottles. The evidence, he 
said, was devoted solely to that issue. In his report he dis- 
cussed the evidence and the cases in which the Commission 
had dealt with the subject. He said the policy of establishing 
reduced rates and ratings on returned or used containers had 
long been followed, more or less consistently, by western and 
southern carriers, but only to a much less extent by the carriers 
in Official territory. In disposing of the case, the examiner 
said: 

Upon consideration of all the facts of record, the Commission 
should find that the official classification ratings of empty returned 
beverage bottles in bottle carriers, in less-than-carloads, are unrea- 
sonable to the extent that they exceed third class without covers, 
and Rule 26 with covers, and that the official and southern classi- 
fication ratings of such bottles in bottle carriers, with or without 
covers, in carloads, are unreasonable to the extent that they exceed 
sixth class in the official and class A in the southern classification, 
minimum not in excess of 24,000 pounds subject to Rule 34. 

If the minima in the Official and Southern Classifications are in- 


creased, the minimum in the Western Classification should likewise 
be increased in order to preserve uniformity. 


CABBAGE AND STRAWBERRIES 


A finding of unreasonableness and an award of reparation 
have been recommended by Attorney-Examiner George M. Cul- 
tis, in No. 15220, G. Caruso & Co. vs. Chicago & Eastern Illinois 
et al., as to the rates on cabbage and strawberries, in straight 
carloads, from Bowling Green, Oakland and Smith’s Grove, Ky. 
and from Gibson, Tenn., to Logansport, Ind. The case was on 
further hearing, the original report having been made in 102 
I. C. C. 619. The examiner said the Commission should find the 
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rates unreasonable to the extent they exceeded those contem- 
poraneously applicable to Fort Wayne, Ind., and award repara- 
tion to that basis. 

In the original report the Commission found that the rates 
on cabbage and strawberries, in straight carloads, from Bowling 
Green, Oakland and Smith’s Grove, Ky., Gibson and Humboldt, 
Tenn., and Mobile, Ala., and on cabbage and beans from Gibson 
to Logansport, were, are, and for the future would be unduly 
prejudicial to Logansport and unduly preferential of Fort Wayne 
and South Bend, Ind., to the extent they exceeded the rates to 
Fort Wayne and South Bend, but not unreasonable. The order 
entered then required the removal of the undue prejudice. 

The case was reopened in November, 1926, for further hear- 
ing solely on the ground of unreasonableness. Since November 
4, 1925, the report said, the rates on cabbage and strawberries, 
the allegations about the mixed carload of cabbage and beans 
having been withdrawn, to Logansport and Fort Wayne had 
been on a parity. In the period of movement the rates to Lo- 
gansport were combinations on Louisville, Ky., or Evansville, 
Ind. 

The examiner said that in Lewis Co. vs. L. & N., 112 I. C. 
C. 218, decided May 3, 1926, the Commission made a finding of 
unreasonableness and undue prejudice as to cabbage and straw- 
berries to Kalamazoo, Sturgis, Battle Creek and Coldwater, 
Mich., and that the evidence here presented by the record in 
the further hearing disclosed a similar situation, that is of 
combinations higher to more distant points than to the nearer 
points. He also referred to Lee Farms Co. vs. L. & N., 93 I. C. 
Cc. 699, wherein reparation was awarded on a shipment of straw- 
berries from Castleberry, Ala., to Mansfield, O., the latter a 
nearer point, to the basis of the rate to Sandusky, O., a more 
distant point. 


COTTONSEED CAKE RATES 


In proposed report on No. 18428, Galveston Chamber of Com- 
merce et al. vs. Abilene & Southern et al. and No. 14150, Okla- 
homa Corporation Commission vs. Abilene & Southern et al., 
Attorney Examiner W. A. Disque said the Commission should 
reserve the determination of the question whether rates on 
cottonseed cake and meal and other vegetable cake and meal, 
in carloads, from points in Texas and western Louisiana to 
Galveston and Texas City, for export, were unreasonable, un- 
justly discriminatory or unduly prejudicial pending considera- 
tion, by the carriers, as to whether they will readjust their 
rates to Galveston, Houston and Texas City in accordance with 
the authority given in Consolidated Southwestern Cases, 123 
I, C. C. 203, in which the Commission prescribed rates for 
general application on the traffic involved. 

While Disque treated No. 14150 in this case, in his report 
he said that it should be reopened for further consideration. 
The original report in that case, 98 I. C. C. 183, authorized the 
carriers to maintain a parity as between Galveston and Houston, 
on traffic including the cottonseed and other vegetable products 
involved in the title case, where the hauls to Houston exceeded 
281 miles over joint-line routes and 321 miles over single-line 
routes. The decision in the Consolidated Southwestern Cases 
affects both these cases. Disque said that the findings and order 
in the Oklahoma case should be modified, upon further consid- 
eration, by a provision to the effect that where the short-line 
distance, from any interior point to Houston was 75 miles or 
more, Houston, Galveston and Texas City might be grouped at 
a common rate made on the basis of the scale in the South- 
western case applied to a constructive distance by adding 25 
miles to the distance from the interior point to Houston over 
a single-line or a joint-line, whichever was lower, the usual 
export terminal charges, of course, to be added. 

“This equalization of the ports,” says Disque, “is proper 
and desirable in the public interest. Within reasonable limits 
defendants may accord Port Arthur and the other Sabine ports 
the Galveston rate determined in the above manner.” 

The complainants, Galveston commercial and shipping in- 
terests, together with interior Texas cottonseed milling interests, 
Disque said, alleged that the rates on cottonseed cake and meal 
and other vegetable cake and meal, in carloads, from points in 
Texas and western Louisiana, for export, were unreasonable, 
unjustly discriminatory and unduly prejudicial compared with 
those to Houston and Port Arthur, Tex., and other gulf ports. 
Commercial interests of Texas City intervened and asked for 
relief similar to that asked by Galveston, namely, proper rates 
for the future. 

The Houston Chamber of Commerce and other interests 
eras with the development of Houston, Disque said, inter- 
bn in opposition to the complaint. Port Arthur and New 
means interests, he said, intervened to oppose any change in 
rates that might be to their disadvantage. 
ao Disque said that it was agreed that whatever finding was 
ee as to Tates to Galveston should also apply to the 
z €s to Texas City, which is on Galveston Bay. It was also 
Py that whatever finding was warranted as to the rates on 

Onseed cake and meal should also apply on other vegetable 
Cake and meal. 
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While the Oklahoma case was not formally reopened Disque 
took it up in connection with this case and recommended dispo- 
sition of it by means of modifications hereinbefore set forth. 
His recommendation is that the carriers be given time in which 
to consider whether they will apply to this situation the rates 
prescribed, by means of scales, in the Consolidated Southwestern 
cases, which, while primarily relating to domestic class and 
commodity traffic, Disque thinks, affords guides for disposing of 
the question of the relationship of the ports on export rates on 
cottonseed cake and meal and other vegetable products. 

Disque said that if the carriers readjusted their rates to 
Galveston, Houston and Texas City in accordance with the 
authority given in the Consolidated Southwestern Case, the 
Galveston complaint would be satisfied and no positive finding 
or order would be necessary. He said the determination of this 
case should therefore be withheld for a reasonable period. 


RATES ON SPELTER 


Examiner Bronson Jewell, in No. 18690, American Zinc 
Products Co. vs. St. Louis-San Francisco et al., said the Com- 
mission should find unreasonable and unduly prejudicial, the 
combination rates on spelter, in carloads, from group points in 
Arkansas and Oklahoma, to Greencastle, Ind., award reparation, 
and prescribe rates for the future. The complaint alleged the 
rates were, and are, unreasonable, unjustly discriminatory and 
unduly preferential of complainant’s competitors at La Salle 
and Peru, Ill., and unduly prejudicial to the complainant in 
violation of the first three sections and the long and short haul 
part of the fourth section. Rates for the future and reparation 
were sought. 

At the hearing, the Athletic Mining & Smelting Co. inter- 
vened in support of the complaint, Jewell said, and the Grasselli 
Chemical Co. in support of the defendants, and the Illinois Zinc 
Co. and Matthiesen & Hegler Zinc Co. to prevent a disturbance 
of the present spelter rates to Peru and La Salle. 

The smelting points particularly mentioned, said the 
examiner, were Fort Smith and South Fort Smith, Ark., and 
Quinton and Blackwell, Okla. They are included, says the 
report, in a group taking a differential of 1.5 cents over the rates 
from the base group, or group 1, as designated in the governing 
tariff. The general basis of rates, the examiner said, from both 
groups, to Central territory, was the combination of commodity 
rates to and from the Mississippi. Except as later noted, com- 
bination rates of 34 cents apply to Greencastle, made up of com- 
modity rate factors of 19 cents to East St. Louis, Ill., and 15 
cents beyond. Joint rates, lower than the combination basis, 
are in effect to various points in Western Trunk Line territory, 
Wisconsin, Illinois and a few border points in Indiana. To 
points in the Chicago group, including Hammond, Ind., there are 
joint rates of 25.5 cents. Prior to September 1, 1926, the tariff 
publishing the Hammond rate was subject to the provisions of 
Rule 77 of Tariff Circular 18A, at intermediate points and pro- 
vided no specific rates east of the ‘Mississippi on movements 
through East St. Louis. 

Greencastle is on the Pennsylvania and the Monon. Com- 
plainant contended, said the examiner, that Greencastle was 
intermediate to Hammond from East St. Louis over the Pennsyl- 
vania to Greencastle and the Monon beyond; and that other 
open routes by which it ‘would also be intermediate were the 
Baltimore & Ohio to Mitchell, Ind., thence by the Monon to 
Hammond; or Southern to French Lick and Monon beyond. All 
the carriers mentioned, Jewell said, concurred in the tariff, 
which provided that the rates would apply via all lines parties to 
the tariff, with two exceptions not affecting the situation under 
consideration. No carrier serving St. Louis or East St. Louis 
has a single line to Hammond. Under Rule 77, the complainant 
contended, the defendants were obligated to publish the Ham- 
mond rate of 25.5 cents to Greencastle and to make refund on 
past shipments. The complainant said that the routes men- 
tioned were logical, and that, following a request by it, the rate 
of 25.5 cents was established August 1, 1926, to apply from 
Blackwell to Greencastle via the St. Louis-San Francisco via 
East St. Louis and the Pennsylvania beyond, to expire August 
31, 1926. The defendants published the 25.5 cent rate from 
Quinton to Greencastle, but violated the law, said the com- 
plainant, by refusing to publish the same rate, in accordance 
with Rule 77, from Alma, Van Buren and Fort Smith, Ark. 
Jewell said they were directly intermediate points of origin and 
that the Rule 77 provision applied also to such situations. 

The carriers contended that the rule was applicable only at 
intermediate destinations in connection with rates making 
specific reference to it. Jewell said that that interpretation 
ignored entirely the fact that the rate to Hammond was a 
“point of destination shown in the tariff’ in connection with 
which the rate would apply and stressed only the fact that it 
would not satisfy the conditions for additional points embraced 
in an exception to the rule which he quoted. Likewise, he said, 
there was no merit to defendants’ further objection that Green- 
castle was not included among the points shown in Leland’s 
Territorial Directory to certain of which points the Chicago 
basis of rates was made applicable by reference. Such a pro- 
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vision, he said, could not nullify the application of Rule 77 to 
intermediate points. 

The complainant and defendants also tried the case on the 
question of reasonableness of the rates, as well as on the ques- 
tion of the applicability of the rule, by means of the customary 
data. . 

The examiner said that none of the reasons advanced by the 
carriers for the non-application of the rule to spelter rates to 
Greencastle was satisfactory. Their failure, in all but one or 
two instances to restrict the routing from East St. Louis to 
Hammond, he said, left no ground for denying the applicability 
of the Chicago group rate to Greencastle. Defendants pointed 
out that the interpretation placed upon the rule by the com- 
plainant would apparently permit the application of the same 
rates to many points in Central territory as far east as Pitts- 
burgh. Such a situation, the examiner said, was not presented 
here and the route to Hammond through Greencastle, although 
circuitous, was not enough so as to support the conclusion that 
it was beyond the scope of the tariff or the contemplation of its 
maker. He said that under existing conditions the record dis- 
closed no transportation or other valid reasons for the mainte- 
nance of the higher combination basis to Greencastle. He said 
the Commission should find the combination rates of 34 cents to 
Greencastle from the points of origin taking an arbitrary of 1.5 
cents over group 1 rates were, are and would be unreasonable 
and unduly prejudicial to the extent they exceeded, or might 
exceed, 25.5 cents per 100 pounds and award reparation to that 
basis. = 


HOCH-SMITH LIVE STOCK 


The Commission has announced the institution of No. 17000, 
Rate Structure Investigation, Part 9, Livestock, consisting of 
two sections, Western Livestock Rates and Southern Livestock 
Rates. It has assigned them for hearing on various dates in 
June, July and August. Each section has had included in it 
formal docket cases, on some of which hearings have been had. 
Hearings in the western section have been set before Examiners 
Stiles and Parker at Salt Lake City, June 30; at Portland, Ore., 
July 5, and at Los Angeles, July 15. Dates for hearings in the 
southern section, before Commissioner Taylor and Examiners 
Stiles and Parker have been set at Montgomery, Ala., July 27, 
and before Examiner Stiles and Parker at Louisville, August 1. 
Dates and places for further hearings in both sections will be 
announced later. 

The complaints joined with and made a part of the western 
section are as follows: 


No. 14190, American National Live Stock Association et al. vs. 
Atchison, Topeka & Santa Fe et al.; No. 15565, Live Stock Traffic 
Association vs. Abilene & Southern et al.; No. 15686, American 
National Live Stock Association et al. vs. Atchison, Topeka & Santa 
Fe et al.; No. 16113, Oklahoma City Live Stock Exchange et al. vs. 
Atchison, Topeka & Santa Fe et al.; No. 16131, Healy & Co. vs. 
Atchison, Topeka & Santa Fe et al.; No. 19042, D. G. Vick et al. vs. 
Atchison, Topeka & Santa Fe et al.; No. 19068, Northwestern Live- 
stock Shippers’ Traffic League vs. Great Northern et al.; and No. 
19426, Clayton & Murnan et al. vs. Oregon Short Line et al. 


The Commission in announcing the western section said: 


In its report in American National Live Stock Assn. vs. A., T. 
& S. F. Ry. Co., 122 I. C. C. 609, involving livestock rates in the 
western district, the Commission pointed out numerous inconsisten- 
cies in the structure of those rates, but stated that the record 
before it did not afford a sufficient basis for correcting those im- 
proprieties or for determining whether the present rate levels con- 
stitute the lowest possible lawful rates on livestock. It said that 
it would proceed upon its own initiative in No. 17000, Rate Structure 
Investigation, to make further investigation of the livestock rates in 
the western district, and that the record in No. 17000 and Ex Parte 
87 made prior to the decision in Revenues in Western District, 113 
I. C, C. 3, as well as the records in Nos. 15565, 15686, 16113, and 
16131, would be kept open and available in connection with that 
further investigation. In its decision in No. 14190, American National 
Live Stock Assn. vs. A., T. & S. F. Ry. Co., 112 I. C. C. 197, embracing 
primarily the rates on stockers and feeders in the western district, 
the Commission found the record inadequate, and invited reopening 
of that case if the decision in No. 15686 and related cases and 
negotiations with the carriers failed satisfactorily to dispose of the 
issues. That case is reopened and the record will be considered in 
this inquiry. 

The Commission has concluded to assign for hearing, with the 
complaints hereinbefore discussed, No. 17000 in so far as it covers 
the interstate rates, and intrastate rates under section 13 of the 
interstate commerce act, on edible livestock, in carloads, in the 
western district. This portion of No. 17000 will be referred to as 
Part 9, Livestock, Western District Rates. Certain other complaints 
now pending on the Commission’s docket, also listed above, which 
involve livestock rates in the western district, will be heard in con- 
nection with those proceedings. 

The whole situation is one requiring constructive treatment. 
It is the intention of the Commission to deal comprehensively with 
the whole system of livestock rates in the western district, with 
a view to bringing about a more harmonious adjustment. It there- 
fore desires information along certain lines indicated in Appendix 
A hereto. So far as evidence there indicated as desirable is already 
contained in the records before the Commission in the five com- 
plaint cases specifically mentioned in the initial paragraph hereof, 
and in No. 17000 and Ex Parte 87, it is desired that the evidence 
be not duplicated. It will be sufficient that such evidence be reviewed 
upon the briefs. As the record in No. 17000 and Ex Parte 87 con- 
tains much evidence of little or no relevancy to the present inquiry, 
parties desiring to use portions of that evidence should, at the hear- 
ings to be held herein, indicate those portions by page of testimony 
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and exhibit number. In order to avoid duplication of the additiong 
evidence desired it is requested that efforts be made by all partie 
to confer as to the evidence to be submitted and the matter g 
submitting it, and that they condense their evidence as much ag 
practicable. Oral explanations of an exhibit which ~~ cate what 
is shown on the face of the exhibit should be avoided; discussioy 
of past decisions of the Commission should ordinarily be reservyeg 
for brief and argument; and evidence which is purely cumulative 
should be avoided. Copies of all exhibits should be available fo, 
all trees entering appearances, and this will necessitate a generous 
supply. 

The filing of separate complaints or of petitions of intervention 
herein by interested parties is not necessary. All interested parties 
who desire to do so may appear at the hearings and at the proper 
time will be heard. 

Unless otherwise directed at the hearings, the parties seeking 
relief and whose compiaints have not been heard will be hearj 
first, parties having evidence on the other aspects of the investigation 
will be heard next, and the carriers will be heard thereafter in de. 
fense of complaint cases and in the presentation of evidence on the 
other aspects. 

The proceeding will be limited to edible livestock. It is not the 
intention to go into the matter of transit arrangements accorded or 
to be accorded by individual lines at charges in addition to the line. 
haul rates. 

The_ proceedings are assigned for hearing or further hearing 
before Examiners Stiles and Parker at 10:00 A. M. standard time on 
the dates and at the places named below: 

June 30, 1927, Salt Lake City, Utah, United States Court Rooms; 
July 5, 1927, Portland, Ore., Multnomah County Court Rooms; July 
15, 1927, Los Angeles, Calif., California Railroad Commission Rooms, 
Sun Finance Building. 

Dates and places of hearings in the southwest and western trunk. 
line territories will be announced later. 

A proposed report will be issued. 


Appendix A 


The Commission desires that the record, when completed, shall 
contain evidence upon the following subjects. This is not intended 
to preclude the introduction of any testimony bearing upon relevant 
subjects not heretofore sufficiently covered or referred to below. 


Subjects. 


(a) Within what territories may uniform rate levels properly 
obtain, and what should they be? Specifically— 

(a-1) Could a uniform rate level on livestock fit for slaughter 
reasonably obtain in the western district in territory herein for con- 
venience called valley territory, lying on and east of a line drawn 
approximately through Minot and Bismark, N. D., following the 
Missouri River in South Dakota, the 100th meridian of west longitude 
in Nebraska, Kansas, and Oklahoma, and western boundary of Texas 
common point territory in Texas; except between Missouri River 
markets, Sioux Falls, S. D., to Kansas City, Mo.-Kans., on the one 
hand, and Mississippi River crossings and Chicago, IIl., on the other 
hand, and intermediate territory? 

(a-2) Could a uniform rate level on livestock fit for slaughter 
reasonably obtain in territory herein for convenience called plains 
territory, lying west of the line described in Subject (a-1) and on 
and east of a line approximately following the 108th meridian of 
west longitude through Montana; the line of the C. B. & Q. R. R 
through Sheridan, Wyo.; through Cheyenne, Wyo., Denver, Pueblo, 
and Trinidad, Colo.; A., T. & S. F. Ry. through Albuquerque, N. M., 
to El Paso, Tex.? 

(a-3) Could a uniform rate level on livestock fit for slaughter 
reasonably obtain in territory lying west of the line described in 
subject (a-2), herein for convenience called Mountain-Pacific terri- 
tory? 


(a-4) Are there any ‘‘weak lines,’’ in the territories described, 
which are entitled to different treatment? 

(a-5) What, if any, revision should be made in the rates or 
rate levels between Missouri River markets, Sioux Falls, S. D., to 
Kansas City, Mo.-Kans., on the one hand, and Mississippi River cross- 
ings and Chicago, Ill., on the other hand, and in intermediate terri- 
tory? 

(a-6) To what extent should there be uniformity in the rate levels 
between the territories hereinbefore described? 

(b) In constructing distance scale for application in the various 
territories, should the rate of progression between the mileage blocks 
be uniform (except perhaps for the very short distances), or should 
it decrease as distance increases? Furnish any evidence which might 
be helpful in determining what should be the relation of short-haul 
and long-haul rates, not only in territory in which no changes have 
been required to be made in the rates subsequent to the 10 per cent 
and 20 per cent reductions, but also in territory covered by subse- 
quent decisions of the Commission. 

(c) How should the rates for movements between territories 
of different rate levels be. constructed? Would the following be 
a reasonable rule for the construction of such rates? Add to the 
rate applicable in the lower rated territory for the entire distance 
from origin to destination, the difference or differences between the 
rates in the higher and lower rated territories for the distance o 
distances traversed in the higher rated territory or territories. For 
example, for 600 miles between valley territory and plains territory 
divided 400 miles in the former and 200 miles in the latter, the rate 
would be that applicable for 600 miles in valley territory, plus the 
difference between the respective rates for 200 miles in valley territory 
and plains territory. For 700 miles between mountain-Pacific terti- 
tory and valley territory divided 100 miles in mountain-Pacific terti- 
tory, 200 miles in plains territory, and 400 miles in valley territory, 
the rate would be that applicable for 700 miles in valley territory, 
plus the difference between the respective rates for 200 miles iD 
valley territory and plains territory, plus also the difference betwee! 
the respective rates for 100 miles in valley territory and mountain- 
Pacific territory. 

(ad) Why should not. rates on livestock capable of loading in 
double-deck cars, when such livestock is shipped in single-deck 
cars, bear a uniform relation throughout the western district (0 
rates on such livestock when shipped in double-deck cars and rates 
on cattle? What should that relation be? 

(e) Why should there not be a uniform rule throughout the 
western district as to the <ogneom of scale rates to single-lin¢ 
and joint-line traffic? What ould that rule be? 

(f) Why should not uniform minimum weights obtain through 
out the western district? What should the minimum weights be? 

(g) Why should not a uniform rule apply throughout the west- 
ern district for determining the charges on cars of mixed livestock? 
What should that rule be? 

(h) Why should not rates throughout the entire western district 
be stated on a cents-per-hundred-pounds basis? In this connection 
parties are requested when exhibiting rates published on a per-c#! 
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basis to show also their equivalents in cents per hundred pounds 
based upon average weights. 

(i) Where should stocker and feeder rates be maintained and 
upon what kinds of livestock? What should be the relation between 
them and the rates on livestock fit for slaughter? Should that re- 
lation be uniform throughout the western district? Throughout val- 
ley territory? Throughout plains territory? Throughout mountain- 
Pacific territory? In e paftticular territories where lower rates 
than on livestock fit for slaughter should be maintained, what pro- 
portion of the different kinds of livestock traffic is stocker and feeder 

c? 
os To what extent is there a present depression in the live- 
stock industry as a whole or particular branches thereof? 

(m) The following information is to be furnished by Class I 
carriers, for the most recent year for which it is available or can 
be made available: 

(m-1) Net ton-miles, carload traffic, all commodities, per mile 
of line and per mile of track (exclusive of yard tracks and sidings), 
by divisions.* 

“ (m-2) Net ton miles, carload traffic, edible livestock, per mile 
of line and per mile of track (exclusive of yard tracks and sidings), 
by divisions,* for such carriers as compile ton-mile statistics by 
commodities. 

(m-3) Average length of haul of edible livestock in each of the 
four territories indicated in subject (a) above, for such carriers as 
compile statistics of average length of haul by commodities. 

(n) Information indicated below is to be furnished by carriers: 


East 
bo tone bound trains dispatched (check direction). 
South 
Six days, 1926; one day, 1927* 
Ph cart Sleek ee ee me 
Rorduaetaree Sars ph aharacpianaeaip ewan Se BN Sr esnar8 So kya ten oe Seemiereenls See cites en 
Predominantly Predominantly Predominantly 
item Livestock Perishables Other Freight 


Number of trains : 
Average cars per train: 
oaded: 
Livestock 
Perishables 
i Other 
mpty 
Total 
Average miles per train 
Average net tofi-miles 
per train-mile d 
Average gtoss tori-miies 
per train-milé 
Average houts pet train 
Average speed, miles per howtr 
Average expense pef 1,000 
gross ton-miles: 
Fuel 


Wages 

Copies of the working sheets or tables from which the above- 
indicated information is taken or also to be furnished, so that, if 
—? compilations may be made classifying trains by some other 
method. 

This information is to be reported for the next division preceding 
the one which reaches the livestock market hereinafter mentioned, 
to cover all trains beginning to move over the particular division 
on the day reported and eventually moving the entire length of the 
division in the direction of the livestock market; to be furnished by 
all the principal livestock-carrying roads handling traffic into the 
market; and to cover traffic from and to the following points: 

. Texas into Kansas City, Mo.-Kans. 

The Dakotas and Nebraska into Omaha, Neb. 

The Dakotas into Sioux City, Iowa. 

Minnésota and the Dakotas into St. Paul, Minn. 

The west and northwest into Chicago, II1: 

The west into East St. Louis, Ill. 

Idaho, Wyoming and Utah into Ogden, Utah. 

Montana, Idaho, California and Oregon into Portland,- Ore. 
Arizona, New Mexico and central California into Los Angeles, 


SOeNIND o> won 


Calif. 
10. Principal sources of supply into Denver, Colo. 
(o) Carriers are to furnish any other concrete facts and figures 
bearing upon cost of service that they are able to furnish and which 
might prove enlightening. 


The cases joined with the southern section are: No. 18487, 
Atlanta Live Stock Dealers et al. vs. Louisville & Nashville 
et al.; No. 18500, Southeastern Live Stock Association et al. 
vs. Aberdeen & Rockfish et al.; and No. 18559, Kentucky Farm 
Bureau Federation vs. Chesapeake & Ohio et al. 

The Commission, in the announcement concerning the south- 
ern section, mentioned: specifically that intrastate rates on live- 
stock maintained in Alabama, Georgia and South Carolina as 
being covered by petitions of southern carriers for an investiga- 
tion under section 13. The references to state rates, in the west- 
ern section, are general. The announcement pertaining to the 
western section, is as follows: 


_ There are pending on the Commission’s docket petitions of cer- 
tain southern carriers wherein they seek investigation of the intra- 
State rates under section 13 of the interstate commerce act, main- 
tained on livestock, in carloads, in Alabama, Georgia, and South 
Carolina. There are also pending certain complaints, listed above, 
against the rates and rules applying on livestock in southern classi- 
fication territory, and from St. Louis, Mo., and points taking the 
Same rates, to points in southern territory. The Commission has 
concluded to assign for hearing with these petitions and complaints 
No. 17000, Rate Structure Investigation, in so far as it covers the 
interstate rates, and intrastate rates under section 13 of the inter- 
State commerce act, on edible livestock and on horses and mules, 





a *If not available by divisions, then by any other unit which will 
disclose the traffic density in each of the four territories indicated 
> Subject (a) above; also, to the extent practicable, in each of 
he various territories where now a uniform rate level obtains by 
reason of application of general distance scales prescribed or ap- 
proved by this Commission. 
199 *Sunday, Jan. 17, 1926; Saturday, Mar. 20, 1926; Friday, May 14, 
6; Thursday, July 15, 1926; Wednesday, Sept. 15, 1926; Tuesday, 
Nov. 16, 1926; Monday, Jan. 17, 1927. 
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in carloads, in southern territory, and from St. Louis, Mo., and points 
taking the same rates to points in southern territory. This portion 
of No. 17000 will be referred to as part 9, livestock, southern terri- 
tory rates. 

It is the intention of the Commission to deal comprehensively 
with the whole system of rates on livestock, including horses and 
mules, in southern classification territory. It therefore desires in- 
formation along certain lines indicated in Appendix A hereto. In 
order to avoid duplication of the evidence, it is requested that all 
parties confer as to the evidence to be submitted and the manner 
of submitting it, and that they condense their evidence as much as 
practicable. Oral explanations of an exhibit which duplicate at length 
what is shown by the exhibit should be avoided; discussion of past 
decisions of the Commission should ordinarily be reserved for brief 
and argument; and evidence which is purely cumulative should be 
avoided. Copies of all exhibits should be available for all parties 
entering appearances, and this will necessitate a generous supply. 

The filing of separate complaints or of petitions of intervention 
herein by interested parties is not necessary. All interested parties 
who desire to do so may appear at the hearings and at the proper 
time will be heard. 

It is not the intention to go into the matter of transit arrange- 
ments accorded or to be accorded by individual lines at charges 
in addition to the line-hawl rates. 

The proceedings are assigned for hearing at 10:00 A. M. standard 
time before Commissionet Taylor and Examiners Stiles and Parker 
on July 27, 1927, at rooms of the Alabama Public Service Commission, 
Montgomery, Ala., and before Examiners Stiles and Parker on 
August 1, 1927, at United States Court Rooms, Louisville, Ky. 

Dates and places of further hearings in these proceedings will 
be announced later. 

A proposed report will be issued. 


Appendix A 


The Commission desires that the record, when completed, shall 
contain evidence upon the following subjects. This is not intended 
to preclude the introduction of any testimony bearing upon relevant 
subjects not referred to below. 


Subjects 


(a) May a uniform rate level on (1) edible livestock fit for 
slaughter, and (2) horses and mules, reasonably obtain throughout 
southern classification territory? 

(a-1) Are there any ‘‘weak lines’’ which are entitled to different 
treatment? 

(b) Are the general levels of interstate rates in southern terri- 
tory on (1) edible livestock fit for slaughter, and (2) horses and 
mules, higher than maximum reasonable levels, when considered 
entirely apart from the Hoch-Smith resolution? If so, do the rates 
require revision only for the shorter distances, or only for the longer 
distances, or for all distances? 

(c) To what extent is there a present depression in the livestock 
industry? State separately as to edible livestock and as to horses 
and mules. To what extent are those affected by the livestock rates 
in southern territory engaged exclusively, or practically so, in the 
livestock industry; or, on the other hand, to what extent are they 
——_ in other business which may affect their financial pros- 
perity? 

(d) If the claim is made that the livestock industry as a whole, 
or any particular branch thereof, in southern territory is suffering 
from a depression which entitles it to ‘“‘the lowest possible lawful 
rates compatible with the maintenance of adequate transportation 
service,”’ are the present general levels of interstate rates on (1) 
edible livestock fit for slaughter, and (2) horses and mules, higher 
than required by that provision of the law? To what extent? 

(e) In constructing distance scales of rates for application in 
southern territory on (1) edible livestock fit for slaughter, and (2) 
horses and mules, should the rate of progression between the mile- 
age blocks be uniform (except perhaps for the very short distances), 
or should it decrease as distance increases? Furnish any evidence 
which might be helpful in determining what should be the relation 
of short_haul and long-haul rates. Te: 

(f) How should the rates for movements between territories 
of different rates levels be constructed? Would the following be 
a reasonable rule for the construction of such rates? Add to the 
rate applicable in the lower rated territory for the entire distance 
from origin to destination, the difference or differences between the 
rates in the higher and lower rated territories for the distance or 
distances traversed in the higher rated territory or territories. 

(g) When livestock capable of loading in double-deck cars is 
shipped in single-deck cars, what should be the relation of the 
rates thereon to the rates on such livestock when shipped in double- 
deck cars? . 

(h) What is the reasonable rule for the application of distance 
scale rates to single-line and joint-line traffic? 

- ®), What are the reasonable minimum weights that should 
obtain? 

(k) What is the reasonable rule to apply for determining the 
charges on cars of mixed livestock? 

(m) Where in southern territory are rates on stocker and feeder 
livestock lower than on livestock fit for slaughter at present main- 
tained? Should such rates be maintained throughout southern ter- 
ritory, or, if in portions only, where, and upon what kinds of live- 
stock? What should be the relation between them and the rates 
on livestock fit for slaughter? In sections where lower rates than 
on livestock fit for slaughter should be maintained, what proportion 
of the livestock traffic is stocker and feeder traffic? 

(n) The following information is to be furnished by carriers 
for the most recent year for which it is available or can be made 
available: 

(n-1) Net ton-miles, carload traffic, all commodities, per mile 
- yo Ang per mile of track (exclusive of yard tracks and sidings), 
y states. 

(n-2) Net ton-miles, carload traffic, (1) edible livestock, and (2) 
horses and mules (separately if possible), per mile of line and per 
mile of track (exclusive of yard tracks and sidings), by states, for 
such carriers as compile ton-mile statistics by commodities. 

(n-3) Average length of haul of (1) edible livestock, and (2) 
horses and mules (separately if possible), by states, for such car- 
— as compile statistics of average length of haul by commod- 
ities. 

(0) A nama indicated below is to be furnished by carriers: 


ok bound trains dispatched (check direction). 
South 
Six days, 1926; one day, 1927* 


* Sunday, Jan. 17, 1926; Saturday, Mar. 20, 1926; Friday, May 
14, 1926; Thursday, —_~. 15, 1926; Wednesday, Sept. 15, 1926; 
Tuesday, Nov. 16, 1926; Monday, Jan, 17, 1927. 
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e 
ONLY 33” Hours to Cross the Atlantic 








( .., SPEED demonstrated by Our American Hero 
in crossing the Atlantic 1s one of the outstanding features 
of his wonderful accomplishment. The world craves for 
speed. Commerce ts taking on more speed every day. The 
essential point in any commercial transaction today is quick 
and definite action. Delays are always costly. 


One of the most practical methods to speed-up deliveries is 
to place your merchandise within reach of your trade by 
carrying a stock in a merchandise warehouse at important’ 
distributing points. The largest national distributors use 
merchandise warehouses for prompt and economical com- 
“ pleting of deliveries. 





kL WAREHOUSES 


a. KANSAS CITY 


 NSPO 











‘oe Mal Warehouse .... . . . ~- Detroit, Mich. 
ntemorwarding Company .. . . . ~. Dallas, Texas 
centmatterson Whse. Corp... . . . . Denver, Colo. 
aneelcher Storage Co. . . . . . . Jacksonville, Fla. 
Actin Warehouse Co. . . . . . ~ Los Angeles, Cal. 
ecul™tehouse Co, . . . . . + Minneapolis, Minn. 
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Number of trains 
Average cars per train: 
Loaded: 
Live Stock * 
Perishables 
Other 
Empty 
Total 
Average miles per train 
Average net ton-miles 

per train-mile 
Average gross ton-miles 

per train-mile 
Average hours per train 
Average speed, miles per hour ; 

Average expense per 1,000 gross ton-miles: 

Fuel 

Wages : 

Copies of the working sheets or tables from which the above- 
indicated information is taken are also to be furnished, so that, 
if desired, compilations may be made classifying trains by some 
other method. 4 

This information is to be reported for the next division preceding 
the one which reaches the livestock market hereinafter mentioned, to 
cover all trains beginning to move over the particular division on the 
day reported and eventually moving the entire length of the division 
in the direction of the livestock market; to be furnished by all the 
principal livestock-carrying roads handling traffic into the market; 
and to cover traffic into the following markets: 

Louisville, Ky. 
New Orleans, La. 
Nashville, Tenn. 
Montgomery, Ala. 
Atlanta, Ga. 

(p) Carriers are to furnish any other concrete facts and figures 
bearing upon cost of service that they are able to furnish and which 
might prove enlightening. 


Cle Coto 


IRON AND STEEL HEARING 


The Hoch-Smith hearing at Chicago, on iron and steel in 
Official territory, came to an end May 20, with the testimony 
of the Trunk Line carriers. The scale proposed by them for 
application in Trunk Line territory was a sort of hybrid of the 
scales proposed by the two other sets of carriers who testified 
at Chicago, the Illinois carriers having proposed a strict applica- 
tion of the so-called Jones and Laughlin scale for Illinois Freight 
Association territory and the C. F. A. carriers having advocated 
the C. F. A. fifth class scale for their territory. The basis advo- 
cated by the Trunk Line carriers was a modified Jones and 
Laughlin scale up to 460 miles, and the fifth class rate scale 
proposed by the carriers in the eastern class rate case beyond 
that. The scale they offered for the first 460 miles was the 
Jones and Laughlin scale, except that it was a cent higher at 
100 miles and two cents higher at 200, that two-cents variance 
maintaining to 440 miles. They proposed a second scale for 
application in restricted territory where the volume of tonnage 
was low and other operating conditions unfavorable. For appli- 
cation on westbound traffic between Trunk Line and C. F. A. 
territories, they proposed the C. F. A. fifth class scale. 

At the opening of the hearing in the morning, counsel for the 
Illinois carriers announced that they would rest their case on 
the testimony introduced the previous day by C. W. Galligan, 
chairman of the Illinois Freight Association, and F. H. Law, 
general freight agent of the Illinois Central. It was stated 
that the Illinois carriers had expected to introduce two more 
witnesses but that, after looking over the testimony already in, 
questions asked, and the shipper testimony, they concluded 
they had covered the ground. 


O. F. Johnson, freight traffic manager, Lehigh Valley, testi- 
fying for all the Trunk Line carriers, said it was their position 
that their revenues should not be reduced. He said he firmly 
believed a reduction in the level of the rates would not cause 
more traffic to move, and that he did not agree with testimony 
to the effect that low rates on long haul traffic would not 
result in a reduction in revenue. He said there was no possible 
basis for contending that the traffic was not moving freely. 
He introduced the two scales proposed for application in the 
territory, saying that the modified Jones and Laughlin scale 
was for general application and the second scale was only to 
apply to such restricted territory as was obviously less favor- 
able from a transportation point of view, which he detailed. 
The scale would be applied, he said, substantially on a point to 
point basis; such grouping as was proposed was at the frontier 
of the territory and at the ports. The second scale embraced 
in the carriers proposal, for application to territory relatively 
unproductive of revenue, he said, was about 10 per cent higher 
than the scale to be applied generally. He analyzed the various 
scales proposed in the course of the investigation, setting forth 
his objections to each. He said he thought the Commission’s 
Jones and Laughlin scale was sound in principle and that the 
fact that the carriers proposed the fifth class scale on the long 
hauls did not mean that they found any fault with the logic 
of the Commission’s scale, but that the lower rates for the 
long hauls was a concession to the shippers. 

In the course of cross-examination he said the carriers 
were satisfied with the present level of rates in the territory and 
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that the general effect of the adoption of the proposed scale 
would be to retain that level. He denied, however, the sugges- 
tion of shipper counsel that, being satisfied with the level of 
existent rates, the carriers had simply gone through the motions 
of justifying them mathematically. He said he had always had 
a high regard for the Jones and Laughlin scale. 

He was asked what was to be proposed as to inter-terri- 
torial rates eastbound from Trunk Line territory to New Eng- 
land. He said it had been decided to leave that question to the 
New England carriers, who would be heard at Atlantic City. 
The fact that both the Trunk Line and the C. F. A. carriers 
had proposed a higher basis of rates for application on the 
long haul traffic between the two territories than they had pro- 
posed for application within their individual territories occa- 
sioned some comment. 

Donald Wilson, general freight agent, Long Island railroad, 
explained the situation of that line and set forth reasons why 
existing relationships applicable to it should not be disturbed, 
He said that, for a large part of its mileage, the movement of 
traffic was, of necessity, a series of switching movements be- 
tween classification yards. Outside the metropolitan district, he 
said, practically all the movement was in peddler cars. He 
said 91.6 per cent of the traffic was interchanged with other 
carriers. He said that, as the result of legislative action, the 
line would have to meet expenditures of a non-revenue produc- 
ing nature, such as the elimination of grade crossings and elec- 
trification, within the next few years, totaling 63 million dollars, 
Besides that, he said, the line was faced with large immediate 
and extraordinary expenditures in the extension and bettering 
of facilities. 

Edmund Funck, assistant general freight agent, Pennsyl- 
vania, testified for the Trunk Line carriers. He gave a detailed 
account of the group adjustments that had been made and the 
application of the rates. He said an additional 10 miles was to 
be added for terminal services on traffic to or from New York, 
Philadelphia, and Baltimore; and that distances would be fig- 
ured over the shortest workable routes. He explained that 
basing points would be established at intervals of not more than 
20 miles and that, on joint-line traffic, where either or both the 
point of origin and destination was not coincident with the bas- 
ing point, the mileage would be computed from the furthest 
removed of the basing points on either side of the actual ship- 
ping or receiving point. In the case of local traffic, the rate 
would be on the actual point to point mileage. 

V. C. Williams, assistant freight traffic manager, Pennsyl- 
vania, speaking for that line only, said it was its intention to 
retain the long established differential relation between Johns- 
town and Pittsburgh, Johnstown taking rates 1% cents higher 
than Pittsburgh to C. F. A. territory and 1% cents lower to 
Trunk Line territory. He gave the age of that adjustment 
and the competitive relations of the two points as the reasons 
for retaining the differential relation. It had been explained by 
Mr. Johnson and Mr. Funck that differential relationships were 
to be abolished. 

In response to a question at the close of the testimony, 
Commissioner Campbell said the hearing set for Atlantic City, 
June 15, was primarily for the purpose of receiving the testimony 
of the New England carriers. In addition to that, he said, the 
rebuttal of the shippers to the testimony introduced by the 
carriers at Chicago would be received and certain exhibits pre- 
senting cost studies made by the C. F. A. carriers would be intro- 
duced and one witness would be presented by the C. F. A. car- 
riers, who had not been able to appear. He said it was under- 
stood that his testimony would bear on the economic issues in- 
volved and, in particular, would be directed to the Hoch-Smith 
aspect of the case. He said the Commission might want to 
introduce an exhibit on the tentative valuation of the roads 
involved, bringing the estimates down to date by the inclusion of 
additions and betterments. 


WESTERN CLASS RATE CASE ' 


(Special Correspondence from Omaha, Neb.) 


The Commission hearing in Omaha May 21 was devoted to 
the presentation of testimony by the Omaha Chamber of Com- 
merce and Omaha jobbers and manufacturers in an effort to 
show that Omaha is discriminated against in the matter of 
freight rates. Voluminous exhibits were introduced, giving in 
detail the freight rates from eastern points to Omaha and con- 
taining hundreds of instances in which Omaha was said to be 
discriminated against in favor of Chicago, St. Louis, St. Paul, 
Burlington, and other Mississippi River points. The evidence 
offered covered about eighty commodities, handled by Omaha 
jobbers or used in Omaha factories. 

C. E. Childe, manager of the Omaha Chamber of Commerce 
traffic bureau, directing the introduction of testimony, offered 
H. D. Bergen, assistant manager of the traffic bureau, as his 
principal witness. Mr. Bergen identified the various exhibits, 
said they were prepared under his direction and that they 
showed the way in which existing freight rates, especially from 
eastern points, served to put Omaha at a disadvantage. 

He said the combined carload rates to Omaha and the less- 
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than-carload rates from Omaha to western points in Nebraska, 
Wyoming, Colorado, Montana, and Idaho on scores of commodi- 
ties were higher than the carload rates to Chicago, St. Louis, 
and Mississippi River points, plus the less-than-carload rates from 
those cities to the western states. 

“This difference ranges from one cent a hundred pounds 
to as high as 40 cents a hundred pounds, according to the com- 
modity and the distance,” he said. “The result of the inequality 
in freight rates is that the Omaha trade territory is curtailed, 
the output of factories restricted, and Omaha business placed 
at a decided disadvantage as compared to the cities favored 
with a more advantageous freight rate schedule.” ; 

Representatives of 17 Omaha jobbers and manufacturing 
concerns corroborated his testimony. 

In a desire to shorten the hearing, which was confined to 
the one day, it was agreed that the testimony of nearly all the 
witnesses be stipulated. As a result, most of the evidence was 
summarized and placed in the record by Mr. Childe without the 
witnesses actually taking the stand. 

The testimony, as thus summarized, was to teh effect that 
the freight rates now existent, especially on such commodities 
as steel and tinplate, canned goods, crude rubber, cotton fabric, 
furniture, hardware, cigars, cotton goods, and dried fruits, worked 
to the disadvantage of Omaha and made it difficult for Omaha 
business houses to compete. 

Railroad representatives cross-examined witnesses briefly. 
H. G. Taylor, Nebraska state railway commissioner, sat with 
the Commission representatives during the hearing. The sitting 
was adjourned Saturday afternoon to Lincoln. 





(Special Correspondence from Lincoln, Neb.) 


Testifying before the Commission at the opening of the 
Lincoln hearing May 23, U. G. Powell, rate expert for the 
Nebraska commission, cited the growth of western Nebraska 
and the resultant increase in freight business done by railroads 
to support his contention that the change in class rate structure 
proposed by the carriers should not be granted. Fifty repre- 
sentatives of state railway commissions, cities, shippers and 
railroads were in attendance. 

Mr. Powell offered figures to show that, between 1911 and 
1925, the total pounds of carload and less than carload ship- 
ments from points in western Nebraska increased from 655,- 
619,727 to 2,217,039,170 for the Burlington and from 273,270,855 
to 881,648,900 for the Union Pacific. This is an increase of 
333.59 per cent. 

His figures also brought out that the cost to the railroads 
of carrying a net ton of freight per mile in western Nebraska is 
considerably less than in the eastern part, the total for the 
three eastern divisions being 7,777 miles as compared to 5,370 
miles on the three western divisions of the Burlington. _ 

Under the present rate structure there is a sharp increase 
in the per mile from the Missouri west, and, though the net tons 
per mile carried by the railroads in states east of the Missouri 
River, Illinois, Wisconsin, Michigan, Iowa and Missouri, amounts 
to approximately ten million tons more than in the states west 
of the Missouri River, the railroads’ net income per 1,000 tons 
per mile is $3.13 west of the river and $1.75 east of the river. 

Mr. Powell used Burlington figures to show that the net 
cost per ton mile of handling freight in Iowa and Missouri is 
more than in Nebraska and Wyoming. These figures show 
6.591 mills for Iowa and Missouri and 6.206 mills for Nebraska 
and Wyoming. 

At the afternoon hearing, Mr. Powell continued on the 
stand, presenting data relating to the revenues and expenses of 
the railroads operating in Nebraska. 

Assistant Chief Examiner W. H. Wagner presided over the 
hearing, assisted by Examiners H. P. Paulsen and W. J. Koebel. 
The three members of the Nebraska commission, H. G. Taylor, 
chairman, Charles Randall and John H. Miller, sat with the 
examiners. 

The following railway commissioners from other states at- 
tended the hearing: C. R. Draper, Wyoming; J. J. Murphy, 
South Dakota, and B. M. Richardson, Iowa. 

Discrimination between Missouri River cities and Lincoln 
and other interior cities with regard to the rate structure pro- 
posed by the railroads was pointed out by Secretary Walter S. 
Whitten, of the Lincoln Chamber of Commerce, in his testimony, 
May 24. He said that, if the proposed plan was adopted, it 
would put Lincoln and other interior Nebraska towns at a dis- 
advantage compared with Missouri River industrial centers such 
as Omaha, Kansas City and St. Louis. The proposals made by 
the carriers, he said, had had the effect of creating uncertainty 
in the interior cities, not only as to what the rates might be 
in the future, but as to what the relationship of these cities 
would be with competitors, particularly the Missouri River cities. 

The examiners were told by Mr. Whitten that the proposals 
of the carriers were so unfavorable to interior Nebraska and so 
preferential to the Missouri River cities that Lincoln had been 
forced to abandon its activities in seeking to locate new indus- 
tries and that the city was confronted with the possible loss of 
going concerns. 
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He explained that freight rates were of prime importance 
to industries seeking locations in new territory. “We will be 
unable to resume our efforts to secure new industries until the 
Commission has prescribed a rate basis, and then only if it 
advises a reasonable and proper relationship between the Mis- 
souri River cities and the towns of interior Nebraska,” he said. 

He explained that Lincoln and other interior cities were 
not seeking preferential rates, but were insisting that the same 
system of rate progression that applies to the territory east of 
the Missouri River be applied to the territory west of the river. 
It is the contention of the interior cities that if the regular 
system of rate progression as to mileage were applied to interior 
Nebraska, instead of being broken at the Missouri River and 
increased sharply beyond that point, the problem of discrimina- 
tion would be almost eliminated. 

One exhibit by Mr. Whitten showed that the proposed rate 
of progression starting at Chicago and increasing a certain num- 
ber of cents per hundredweight per mile, reached $1.46 at Omaha 
and then, within a comparatively short distance beyond the 
Missouri River, humped to $1.68 at Fremont, $1.77 at Lincoln, 
$1.86 at Beatrice, $1.95 at Grand Island, $1.99 at Hastings, and 
$2.04 at Kearney. 

The total increase in the rates proposed between Chicago 
and Omaha was shown in one exhibit to be 28 per cent, while 
for Lincoln it was 40 per cent, for Fremont 33 per cent, and for 
Beatrice 38.4 per cent. Manufacturers and wholesalers would 
be forced to make up this spread in freight rates by reducing 
their margin of profit, resulting in unfavorable competition to 
the interior cities as compared with the Missouri River cities, 
Mr. Whitten concluded. 

Cross-examined throughout the morning, May 25, by traffic 
representatives of the Missouri River cities, Mr. Whitten main- 
tained his position that, if through rates on shipments from the 
east are of value to the Missouri River cities, they are of equal 
value to the cities west of the Missouri. He was the only witness 
before the noon adjournment. He reiterated the stand taken by 
the interior. cities that they are not seeking undue advantage 
but are only interested in their relation to the competing cities 
on the river. 

He told his questioners that it was not the desire of shippers 
in the interior of the state to bring about a rate reduction that 
would materially reduce the incomes of the railroads. “If a 
radical reduction is to be made in the revenues of the carriers it 
will cause a panic in this part of the country,” he asserted. 
“The shippers are willing to give them enough to carry on their 
business. This territory more than any other is dependent on 
an intact system of transportation.” 


In reply to a question by C. E. Childe, of Omaha, Mr. Whit- 
ten said he was opposed to the rate structure proposed by the 
Missouri River cities because “they are so unreasonable that 
they condemn themselves.” 


Mr. Childe brought out that the Missouri River cities had at 
no time gone on record as opposed to the interior cities having 
the same rate of progression and were not objecting to such a 
plan. 


Citing the difference in rates now existing between New 
York and St. Louis and Nebraska, Mr. Childe asked Mr. Whit- 
ten if he thought that situation unfair. Mr. Whitten admitted 
that it was and pointed out that discrepancies might be found 
in almost any case. When asked by Childe what significance his 
figures had, showing similar conditions existing in the imme- 
diate territory, Mr. Whitten countered by pointing out that there 
was a vast difference where closely competing trade territories 
were being considered. ; 


Mr. Childe questioned Mr. Whitten as to whether the interior 
cities would be satisfied if they got a combination through and 
local rate from the Missouri River points. He refused to answer 
until he could figure out the result of the difference. He made 
it plain that the best plan, in his opinion, was that of allowing 
all cities to have the advantage of their geographical locations. 

Under the system of rate breaking at the Mississippi and 
Missouri River points, all cities on the Missouri from Sioux City 
south to Kansas City receive the same rates on shipments from 
the Mississippi River points. Mr. Fitzsimmons, of St. Joseph, 
asked Mr. Whitten if he would be willing to allow St. Joseph 
the advantage of rate progression on its distance from the east- 
ern river points. He replied that he would be in favor of per- 
mitting all cifies te have the advantage of their geographical 
location and suggested that St. Joseph should be fighting for 
rate progression rather than for the proposed system. 

Mr. Childe pointed out that the Missouri River cities were 
chiefly interested in doing away with the breaking point on the 
Mississippi River and obtaining through rates from points east 
of the river. They were seeking this change in order to meet 
competition from Mississippi River cities. Mr. Whitten said 
that was exactly what the interior Nebraska towns were doing 
with regard to the Missouri river cities. 

U. G. Powell, rate expert for the Nebraska commission, 
underwent a stiff cross-examination at the afternoon session. 
His figures supported his theory that there should not be a sud- 
den increase in the rate structure just beyond the Missouri 
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River. He also offered a compromise plan of rate progression 
which he said would be more just and reasonable. 

In this plan he suggested that the first class rate start with 
a terminal charge of 26 cents and increase gradually and more 
or less uniformly as it went westward. The railroad attorneys 
questioned him closely as to how he arrived at the terminal 
charge. His statement that it cost less to haul freight west of 
the Missouri River than east was gone into. He pointed out that 
Nebraska was unusually level, as compared with the states east 
and west, and gave that as one of the chief reasons. He declared 
that operating conditions in Nebraska were the most favorable 
of any in the Western Trunk Line territory and said the strip 
of land occupied by the Union Pacific tracks across the state 
could not be equalled. 

Nebraska’s interior cities opposing the proposed western 
trunk line freight adjustment—Lincoln, Beatrice, Fremont, Hast- 
ings, Grand Island, and Kearney—completed their showing at 
the hearing May 26. Two Lincoln business men, R. E. Camp- 
bell, general manager of the Miller and Paine department store, 
and Frank E. Gillen, of the Gillen and Boney Candy Company, 
were the last to testify in Lincoln’s behalf. The other witness 
in the forenoon was W. J. Atkinson of Kearney. J. A. Little, 
counsel for other interior Nebraska cities, followed, opening 
the case for Superior and Alliance. 

Mr. Campbell was questioned regarding the effect the pro- 
posed change would have on the retail trade in Lincoln and as 
it affected the Miller and Paine store. When cross-examined 
by Mr. Childe, of Omaha, he brought out that the matter of 
freight rates was not a controlling factor in the retail business, 
yet, he said, any increase would have to be made up by the 
merchants and come out of their pockets if they were to meet 
the competition of Missouri River cities, especially Omaha, 
which is Lincoln’s chief competitor. 

It was pointed out by Mr. Gillen that his company got a 
large share of its candy materals from the east and south and 
that the freight on inbound shipments was an important factor 
in the cost of production. Because of the difference that now 
existed and would exist under the proposed plan, he said, his 
company was not able to compete with Missouri River cities 
on staple candies. 

Mr. Gillen explained that his company’s trade territory was, 
therefore, limited as to staple or bulk candies, and it was neces- 
sary to confine business over a wide area to specialized prod- 
ucts. It was on bulk candies that the proposed increase would 
have the most serious effect. Even now, he said, his company 
was unable to sell east of the Missouri River, though it com- 
peted successfully in the territory west of the river. He em- 
phasized that under the present conditions it was possible for 
New York manufacturers to ship bulk or staple candies into this 
territory and compete with the local concerns. 

Mr. Atkinson, connected with the Nebraska Anker-Holt Sep- 

arator Company, said Kearney was the logical location for the 
offices, since it was near the center of the company’s trade 
territory, which includes Nebraska and parts of Wyoming, Colo- 
rado, Kansas, and South Dakota. 
» The company was forced several years ago by freight rate 
conditions to move its main warehouses to Omaha and main- 
tain the chief distributing point there, he testified. By doing 
this, the company made a saving of about a dollar on every 
machine it sold in the territory. 

J. M. Silver and N. D. Hartzler, of Superior, said they had 
practically abandoned the use of railroad transportation in 
delivering their goods. The customers were demanding ship- 
ment by truck, both because of the lower transportation charges 
and the quicker service. 


Mr. Silver showed that Superior stood third in the state in 
freight forwarded last year. 

J. A. Little followed by explaining an exhibit showing what 
effect various rate plans would have with regard to Alliance. 
His exhibit showed that reductions totaling as much as 85 cents 
a ton on first class shipments from Chicago could be obtained. 


COTTONSEED RATE INQUIRY 


The Traffic World New York Bureau 


Hearings on Docket 17000, Part 8, rate structure investiga- 
tion with respect to cottonseed, its products, and related articles, 
were held in New York this week by Examiners John F. Money 
and George Esch. 

The Trunk Line Association presented testimony for the 
railroads. The chief witness was L. H. Kentfield, who said the 
rates on vegetable oils were below and out of line with those 
= — comparable shipments. Numerous exhibits were sub- 
mitted. 

Witnesses representing such shippers as Swift and Com- 
pany, Armour and Company, Palm Olive Company, Spencer, 
Kellogg and Company, the American Linseed Oil Company, and 
the Paint, Oil and Varnish Association, attacked the railroad 
position and claimed proposed increases were not justified. 

L. A. Newell, of Armour and Company, submitted exhibits to 
show that the present New York-Chicago rates on a general list 
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of commodities averaged 71.8 per cent of the southwestern rate 
scale for 900 miles, and that the present New York-Chicago 
rate on vegetable oils was 74.5 per cent of the southwest vege. 
table oil rate for 900 miles. He contended that his exhibits 
showed that the present rates were reasonable maximums and 
the proposed rates were excessive. 


RATE CANCELLATION HEARING 


Hearing in I. & S. 2821 and supplemental orders 1, 2, 3, 4 
and 5, general cancellation of L. C. L. commodity rates and 
cancellation of certain carload commodity rates in _ Illinois 
Freight Association, Western Trunk Line, and Central Freight 
Association territories, was begun at Chicago before Examiner 
Smith May 27. I. & S. 16950, of the Illinois Commerce Commis- 
sion, was joined with the interstate case. H. M. Slater, of the 
Illinois Commerce Commission, sat with Examiner Smith. 

C. W. Galligan, chairman of the Illinois Freight Association, 
explained that it was the wish of the carriers to make a general 
justification of the tariffs under suspension and follow that by 
testimony directed to each of the commodities involved. That 
procedure was agreed to and, further, that cross examination by 
protestants would follow the introduction of the testimony apply- 
ing to each individual commodity. Mr. Galligan offered the 
general defense, to be followed by introduction of testimony on 
the specific commodities by other carrier witnesses. He said 
the tariffs under suspension proposed the application of class 
rates on L. C. L. shipments and certain carload commodities in 
the three territories, but limited the revision in Western Trunk 
Line territory to that part of the territory east of the Missouri 
River, not including points on either side of the river. He said 
it was generally recognized that rates in Illinois were on a lower 
basis than in C. F. A. territory and that the Commission had, 
in a number of instances, declared there was no difference in 
transportation conditions to justify the maintenance of a dif- 
ferent level of rates in the two territories. 

He made a general statement covering the history of the 
rates in the three territories for the purpose of explaining such 
maladjustments as the carriers maintained existed. He listed 
such facts as that the general advances and reductions had not 
applied alike in the territories, and, with specific reference to 
Illinois Classification territory, the establishment at times past 
of low rates as a result of keen carrier competition, competition 
with water rates on the Mississippi, and efforts to aid infant 
industries. He said that, following the hearing in Ex Parte 67, 
the Commission had recommended to the carriers that they 
make studies of individual commodities not there treated to the 
end of bringing them in line with the decision in that case. 
He contended that the class rates were proper for application 
to manufactured articles generally, and said that, about two 
years ago, the carriers had appointed a special committee to 
investigate the low rated commodities and that the tariffs under 
susppension represented the result of their work to do away 
with existing discrimination as between places and commodities 
and iron out discrepancies in the rate fabric. He outlined the 
changes proposed on the different commodities and introduced 
exhibits setting out present and proposed rates. The com- 
modities on which the cancellation of carload commodity rates 
was proposed were as folows: canned goods, machinery and 
machines, paper and paper articles, chocolate and chocolate 
coating, cocoa, fullers’ earth, earthenware and stoneware, dried 
beans and peas, iron and steel containers, such as barrels and 
casks, 

J. P. Kelley, commerce agent, C. & O., took the stand after 
Mr. Galligan to make a short statement in defense of certain 
local rates proposed by his line which were suspended in supple- 
mental order No. 2. He explained that the C. & O. had an 
alternative application of the Disque scale and a local scale on 
traffic local to its line and that the suspended tariffs proposed 
the cancellation of the Disque scale in the high rated coal terri- 
tory of the road. The purpose of the cancellation, he said, was 
to make it possible for the so-called “blind alley” branch lines 
of the C. & O. to contribute a more reasonable share of revenue. 


LOCATION OF CARS 


The percentage of home cars on home roads. Class 1, as of 
May 1, was 69.1, according to the semi-monthly bulletin of the 
car service division of the American Railway Association. By 
classes of equipment the percentages were as follows: 

Box, 60.7; refrigerator, 77.7; coal and coke, 74.4; stock, 85.5; flat, 
76.5; tanks and others, 94.2. 

By districts the percentages for all classes of equipment 
were as follows: 


Eastern, 59.8; Allegheny, 76.2; Pocahontas, 57.8; Southern, 67.2; 


a 


Western, 73.6 
The semi-monthly bulletin of percentages of freight cars on 
line to ownership, Class I roads, as of May 1, showed the follow- 
ing: 
Eastern district, 99 as against 99.1 a year ago; Allegheny, 102.1 
as against 104.4 a year ago; Pocahontas, 77.8 as against 78 a year ago; 
Southern, 97.7 as against 101 a year ago; Western, 98.2 as against 


95.6 a year ago; all districts, 98.2 as against 98.1 a year ago; Canadian 
roads, 96.5 as against 94 a year ago. 
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Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter 
System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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LOSS OF OR INJURY TO GOODS 


(Court of Civil Appeals of Texas, Galveston.) In suit by 
consignee against railroad to recover for loss resulting from 
defective valve in oil car, it was error to strike from defend- 
ant’s answer defense that car was not owned by carrier, but 
was delivered to initial carrier, loaded and sealed by shipper in 
apparent good condition.—Gulf, C. & S. F. Ry. Co. vs. Lakeside 
Irr. Co., 292 S. W. Rep. 939. 

In suit by consignee against railroad to recover for loss 
resulting from defective valve in oil car, evidence that car was 
owned and loaded by shipper, and delivered to initial carrier 
in apparent good condition, held erroneously excluded.—Ibid. 

In suit by consignee against railroad to recover for loss 
caused by defective oil car, defendant held not estopped to plead 
nonownership of car by failure to file such plea until action 
against owner was barred by limitations.—Ibid. 





Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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(District Court, E. D. Louisiana.) Where bills of lading con- 
tain a plain reference to the charter party and a clear indica- 
tion of intention to incorporate the terms of the charter party 
into the contract, such provision is binding on the parties, in- 
cluding consignees who accept and indorse the bills.—The Sil- 
verbrook, 18 Fed. Rep. (2d) 144. 


A provision in a charter party that it shall be construed in 
accordance with the laws of a particular country does not limit 
the parties with respect to remedies, but merely supplies a par- 
ticular rule of construction in case of dispute as to the mean- 
ing of its terms.—Ibid. 


Agreement in contract for arbitration of disputes thereunder 
relates to remedy, and whether enforceable is determined by 
law of forum.—Ibid. 

It was the purpose of arbitration act 1925 (Comp. St., Secs. 
1251 4/5-1 to 1251 4/5-15) to abolish the old rule under which 
federal courts of admiralty refused to enforce arbitration agree- 
ments, but it applies to, and directs enforcement of, only such 
arbitration agreements as may be carried out in the United 
States within the jurisdiction and under the control of a federal 
court, and a provision of a charter party that any dispute there- 
under shall be settled by arbitration in London by arbitrators 
chosen by the parties in the manner provided by the English 
arbitration act, is not within its provisions.—Ibid. 





Miscellaneous Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter 


System, published by West Publishing Co., St. Paul, Minn. 
Copyright by West Publishing Co.) 
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REGULATION OF COMMON CARRIERS 


(District Court, S. D. New York.) Motion to vacate service 
of summons on ground that the court is without jurisdiction, 
made on special appearance without filing answer, is in the 
nature of a demurrer, and admits the facts alleged in the com- 
plaint.—Knickerbocker Fuel Co. vs. Mellon. Director General of 
Railroads, etc., 18 Fed. Rep. (2d) 128. 

An action against the Director General of Railroads to re- 
cover money collected by and paid to him through mutual mis- 
take of fact, commenced shortly after discovery of the mistake by 
Plaintiff, but more than two years after the payment, held not 
barred by the limitation in transportation act 1920, Sec. 206 
(Com. St., See. 1007114ce.—Ibid. 

A statute of limitation does not begin to run against a cause 
of action based on defendant’s fraud, or on a mutual mistake 


ery by the parties, until discovery of the fraud or mistake. 
—Ibid. 


THE TRAFFIC WORLD 1405 


(Supreme Court, Appellate Division, Second Department.) 
Under Railroad Law, Secs. 91 (as amended by Laws 1921, c. 698, 
Sec. 2), 94, 95, and Const., Art. 7, Sec. 14, mere existence of a 
grade crossing is not of itself sufficient to support determination 
of Public Service Commission that public safety requires elimi- 
nation of crossing, in view of requirement for hearing.—-In re 
Bay St. Crossing of Staten Island Rapid Transit Ry. Co., In re 
Belair Road Crossing of Staten Island Rapid Transit Ry. Co., 
221 N. Y. Sup. 129. 

Under Railroad Law, Secs. 91 (as amended by Laws 1921, 
c. 698, Sec. 2), 94, 95, Laws 1926, c. 510, Secs. 1, 3, and Const., 
Art. 7, Sec. 14, court will not pass on facts except to decide if 
they fairly warrant conclusion of transit commission that public 
safety requires elimination of grade crossing.—Ibid. 

In determining whether public safety requires elimination 
of grade crossing under Railroad Law, Secs. 91 (as amended 
by laws 1921, c. 698, Sec. 2), 94, 95, Const., Art. 7, Sec. 14, and 
laws 1926, c. 510, Secs. 1, 3, surrounding physical conditions, 
methods adopted for avoiding accidents, and amount of traffic, 
including train operation, should be considered, and fact that 
there have been few or even no accidents for a number of years 
is not conclusive.—Ibid. 

Evidence held to warrant finding of transit commission that 
public safety requires elimination of certain grade crossing un- 
der railroad law, Secs. 91 (as amended by laws 1921, c. 698, 
Sec. 2), 94, 95, Const., Art. 7, Sec. 14, and laws 1926, c. 510, Secs. 
1, 3.—Ibid. 

Orders of transit commission requiring railroad to eliminate 
grade crossings as dangerous to public safety under railroad 
law N. Y., Secs. 91 (as amended by laws N. Y., 1921, c. 698, 
Sec. 2), 94, 95, Const. N. Y., Art. 7, Sec. 14, and laws N. Y., 1926, 
c. 510, Secs. 1, 3, held not arbitrary or unreasonable nor to de- 
prive railroad of property without due process of law in violation 
of Const. N. Y., Art. 1, Sec. 6, and Const. U.S., Amend. 14, though 
expense thereof may lead to bankruptcy of railroad, and not- 
withstanding interstate commerce act, Sec. 1, par. 18, as amended 
by transportation act 1920, Sec. 402, and Sec. 15a, pars. 5, 10, as 
added by transportation act 1920, Sec. 422 (U.S. Comp. St., Secs. 
8563, 8583a).—Ibid. 

Under interstate commerce act, Sec. 15a, par. 5, as added 
by transportation act 1920, Sec. 422 (U. S. Comp. St., Sec. 8583a), 
federal government’s interest in railroad’s net revenues in ex- 
cess of 6 per cent of value of railroad’s property, which is pay- 
able to Interstate Commerce Commission, is merely that of 
trustee thereof, and is in no way affected by state requirements 
for elimination of grade crossings.—TIbid. 


Interstate commerce act, Sec. 1, pars. 18, 21, as amended 
by transportation act 1920, Sec. 402 (U. S. Comp. St., Sec. 8563), 
prohibiting railroad carriers subject to the act from extending 
their lines or constructing new lines without first obtaining cer- 
tificate of public convenience and necessity from Interstate 
Commerce Commission, and relating to car service facilities, 
held not to affect right of transit commission to order elimina- 
tion of grade crossings for safety of public under railroad law 
N. Y., Secs. 91 (as amended by laws N Y., 1921, c. 698, Sec. 2), 
94, 95, Const. N. Y., Art. 7, Sec. 14, and laws N. Y. 1920, c. 510, 
Secs. 1, 3.—Ibid. 


Order of transit commission, requiring railroad to eliminate 
grade crossings under railroad law N. Y., Secs. 91 (as amended 
by laws 1921, c. 698, Sec. 2), 94, 95, Const. N. Y., Art. 7, Sec. 14, 
and laws N. Y., 1926, c. 510, Secs. 1, 3, held not invalid as inter- 
fering with powers of Interstate Commerce Commission under 
interstate commerce act, Sec. 20a, as added by transportation 
act 1920, Sec. 439 (U. S. Comp. St., Sec. 8592a), prohibiting rail- 
roads subject to the act from issuing securities without first 
obtaining authority from Interstate Commerce Commission.— 
Ibid. 

(Court of Appeals of Ohio, Hamilton County.) In ordinary 
purchase of railway ticket by prospective passenger, actual con- 
tract with carrier arises only when a ticket is purchased, and 
rates prevailing at that time control; prior inquiry not being 
part of contract.—Canadian Pac. Ry. Co. vs. Meier, 156 N. E. 
Rep. 150. 

Where plaintiff, purchasing space for touring party, was re- 
quired to make deposit on each reservation and pay balance in 
full by certain date or reserved space would be sold for his ac- 
count, special contract was created between railroad and plaintiff, 
and rule that contract between railway and prospective passen- 
ger begins with purchase of ticket did not apply.—Ibid. 

Negotiations between railway and plaintiff making reserva- 
tions for touring party held not mere offering to sell option to 
purchase ticket, revocable by railway prior to payment of de- 
posit, but constituted binding contract for space, and, where 
deposit was paid within time specified, plaintiff was not affected 
by advance in rates before deposit was due, and could recover 
advanced rates paid under protest.—Ibid. : 

(Supreme Court of Alabama.) Prepaid freight, on failure 
of carrier to perform contract of carriage, may be recovered in 
an action for money had and received, no express contract to 
contrary appearing, since consideration for advanced payment 
having failed, money paid becomes ex equo et bono property of 
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shipper, and law raises implied contract to refund.—Hunter vs. 
Lauderdale Cotton Mills, 112 So. Rep. 215. 

Where carrier did not perform contract of carriage, carrier 
could not retain, out-of prepaid freight, money paid to another 
for shipping space in schooner, where it was not shown that 
shipper knew that portion of money was to be so used, or that 
it was paid out at shipper’s instance or with his consent.—Ibig. 

Where money is received in trust to be delivered to another, 
and is so delivered before trust is revoked, trustee or agent 
cannot, as of course, become liable for refund of money.—Ibid. 

That carrier has used money. paid in advance, in payment 
of his own obligations, does not defeat claim of shipper for his 
money back on failure to perform.—Ibid. 

(Court of Appeals of Kentucky.) Motor vehicle law, 1926 
(Ky. St. Supp., 1926, Secs. 2739j-1 to 2739j-29), is not exercise of 
absolute power or grant of exclusive privilege, contrary to 
Const., Secs. 2, 3.—Crigger & Stepp vs. Allen, 292 S. W. Rep. 
811. 

Motor vehicle law, 1926 (Ky St. Supp. 1926, Secs. 2739j-1 to 
2739j-29) does not violate commerce clause of federal Consti- 
tution, Art. 1, Sec. 8.—Ibid. 

Taxi owner operating between states, not having applied 
for certificate as bus operator, under Ky. St. Supp. 1926, 2739-3, 
should have been enjoined from engaging in every form of 
transportation along bus route of partnership complying with 


Secs. 2739j-1 to 2739j-29, except that permissible under Sec. 
2739j-21a.—Ibid. 


FOURTH SECTION VIOLATIONS 


The Commission has been informed that Judge Schoonmaker, 
in the federal court for the western district of Pennsylvania, 
in the case in which he found the Pennsylvania guilty of vio- 
lating the fourth section, has imposed a fine of $500. (See 
Traffic World, May 14, p. 1258.) The indictment was in ten 
counts. A fine of $50 was imposed on each count. The district 
attorney asked for a larger fine, but the judge said that while 
he felt the railroad knew it was committing an offense, it was 


simply doing what seemed to be the accepted practice over the 
country. 


O’FALLON RECAPTURE CASE 


A hearing in the O’Fallon recapture case is not likely to 
be had before October. Walter L. Fisher, special counsel for 
the Commission, is proceeding on the assumption that he will 
not be ready before that time. For that reason the order of 
the Commission, the effective date of which has been postponed 
from May 15 to July 15, will have to be postponed to a later day 
(see Traffic World, May 14, p. 1259). 

The personnel of the three judge court which will have to 
listen to the arguments has not been ascertained. The applica- 
tion for an injunction was filed in the federal court for the 
eastern district of Missouri, eastern division. It is understood 
the attorneys for the railroads consulted Circuit Judge Sanborn 
on the matter but that he suggested that they take the case to 
Circuit Judge Stone at Kansas City. The statute pertaining 
to procedure in cases in which an injunction against the Com- 
mission is desired gives the applicant the option of applying 
to either a district or a circuit judge. Whichever judge receives 
the application is required by the law to call to his assistance 
two other judges. The three judge court must contain one 
circuit judge among its members. 

The statute also provides for expedition in such cases but 
neither the Commission nor the railroad, thus far, has under- 
taken to hurry this litigation. 


POTATO CASE REVERSED 


In a decision of the second branch of the Illinois Appellate 
Court, delivered by Justice Fitch, a decision of the Superior 
Court of Cook County (Ill.), giving judgment for $85.43 against 
the defendant in Daniel J. Coyne and others against the Oregon 
Short Line Railroad has been reversed, “finding the defendant 
not guilty of the negligence charged in the declaration, and that 
loss sustained by the plaintiffs on account of delays in delivering 
the shipments in question was due to the acts of the plaintiffs.” 

The shipments were five carloads of potatoes made from 
points on the line of the defendant in Oregon and Idaho in 
September, 1923, by the California Vegetable Union. None of 
the shipments was originally consigned to Daniel J. Coyne, the 
plaintiff, but they were so reconsigned. At points of reconsign- 
ment the cars were routed over the C. & N. W. to “Chicago, 
Illinois,” with the directions, “advise Coyne Brothers.” It was 
stipulated in the case that the customary practice in handling 
shipments between the California Vegetable Union and the 
plaintiff was to make delivery at the Grand Avenue team track. 
However, due to congeston, the railroad had issued an embargo 
on shipments for delivery at that point, but had further stated 
in the notice that shipments for Chicago would be received 
subject to such team track delivery as might be available. That 
embargo was in effect at the period of the shipments. At the 
time the shipments arrived at Fortieth street, a distributing 
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yard of the C. & N. W., the plaintiff was notified of their arrival] 
and delivery instructions were requested. At that time atten. 
tion was called to the embargo; also, the plaintiff had been 
notified of it at the time it went into effect. Plaintiff was told 
that the cars would have to take their turn for delivery, if 
delivery was to be made at Grand Avenue, but delivery was 
offered at other team tracks, among which was one only four 
blocks from the Grand Avenue track. Delivery at Grand Avenue 
was insisted on. As a result, four of the cars were delayed 
one day in delivery and one car two days. 

Plaintiffs contended that the carrier was negligent in fail- 
ing to notify the shipper of the congestion and embargo at the 
time of reconsignment to Chicago. The court said that, at that 
time, the destination was Chicago, with no particular delivery. 


REVENUE FREIGHT LOADING 


For the sixth week this year, revenue freight loading ex. 
ceeded one million cars the week ended May 14, according to 
reports filed by the rail carriers with the car service division 
of the American Railway Association. 

Total loading of revenue freight for that week amounted 
to 1,029,126 cars. This was a decrease of 622 cars under the 
corresponding week last year, but an increase of 43,247 cars 
over the corresponding week two years ago. 

The total for the week ended May 14 was an increase of 
4,710 cars over the preceding week this year, due principally 
to increased loadings of coal, while forest products, ore and 
coke also showed increases. Decreases, however, were reported 
in the loading of miscellaneous freight, merchandise and less- 
than carload lot freight, grain and grain products and live stock. 

Revenue freight loading by districts the week ended May 
14 and for the corresponding period of 1926 was reported as 
follows: 


Eastern district: Grain and grain products, 9,024 and _ 10,522; 
live stock, 2,716 and 2,685; coal, 41,727 and 45,105; coke, 1,947 and 
2,934; forest products, 5,007 and 5,131; ore, 5,374 and 8024; mer- 
chandise, a on 71,511 and 75, 968; miscellaneous, 105, 182 and 
106,034; total, 1927, S42. 488; 1926, 251, 403; 1925, 237,670. 

Allegheny district: Grain and grain products, 3,232 and 3,035; 
live stock, 2,057 and 2,037; coal, 39,930 and 42,054; coke, 5,348 and 
5,455; forest products, 3,334 and 3,565; ore, 10,817 and 10,868; mer- 
chandise, L. C. L., 55,771 and 57, 099; miscellaneous, 89,527 and 86,989; 
total, 1927, 210,016; 1936, 211,042; 1925, 201,654. 

Pocahontas district: Grain ‘and grain products, 198 and 210; live 
stock, 78 and 58; coal, 45,239 and 40,876; coke, 451 and ss forest 
products, +o and 1,930; ore, 96 and 100; merchandise, c. is, 
7,726 and 7,487; miscellaneous, 7,099 and 5,262; total, {oat 63,000; 
1926, 56,390; 1925, 49,894. 

Southern district: Grain and grain products, 3,917 and 4,124; 
live stock, 2,204 and 1,849; coal, 23,276 and 21,955; coke, 703 and 
844; forest products, 22, 628 and 23, 214; ore, 1,293 and 1,439; merchan- 
dise, Ea Ea, 939 and 40,648; miscellaneous, 58,444 and 54, 474; total, 
1927, 153,404; 1968, 148,547; 1925, 141,089. 

Northwestern district: Grain and grain products, 8,734 and 9,008; 
live stock, 7,003 and 7,009; coal, 4,365 and 3,873; — 1, 786 and 1,632; 
forest products, 18,723 and 20, 302; ore, 36, 899 and 34 ,804; merchandise, 
L. L., 34,528 and 33,651; miscellaneous, 43,652 ‘and 42,722; total, 
1927, “155, 690; 1926, 153, 001; 1925, 154,186. 

Central ‘western district: Grain’ and grain products, 10,345 and 
8,460; live stock, 11,770 and 9,993; coal, 6,104 and 9,948; coke, 467 and 
292; forest products, 11,442 and a 12, 303; ore, 3,146 and a 3, 667; merchan- 
dise, in ¢. 4,928 and 35,333; miscellaneous, 55,790 and 54, 643; total, 
1927, 133, 9927 1996, 134,639; "1925, 129,048. 

Southwestern district: Grain and grain products, 4,697 and 4,344; 
live stock, 3,333 and 2,833; coal, 2,509 and 3,867; coke, 195 and 173; 
a products, 7,677 and. 9,558; ore, 482 and 399; merchandise, m4 
Cc, 16,543 and 17, 098; miscellaneous, 35,100 and 36, 454; total, 1927, 
70, 536: 1926, 74,726; 1925, 72,338. 

Tota L all ‘roads: Grain and grain products, 40,147 and 39,703; 
live stock, 29,161 and 26,464; coal, 163,150 and 167,678; coke, 10,897 
and 11, 797; forest products, 12; 924 ‘and ois — ore, bs, 167 and 54,241; 
merchandise, L. C. 946 and 267,2 miscellaneous, 394,794 
and 386,578; "total, 1927° "1 029, 126; 1926, 1,029, ods: 1925, 985,879. 


Loading of revenue freight this year compared with the two 
previous. years follows: 





1927 1926 1925 

Five weeks in January......... 4,524,749 4,428,256 4,456,949 
Four weeks in February........ 3,823,931 3,677,332 3,623,047 
Four weeks in March........... 4,016,395 877,397 3,702,413 
Five weeks in April...........-. 4,890,749 4,791,006 4,710,903 
[2 |) eer 1,024,416 996,216 983,034 
Week of May 14.........ccecees 3; 029, 126 1,029, "748 985, 1879 

i Pr eer eee ee 19,309,366 18,799,955 18,462,225 


CAR SURPLUS AND SHORTAGE 


The average daily surplus of freight cars in the period May 
8-14, inclusive, was 245,487 cars, as compared with 245,113 cars 
in the preceding period, while the average daily shortage re- 
ported was 14 cars, made up of 5 box and 9 gondola cars, ac- 
cording to the car service division of the American Railway 
Association. The surplus was made up as follows: 


Box, 108,598; ventilated box, 1,589; auto and furniture, 13,377; 
total box, 123, 564; flat, 4,881; gondola, a7, $09; hopper, 31,095; total coal, 
78, 404; coke, 869; S. D. stock, 18,481; D. D. stock, 4,170; refrigerator, 
13,555; tank, 198; miscellaneous, 1,36 he 


Canadian roads reported a surplus of 24,000 cars, made up 
of 22,200 box, 500 S. D. stock, 900 refrigerator, and 400 miscel- 
laneous cars. 
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Coordinated Terminal Services 


Second of a Series of Fourteen Articles on This Subject, Written for The Traffic World by G. Lloyd 
Wilson, Ph.D., Assistant Professor of Commerce and Transportation, University of Pennsylvania 


The Motor Freight Vehicle in Terminal Service 


In 1895 the first motor cars were manufactured and reg- 
istered in the United States. Four vehicles are recorded as 
having been produced and registered in that year. All of these 
cars and, in fact, all the automotive vehicles registered up to 
1904 were passenger vehicles or passenger and commercial 
vehicles other than the types of motor vehicles we know as 
trucks today. In 1904, a little over twenty-two thousand passen- 
ger cars and a few more than four hundred trucks were manu- 
factured and 54,590 passenger vehicles and 410 motor trucks 
registered. Since that year the production figures for busses 
and trucks have climbed spectacularly upward year by year. 

Incomplete figures for January 1, 1927, received by the 
Bureau of Public Roads of the United States Department of 
Agriculture, indicate an increase of a little more than 10 per 
cent in the total registration of automotive vehicles compared 
with the figures for January 1, 1926, and an increase of a little 
more than 13 per cent in the registration of motor freight trucks 
and road tractors. The growth of the truck, truck and trailer, 
tractor and trailer, and semi-trailer has been more rapid than 
the rate of increase of all classes of automotive vehicles. 

Table No. 1 is a summary of development of the production 
of motor passenger cars and freight trucks. 

The production figures for 1920 and 1925 for passenger ve- 
hicles and trucks are those reported by the National Automobile 
Chamber of Commerce and include not only the vehicles of these 
types manufactured in the United States but vehicles produced 
in plants in Canada that make automobile vehicles of United 
States design. 

We may ignore the passenger car, taxicab, and motor bus 
in our discussion, important as these vehicles are in modern 
transportation. Our problem is that of the use of the motor 
as a freight vehicle and especially as a terminal freight facility. 


Use of Motor Freight Vehicles by Railroads 


It is impossible to estimate accurately the number of motor 
trucks, tractors, trailers, and semi-trailers used in freight service 
by steam railroads, electric railroads, and steamship carriers. 
The number is large, but any statement does not include all 
vehicles used in coordinated service, for many motor vehicles 
are operated by independent motor transportation companies 
and individuals in conjunction with steam railroad, electric rail- 
way, and steamship freight services. It is fallacious to assume 
that all independent motor transportation service is competitive, 
for the independent motor freighters often supplement, extend, 
and oe the services of other carriers, especially in terminal 
service. 

The Interstate Commerce Commission began an extensive 
inquiry into the use of motor freight and passenger vehicles 
by common carriers subject to the interstate commerce act. 
Every common carrier subject to the act was made a party to 
the proceeding and required to furnish data regarding the use 
and competition of motor vehicles. The data in tables No. 2 
and No. 3 are taken from the statistical summaries for Class I 
and Class II and III carriers released by the Commission in 
advance of its findings and report. The decision of the Com- 
mission has not yet been handed down.’ 

The figures for Class I railroads shown in Table No. 2 repre- 
sent the really significant figures for nearly all the railroads 
of national importance and included in this class. Class II and 
Class III railroads are almost all short lines having less than 
100 miles of line in operations. 


Sphere of the Motor Truck in Freight Service 


_ The motor truck is being used extensively in congested 
districts to relieve terminal congestion. It is a curious paradox 
that the motor vehicle, which has tended to increase the con- 
gestion in terminal districts, should be the instrumentality that 
is turned to in order to relieve the situation. The relatively 
small capital investment per unit of equipment, the lower oper- 
ating expenses of motor freight vehicles compared with freight 
transportation costs, and the flexibility of the motor as a freight 
carrying unit in the terminals—when it is properly used—makes 
the truck an ideal terminal freight facility for rapid and eco- 
nomical movements of goods in small quantities for short 
distances. 

Motor trucks are being used in a number of American cities 
as the retail distributing facilities to collect, deliver, and inter- 
change freight in the terminal districts, as will be described 
in future articles. Freight is brought into the terminal districts 
by railroads or steamships and distributed in smaller quantities 


4Statistical summaries, I. C. C. Class I and Class II and Class III 
Carriers, Washington, 1927. 





by motor, and outbound freight is concentrated by the use of 
motor vehicles in the terminals and turned over to the railroad 
or steamship carriers for line movement. St. Louis, Cincinnati, 
Boston, New York, and the cities of Bngland and eastern Can- 
ada, in particular, are served by systems of coordinated railroad 
and motor line-haul and terminal transportation facilities that 
have improved the standards of transportation service in those 
places. Other cities are studying the problem of applying a 
specific form of coordinated railroad service to relieve conges- 
tion in their terminals. 

Motor freight vehicles are used in several distinct phases 
of terminal service: 


1. As substitutes for railroad trap or ferry cars to convey lots 
of less than carload freight between railroad freight depots or trans- 
fer stations and private industrial sidings. ; 

2. As substitutes for railroad freight cars in certain intra-ter- 
minal switch movements which are usually slow and inefficient when 
performed by railroad freight cars. 

As substitutes for railroad rolling stock equipment in the in- 
terchange of less than carload freight shipments between railroads 
in the terminal districts. 

4. To replace local or way freight trains in handling less than 
carload traffic between the metropolitan centers and the stations on 
the divisions of the railroads serving surrounding suburban districts. 

. In the sub-station delivery and collection service between 
major freight depots and stations in outlying commercial and in- 
dustrial districts of terminal areas. 

6. As substitutes for lighters, barges, or carfloats at ports where 
such services are performed between freight stations of the various 
railroads, steamship piers, and industrial plants in the harbors. 

In the interchange of joint through traffic between rail and 
water carriers. 

8. As collections and deliver vehicles connecting railroad stations 
and steamship piers with the warehouses and stores of shippers and 
consignees. 

9. As units of organized cartage services such as those operated 
in the larger cities of England and Eastferry, Canada.? 


Present Terminal Use of Motor Vehicles 


The motor, as operated at present, in the vast majority of 
American terminals, is not as efficient a carrier of goods as it 
would be under more orderly operating arrangements. Trucks 
are operated between railroad freight stations, steamship piers, 
and the factories, warehouses, and stores of shippers and con- 
signees in the terminal districts loaded to but a small fraction 
of their carrying capacities. The unorganized cartage opera- 
tions result in light loading, cross routing, empty truck mileage, 
delay, street congestion, and similar evidences of inefficiency. 

The unorganized and unconnected condition of rail and 
motor terminal cartage service results in the holding of less than 
carload freight. shipments in the warehouses of freight stations 
in the United States an average of three days each. In the 
cities of England and Canada, where coordinated rail and cartage 
arrangements are in effect, freight depots are cleared out en- 
tirely twice a day. In these countries small consignments of 
freight are delivered directly to teams or trucks to be hauled 
to the store doors of the consignees without waiting for the 
consignees to send their own or hired teams to the freight sta- 
tions for the freight after a notice has been received by mail 
notifying them of the arrival of the goods. 

Outbound shipments, in the same way, are hauled by teams 
or trucks of the railways or the large consolidated cartage com- 
panies to the freight depots, where the freight is loaded directly 
to the cars without the delays incident to handling the goods 
through the railroad freight depots. As a result, goods picked 
up by trucks at a shipper’s place of business at Leeds, England, 
as late as four o’clock in the afternoon, are delivered at the 
warehouse of the consignee at London, 250 miles away, by nine 
o’clock the next morning. Such service is unheard of in Amer- 
ica. It is possible of achievement if railroad and cartage serv- 
ices are coordinated properly. 

Call and delivery services are so popular in England and 
Canada that the overwhelming majority of shippers and con- 
signees avail themselves of them. Prompt service and reason- 
able cartage rates are the result of the efficient organization and 
widespread use of the service by shippers and consignees. 

A special committee of the Chamber of Commerce of the 
United States, notable for its distinguished personnel of busi- 
ness executives, railroad officials, engineers, and economists, in 
reporting on the “Relation of Highway and Motor Transport 
to Other Transportation Agencies,” said, in part: 


The best interests of the public and the rail, water, and motor 
carriers lie in co-operation between the various agencies of trans- 
portation rather than in masterful competition. The greatest oppor- 
tunity for co-operation is' at the points where the capacity of the 
railroads is most limited and expansion is most difficult and costly; 
that is in the terminal areas of our great cities. Store door delivery 
and motor truck, which would relieve congestion in those terminal 
areas and greatly increase the capacity of the freight stations, is 


*Wilson, G. Lloyd, S. A. E. Journal, January, 1927. 
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undoubtedly the greatest contribution which can be made to the 
solution of the terminal problem. 

Organized motor transport can also relieve the railroads of 
various forms at uneconomical service, such as trapcar service, switch- 
ing between local stations and short-haul shipments within the ter- 
minal area. This will reduce yard congestion and release many cars 
for more profitable line haul. 

To secure the fullest benefit from this organized motor trans- 
port will require the utilization and further development of modern 
technical equipment, such as demountable bodies, trailers and semi- 
trailers, containers and container cars, and mechanical handlifg 
appliances.? 


In defining the scope of the services of motor vehicles in 
the terminal zone, this report depicts the serious condition of 
American terminal congestion, and analyzes its causes. The 
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Table No. 1 


findings of the committee and its recommendations are of funda- 
mental importance. 


Present Conditions and Practices 


Two general classes of freight are moved by the railroads 
of the United States—carload and less than carload traffic. The 
two differ in three particulars: 


1. Carload freight is loaded into and unloaded from freight cars 
by the shipper or consignee or by the trucker whom these persons 
employ, while less than carload freight is loaded and unloaded by the 
railroad employes. d ; 

2. Carload freight does not pass through a freight station but is 
loaded and unloaded at the expense of the shipper or consignee on 
public team tracks or on the private tracks of industries. Less than 
carload freight is loaded and unloaded over a station platform at 
the expense of the carrier. In most instances, these freight stations 
are located on high priced property in the congested areas of large 
cities. 

8. Less than carload rates are higher than carload rates because 
less than carload freight cars are seldom, if ever, loaded to any- 
thing like their tonnage capacity with this character of freight, and 
because of the heavy station expense incident to it handling. 


The report of the committee of the Chamber of Commerce 
of the United States found that delays in terminal service were 
attributable, in part at least, to the prevailing practice of notify- 
ing consignees of the arrival of shipments of less than carload 
freight after the goods have been unloaded in the railroad 


MOTOR FREIGHT SERVICE 
Automotive Vehicles Used in Competitive and Connective Serv- 
ices, Class I Carriers, Operating Revenues Over 
$1,000,000 per Annum: 

Motor Motor 

Vehicles Vehicles 
Used in Con- Used in Com- 
nection With petition With 
Region R. R. Service R. R. Service 

New England 1 3,392 


Great Lakes ‘ 7,220 
Central Eastern § 12,614 
Pocahontas , 260 

Southern - 2,250 
Northwestern 3,981 
Central Western 2 10,380 
Southwestern 3,110 


Total 22% 43,207 


*None reported. 


Table No. 2 


freight houses, or after the cars containing carload freight have 
been placed on the team or industry tracks. The railroads 
give consignees an allowance of forty-eight hours’ free time for 
the loading and unloading of carload freight and the same al- 
lowance of time for the removal of less than carload freight 
from the freight stations. Partly because of unorganized cart- 
age methods and inadequate storage facilities, and partly be- 
cause many goods are sold after arrival at the terminal, a 
large proportion of consignees take full advantage of the free 
time allowance, so that carload shipments, on the average, re- 
main on the team tracks in excess of two days and inbound 
less than carload shipments remain in the railroad freight houses 
an average of three days. 

Failure to load and unload cars promptly at industries and 
team tracks is another cause of terminal delay and congestion 





3“Relation of Highways and Motor Transport to Other Trans- 
portation Agencies.’”’ Report of Special Committee IV, C. of C. of 
U. S. Wash., November, 1923. 
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of freight terminals. These failures tie up a large amount of 
railroad equipment that could otherwise be moving freight. 
Failure to remove less than carload freight from the freight 
houses often results in such congestion that the equipment is 
held up and, moreover, causes a piling up of goods in the freight 
houses, with great resultant delay and confusion in locating anq 
removing shipments and a general slowing down of the entire 
freight-house operation. The unfortunate tendency of shippers 
to deliver their outbound goods at the freight house at the last 
moment produces the same effect. This, in turn, increases 
cartage and costs of delaying the vehicles used by shippers and 
consignees. 

The committee found that another practice involving waste. 
ful use of cars and contributing to congestion was that of in. 
dustries that have sidings loading less than carload traps or 
ferry cars. Such cars are generally loaded to only a small part 
of the capacity of the cars. They must be switched from the 
sidings of the shippers to transfer platforms or freight stations 
in the break-up yards of the rail carriers or elsewhere. Here 
the freight is rehandled by employes of the railroads and con- 
solidated into cars for the line haul movement. The railroads 
themselves also make similar use of cars for interchange of 
less than carload freight and, in some cities, for movement 
between local freight houses and general assembly and distribu- 
tion stations. 

The general demand for more and better rail transportation 


MOTOR FREIGHT SERVICE 


Automotive Vehicles Used in Competitive and Connective Serv- 
ices, Class II and Class III Carriers. Class Il Carriers—Operat- 
ing Revenues $100,000 to $1,000,000 per Annum. Class III Car- 
riers—Operating Revenues Less Than $100,000 per Annum: 


Motor Motor 
Vehicles Vehicles 
Used in Con- Used in Com- 
’ nection With petition With 
i Region R. R. Service R.R. Service 
New England 1 32 


Great Lakes : 54 
Central Eastern 203 
Pocahontas 

Southern 

Northwestern 

Central Western 

Southwestern 


*None reported. 


Table No. 3 


is insistent and the railroads are confronted by a serious ques- 
tion. They must either add to their present terminal facilities 
or find a way to move more freight into, out of, and through 
the existing terminal facilities. Enlargement or multiplication 
of terminal stations and team tracks in important terminal areas 
is practically impossible because of prohibitive cost, objection 
of municipalities to the expansion of railroad holdings in con- 
gested areas, and, furthermore, the additional traffic congestion 


that would result from greater centralization of freight vehicular 
traffic in the terminal areas. 


How the Motor Truck Can Relieve the Situation 


There are practically only two ways in which the railroads 
can correct the present terminal congestion: 


, 1. By adding to their present terminal facilities. This is prac- 
tically prohibitive because any enlargement or multiplication of the 
— of stations within terminal areas is attended with extreme 
costs. , 


2. By finding a way to pass more freight through the existing 
terminals. 


The utilization of the motor truck in the terminal-areas will 
help accomplish this in several ways: 


First, through the substitution of motor service for part of the 
services within the terminal area now performed by railroad equip- 
ment. This includes, among other things, the substitution of motor 
truck service for the railroad “trap car’ and “ferry car’ services, 
as well as the use of motors for the interchange of less than car- 
load freight between different rail carriers in the terminal zone and 
between local stations of the same carrier. 

_Second, through the complete elimination of certain rail services. 
This includes the handling by motor truck of all freight, carload as 
well as less carload, between industries within the terminal area and 
between various plants of the same industry; the motor handling of 
intra-terminal shipments of all kinds; and the transfer of traffic be- 
tween the terminal area and its tributary districts from rail to truck. 
The result of this substitution would be the elimination of virtually 
= the so-called switching services now performed by the rail car- 
riers. 

_ Third, through the establishment of organized cartage service 
instead of the present haphazard methods of receipt and delivery 
at the rail terminals. 

Fourth, through the establishment of comprehensive plans of store 
door delivery, which is often referred to as the complete transporta- 
tion system. 


; The plans of coordinating rail, electric railway, and steam- 
ship with motor freight services in the terminals will be dis- 
cussed in later articles of this series. 
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DOINGS OF THE TRAFFIC CLUBS 


The Oklahoma City Traffic Club held a meeting at the 
Skirvin Hotel May 23. The delegates to the annual meeting of 
the Associated Traffic Clubs of America, at Memphis, made their 
report. Plans for the summer picnic were discussed. 





The Traffic Club of Memphis will hold its “Third Annual 
Golf Tournament” at the Colonial Country Club June 6. The 
Traffic Club Loving Cup will be awarded to the person making 
the lowest gross score for the eighteen holes. Numerous other 
prizes will be given. 





A new traffic club, to be known as the Traffic Club of Harlem, 
is in the process of formation. It expects to draw its members 
from the Harlem and Bronx sections of Greater New York. The 
organization committee will appear before the monthly meeting 
of the Traffic Club of New York, May 31, to explain its plans 
and receive names of prospective members. 





The Mobile Traffic Club has succeeded the Mobile Traffic 
and Transportation Club. The new officers of the club are as 
follows: President, J. E. Paterson; first vice-president, C. G. 
Lang; second vice-president, Henry Wright; secretary-treasurer, 
E. E. Quincy. 





The Traffic Club of Atlanta sent the following telegram to 
Capt. Charles Lindbergh, May 21: “Heartfelt congratulations 
upon your glorious achievement.” 





The Traffic Club of El Paso has appointed an educational 
committee. F. H. Evers, traffic manager, The Mine and Smelter 
Company, has been named chairman. 





The Traffic Club of New York will hold its last regular 
meeting of the season at the Waldorf-Astoria May 31. The usual 
club dinner will be served and there will be a program of enter- 
tainment. 





The Traffic Club of Akron will hold its ‘“‘Tenth Annual Picnic 
and Golf Tournament” at the Congress Lake Country Club 
June 16. Seventeen golf prizes will be offered. There will be 
horseshoe pitching and other entertainment in addition to the 
golf. Luncheon and dinner will be served. 





The Transportation Club of Decatur has ratified the resolu- 
tion pertaining to industrial waste adopted by the Associated 
Traffic Clubs of America at its Memphis meeting. 





The Transportation Club of Louisville will take a “Sunset 
Excursion” up the Ohio on the steamer America June 18. There 
will be dancing. The proposed trip to French Lick has been can- 
celled. In the place of that there will be an outing at the 
Audubon Country Club August 23. Plans for that include golf, 
horseshoe pitching, and a baseball game between railroad men 
and industrial representatives. 





The Greater Binghamton Traffic Club held an inaugural 
dinner at the Hotel Bennett May 18. J. E. Kaiser, New York, 
general traffic manager of the International Business Machines 
Corporation, was the principal speaker. There were a number 
of short talks. Traffic men from New York, Buffalo, Rochester, 
Syracuse and numerous near-by cities were in attendance. The 
officers of the new organization are as follows: President, A. A. 
Gerlitz; vice-president, A. J. McPherson; treasurer, A. C. 
Puscher; secretary, J. A. Simmons; board of governors, E. A. 
Goodrich, W. O. Cooper, G. W. Hill, C. L. Post, F. C. Wheeler, 
and C. A. Seulley. 





The Traffic Club of St. Louis will hold its annual installation 
of officers at the Hotel Chase June 1. The address of Col. 


POSITIONS WANTED OR OPEN 


POSITION WANTED—Experienced traffic man with over twenty 
years’ rail and industrial experience desires position with industrial 
or transportation organization; thoroughly familiar with traftic con- 
ditions, rate structure in all territories, claims, classification matters 
and procedures before Interstate Commerce and State Commissions; 
consider location in eastern, central or southwestern part of country; 
salary $350 per month; best of reference as to character and ability. 
Address O. O. D. 32, care Traffic World, Chicago, Ill. 

















POSITION WANTED—Young man; college graduate, specialized 
in traffic management, transportation, etc.; well acquanited with 
I. C. C. rulings, rate and classifications, 24 years of age, two years’ 
industrial experience; conscientious, capable, and willing to start at 
bottom and advance by proven ability. Address A. R. T. 24, care 
Traffic World. Chicago. Ill. 


TRAFFIC MANAGER—Ten years’ railroad, eight years’ industrial 
experience. Thoroughly conversant with I. C. C. regulations, rates, 
claims, exporting; married; age 36; location no object. Address 
E. T. Z. 26, care Traffic World, Chicago, Il. 
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William M. Mumm, of Columbus, O., will be broadcast by station 
KFVE, 239.9 meters, at 8:00 p. m. 

The Traffic Club of Kansas City held a luncheon at the Hotel 
Baltimore May 24. There was a program of entertainment and 
a number of prizes were given. 





The Traffic Club of Houston held a luncheon at the Rice 
Hotel May 17. Officials of the Southern Pacific, in the city to 
confer on unifying the company’s operating system, were guests. 
Among those present were A. D. McDonald, New York, president 
of the Texas & Louisiana lines; Paul Shoup, San Francisco, 
president of the Pacific System; and Lewis J. Spence, New York, 
president of the Morgan Steamship Lines. R. C. Fulbright, 
traffic counsel of the Chamber of Commerce, spoke on “Pros- 
pective Developments and Transportation Legislation.” He sug- 
gested that, due to the large expense involved in carrying out 
its valuation program, the credit rating of the railroads be used 
by the Commission as a basis for an adequate return. 





The Savannah Traffic Club held its “Third Annual Ladies’ 
Night” at the Shriners’ Country Club, on Thunderbold River, 
May 19. The feature of the evening was the presentation of 
excerpts from the “Mikado.” There was dancing. 

The Indianapolis Traffic Club held the second of a series of 
educational meetings at the Spink Arms Hotel May 26. L. E. 
Banta, traffic manager, Board of Trade, spoke on “The Indus- 
trial Traffic Manager and His Possibilities.” ‘Mrs. Erwin Schu- 
maker, daughter of A. T. Byers, city freight agent, Big Four, 
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BALTIMORE, MD. 


GENERAL MERCHANDISE STORAGE 
Pool Car Distribution. Forwarding—Rigging 


BALTIMORE TRANSFER CO. 
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Two of the great fleet of 60 named Pennsylvania freight trains whose 


PENNSYLVANIA FREIGHT TRAINS, performing portation. But their greatest significance to industry 


like this week after week, are playing a vital 


lies in their remarkable regularity and dependability 
—in the fact that, during the entire month of March, 


part in the most important change in manu- {or example, they kept their schedules 98% of the time 


facturing and distributing 
practices made during the 
past 20 years. 


AMED like the great 
passenger trains, sched- 
uled as rigidly as the de luxe 
Limiteds, these Pennsylvania 
freights are the heralds of a 
new era in American trans- 











—a record that any de luxe 
flyer might be proud of. | 
This means that manufac- 
turers receiving materials of 
parts by Pennsylvania freigh 
_ trains can cut their inven 
tories to the bone and coun 
on replenishments almost a 
though they were bein 
brought into their plants b 
conveyor belts. __ 


The new role of the | 


Industrial Traffic Manager 


A few years ago the Industrial Traffic Manager 
was forced by circumstances to devote most of 
his time to a purely defensive fight for sufficient 
equipment. 

Now, with the enormous advances in railroad 
operating efficiency, he is able to concentrate al- 
most entirely on the constructive tasks of taking 
advantage for his company of every current de- 
velopment in freight schedules and service. 

In a great many cases this new activity of the 
Industrial Traffic Manager has resulted in econ- 
omies and profits equalling a very substantial 


return on the capital invested in the business... | 
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— This advertisement featuring the Pennsylvania 

Freight Service appears in the June issues of two 

widely-read business publications— Nation’s Busi- 
ness and System. 

It is designed to keep the public informed of the 

=. many new developments in freight transportation 
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March record for on-time performance was over 98% 

| : 

It means that shippers by these trains can now 

bell in territories which the elements of time and de- 

péndability had made inaccessible before. 

Insurance charges can be reduced materially. Break- 

age and spoilage have been cut almost in half. 

' Because of this great advance in efficiency of oper- 

ation, many manufacturers along the Pennsylvania 

are able to practice economies as Jarge as their total 

net profits of a few years ago. 

| Literally, these trains have become working parts 

of the manufacturing and distributing machinery of 

their patrons. Through rain and snow and blackest 

hight they have functioned day after day with a 
egularity and dependability that sets a new stand- 
rd in American railroading. 


RAILRO 


' 
; 


— 


—and to explain the part that the Pennsylvania is 
Playing in a new era of American business. 

Over 400,000 readers—many of them leaders of 
American industry—will read this advertisement 
and many others that explain interesting details of 
the Pennsylvania freight service. 
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“Spark Puc” 
Live Stock—Perishable Freight 
Cincinnati to Pittsburgh - 
and Seaboard Cities 


“Man 0’ War” 
Live Stock 
“Chicago to Seaboard Ciries 


“Tue PurrLe Emperor’ 
Perishable Freight 
(From Southern States) 
Washington to Buffalo 


“THe YANKEE” 
Perishable-Merchandise 
New England to Chicago 


“Tue Divipenp” 
Perishable-Merchandise 
Wilkes-Barre to Pietsburgh 


“Tue Biuz Goose” 
Perishable-Merchandise 
Seaboard Cities to Buffalo 


“THe SALESMAN” 
Merchandise 
Chicago to Buffalo 


“Tue Packer” 
Perishable Freight 
Chicago to Seaboard Cities 


“THe RELIABLE” 
Perishable-Merchandise 
Chicago to Columbus 


“Tue Mascor” 
Merchandise 
Chicago to Pittsburgh 


“Tue CINCINNATUS” 
Merchandise 
Cincinnati te Seaboard Cities 


“THe CRACKAJACK” 
Merchandise 
Buffalo to Seaboard Cities 


_. “THe Bison” 
Lice Stock— Perishable 
Buffalo to Seaboard Cities 


“Tue Butt Doc” 
Merchandise 


Akron to Seaboard Cities 


“Tue CoLoneL” — 
Perishable-Merchandise 
Chicago to Louisville 


“Tue Bic SMOKE” 
Merchandise 
Columbus to Chicago 


Carries more passengers, hauls 


Among the Pennsylvania Freight Trains _ 
whose regular, dependable performance has _ 
earned them distinctive names are: 


Detroit to Seaboard Cities 


= St. Louis to Seaboard Cities 


'_E. St. Louis to Seaboard Cities 
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_ “Tue Gas ‘Wacon” 
= Merchandise 







“Tue Inon MasTER” 
Merchandise 
Pittsburgh to New York 







“Uncie Sam” 
Perishable Freight 







“Tue Vamp” 
Merchandise 
Cincinnati to Chicago 









“Tue Eacie” 
Perishable-Merchandise — 
Cleveland to Seaboard Cities 


“Tur GREYHOUND” 
; Live Stock 
E. St. Louis to Seaboard Cities 









“Tue Eciipse” 
Merchandise 







“THe TRAILBLAZER” 
Merchandise 
E. St. Louis to Pictsburgh 







“Tue THOROUGHBRED” 
Live Stock 
Indianapolis to Pittsburgh 
and Seaboard Cities 











“Tue Butter” 
Perishable Freight 
Indianapolis to Seaboard Cities 





“Tue Cat Birp” 
Perishable-Merchandise 
Norfolk to New York 


“Tue PREMIER” 
Live Stock 
Pittsburgh to Seaboard Cities 


“Tue CHAMPION” 
Perishable-Merchandise 
Pittsburgh to Wilkes-Barre 


“THE ORIOLE” 
Perishable Freight = 
(From Southern States) : ‘4 
Washington to New York $1 


“Unc_e Remus” 
Perishable Freight 
(From Southern States) 2 Fe 
Washington to Boston ae V 


“THe ACCELERATOR” 
Merchandise 
Toledo to Pittsburgh — 


Bee 





more freight than any other — oF 
railroad in America * 7 7 * 


[| 
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sang several songs, accompanied by Miss Vivian Wiley. 
M. Edward Kienappel, general agent, Matson Navigation Com- 
pany, showed moving pictures of Hawaii, New Zealand, and 
Australia. H. J. Irwin, traffic manager, Acme Evans Company, 
was responsible for the distribution of twelve prizes, said to be 
worth a lot of “dough,” in the form of sacks of E-Z Bake flour. 





The Transportation Club of Saint Paul held a luncheon at 
the Saint Paul Hotel May 24. The Rev. Gilbert L. Wilson, 
lately returned from Mexico, after a stay of a year, spoke on 
“Situations in Mexico.” 





The Junior Traffic Club of Chicago will hold an “Illinois 
Central Night” in the club rooms of the Traffic Club of Chicago 
June 2. W. Haywood, general freight agent, Illinois Central, 
will speak on “Freight Traffic Solicitation’; and E. G. Borton, 
director of advertising of the La Salle Extension University, 
will speak on “Getting Ahead in Traffic.” There will be a pro- 
gram of entertainment. 





The Pacific Traffic Association held a meeting at the Palace 
Hotel, San Francisco, May 24. William C. Fitch, freight claim 
agent of the Southern Pacific, who was the club’s delegate to 
the annual meeting of the Associated Traffic Clubs of America 
at Memphis, made a report. The program included “A Trip to 





Photo by Harris & Ewing 
DONALD D. CONN 


and Through Hawaii,’ via motion pictures and lecture, pre- 
sented through the curtesy of the Matson Navigation Company. 





The Women’s Traffic Club of San Francisco held its last 
regular business meeting prior to the summer vacation at the 
Women’s City Club May 19. There was a large attendance at 
the club’s dance held on the liner Harvard, May 23. Prizes 
were given at the card tables and in dance competitions. 





The annual meeting and outing of the Bridgeport Traffic 
Association will be held June 22. The nominating committee 
will present the following nominations: President, W. H. Pease, 
Bridgeport Brass Company; vice-president, L. R. Ahern, Colum- 
bia Phonograph Company; treasurer, S. J. Heneghan, Bridge- 
port Hardware Manufacturing Corporation; secretary, Alpheus 
Winter, Manufacturers’ Association; executive committee as fol- 
lows: H. J. Benzie, General Electric Company; E. L. Warner, 
American Chain Company; S. E. Sanford, Harvey Hubbell, Inc.; 
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J. 'M. Stuart, American Tube & Stamping Company; and James 
L. McIntyre, Standard Oil Company. 





The Twin City Women’s Traffic Club held an “Education 
Day” luncheon at the Nicollet Hotel May 26. Mrs. W. W. Rem. 
ington, author of “Over the Tea Cups” and other works, spoke on 





H. G. TAYLOR 


“Educating for a Business Career.” An address of welcome was 
made by G. R. Martin, president of the Traffic Club of Minne- 
apolis, with response by Miss Blanche L. Hollister, general 
chairman arrangements of the women’s traffic club. Mrs. 
Mynoma DeGroff, president of the club, spoke on “Echoes from 
the Memphis Convention.” There was a program of entertain- 
ment. 





The Canton Traffic Club will hold its Eighth Annual Outing 
at the Lakeside Shrine Club June 21. 





Our members and guests of the Traffic Club of Kalamazoo 
were entertained by a program put on by the Lee Paper Com- 
pany of Vicksburg at the Columbia Hotel, May 17. Attorney 
Harry C. Howard, of Kalamazoo, was the chief speaker. C. E. 
Manigold, of Vicksburg High School, served as toastmaster and 
gave a demonstration of rapid mental calculation. The music 
was furnished by a male quartette and the High School Orches- 
tra of Vicksburg. Traffic Manager R. G. Chew of the Lee Paper 
Company had charge of the arrangements. The club’s activities 
will cease for the summer following the next social event June 
21, when the Beckwith Company, of Dowagiac, will entertain the 
club members and guests with a golf party in the afternoon 
and a program in the evening. 


TAYLOR SUCCEEDS CONN 


The board of directors of the American Railway Association, 
meeting at Atlantic City, May 26, announced the appointment 
of Harry G. Taylor, chairman of the Nebraska State Railway 
Commission, as manager of public relations of the car service 
division of the association, effective July 1. Mr. Taylor suc- 
ceeds Donald D. Conn, who has resigned, effective July 1, to 
become director of the California Vineyardists’ Association, 
with headquarters at Fresno and San Francisco. 

Mr. Taylor, a former president of the National Association 
of Railroad and Utilities Commissioners, has been a member of 
the Nebraska commission since 1913. He is chariman of the 
Central States Shippers’ Regional Advisory Board. The an- 
nouncement of the appointment said Mr. Taylor had made a 
study of the agricultural situation and its relations to trans- 
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The Port of Houston, Texas 
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portation for years and that he was recognized as one of the 
foremost authorities on that subject. 

The association of which Mr. Conn will become director 
has a membership of approximately thirty thousand growers 
of grapes. ‘ 

In the five years that Mr. Conn has been with the car service 
division he has devoted his time to the organization and de- 
velopment of the shippers’ regional advisory boards now estab- 
lished throughout the country. He was a pioneer in that move- 
ment and the success of the regional boards is regarded as an 
achievement to his credit. 


Personal Notes 





E. H. George has been appointed special traffic representa- 
tive of the Wabash at Chicago. Frank Gage has been appointed 
division freight agent at Chicago, succeeding Mr. George. 

W. H. Simpson has been appointed auditor, Fort Smith & 
Western, succeeding H. B. Herendeen, who died. 

Charles McNicholl has been appointed traffic manager 
American Bridge Company, Pittsburgh, effective June 1. 

E. B. Williamson has been appointed vice-president of the 
Campbell’s Creek Railroad, with offices at Washington. 

The following appointments on the Mississippi Central and 
the Louisiana & Arkansas will be effective June 1: Elmer M. 
Gray, commercial agent, Louisville; W. W. Akers, Jr., traveling 
freight agent, Atlanta; W. O. Cone, traveling freight agent, 
Atlanta. 

L. A. Guerra, traffic manager, Pan-American Petroleum Com- 
pany, Los Angeles, spoke on “Freight Rates and Procedure before 
the Interstate Commerce Commission” at Metropolitan College, 
Los Angeles, an extension of the University of Southern Cali- 
fornia, May 16. Mr. Guerra is a member of the advisory board of 
the national transportation fraternity, Sigma Beta Chi. His 
talk was made in pursuance of the educational program of that 
organization. Metropolitan College has instituted courses in 
traffic management, under the direction of Earl W. Hill and in 
cooperation with the transportation fraternity. 

James H. Drake, general freight agent and assistant sec- 
retary of the Southern, died at his home in Richmond, Va., 
May 21. He was seventy-nine, the oldest official of the Southern, 
having been with it nearly 50 years. 

Theodore F. Lips, special agent of the claim department of 
the Merchants and ‘Miners Transportation Company, Baltimore, 
died at his home May 19. 

Effective June 1, G. B. Hemphill will be in charge of the 
traffic and sales service department of the Brewerton Coal Com- 
pany, Chicago. Robert F. Spoonholtz will succeed him as man- 
ager of the traffic department of the Chicago Coal Merchants’ 
Association. 

KE. T. Miller, general solicitor of the St. L. & S. F., has been 
appointed to the newly created office of vice-president and gen- 
eral solicitor. 

More than 250 railway traffic officers gathered at the Cavalier 
Hotel, at Virginia Beach, Norfolk, Va., May 24, for the thirteenth 
annual traffic department reunion of the Norfolk & Western 
and Winston-Salem Southbound railways. Included in the group 
were freight and passenger traffic men from all parts of the 
country. The program was designed to promote discussion of 
ways and means of improving the freight and passenger trans- 
portation service rendered by the Norfolk & Western. The 
annual banquet was held in the evening, following which traffic 


officials from various parts of the country were called on for 
short talks. 


SOUTHWEST ADVISORY BOARD 


The Southwest Shippers’ Advisory Board held its fourth an- 
nual and fifteenth regular meeting at Amarillo, Texas, May 21. 
An important feature of the meeting was a thorough analysis of 
the wheat crop prospects and related factors in Texas and Okla- 
homa, and, to some extent, in Kansas. 

With a realization of the additional transportation demands 
in the handling of this crop, due to the extensive use of the 
combine harvester, the railroad representatives gave assurance 
that a large supply of grain cars would be mobilized in advance 
of the movement, and a program set up, as was done last year, 
to provide for the prompt return of these cars to grain producing 
territory as soon as releases are effected at destinations. A num- 
ber of locomotives will be transferred from other divisions to 
grain territory so that there will be no avoidable delay to this 
= between the grain fields and terminal and port destina- 

ons. 

The elevator people told of increased facilities and the over- 
hauling of present facilities in order that no unnecessary delin- 
quency might be charged to them. The producers told of the 
probable production in sight, the amount of additional farm 
storage provided since last year, the increased number of com- 
bine machines that will be in operation, and other factors in- 
cident to the harvesting and marketing of their crops. 
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It was the consensus of the grain interests that the wheat 
crop in Oklahoma this year would be between forty and fifty 
million bushels, between thirty-five and forty per cent under the 
record production of last year, and that the Texas yield would 
probably not exceed twelve million bushels, about thirty per 
cent of last year’s production, the decreases being due to insect 
infestation and hail damage, to a considerable extent, but mostly 
to severe drought conditions in north Texast and northwest 
Oklahoma for the last sixty days. 

It was brought out, however, that Kansas, Nebraska, and 
other western states had good wheat crops in prospect, by rea- 
son of which an export movement through Gulf ports this sea- 
son closely approximating that of 1924 was thought possible. 
Although indications point to a production in the southwest ap- 
preciably less than a year ago, the movement, while it lasts, may 
be nearly as heavy, as a result of the increased use of the com- 
bine harvester. 

Notwithstanding the cotton situation of last year and floods 
in southwest territory, the commodity committees presented op- 
timistic reports of business possibilities for the balance of the 
second quarter. These reports indicated an increase of 10 per 
cent in shipments of grain, particularly for export, in the bal- 
ance of May and for the month of June; an increase of 5 per cent 
in shipments of grain products; 35 per cent in cotton shipments; 
7 per cent in cottonseed products; 15 per cent in fruits and vege- 
tables; 8 per cent in petroleum and petroleum products; 5 per 
cent in sugar and molasses; 7 per cent in cement; 15 per cent in 
brick and clay products; 5 per cent in paper and paper products, 
and 7 per cent in shipments of salt. The only decreases antici- 
pated were in shipments of livestock, expected to be 20 per cent 
less than last year; sand, gravel, and stone, 10 per cent less; 
lumber and forest products, 9 per cent less; fertilizer shipments 
25 per cent. 

It was said that, while regular crops in the flooded areas of 
Arkansas, Mississippi and Louisiana might be largely abandoned 
for this year, there would be considerable property replacement 
and heavy repairs would have to be made to roadways and 
levees in those sections, which would bring about a substantial 
increase in certain lines of business in those areas. 

Cotton prices have reached higher levels, which has given 
some encouragement to those of that industry and to business 
generally. Oil production continues at a higher rate than at any 
previous time, with producing areas constantly expanding, all of 
which, it was said, points to good business conditions through- 
out most of the southwest in the summer months. 

No set speeches were arranged for but short talks were 
made by a number of those present touching on general business 
conditions and other phases of the industrial situation. 


Officers were elected as follows: W. M. Maddox, general 
chairman; F.. A. Leffingwell, alternate general chairman; A. J. 
Stone, general secretary and C. P. Wasson, assistant secretary. 

The board voted to hold its next meeting in September, at 
Beaumont, Texas. 


NATIONAL WAREHOUSING MEETING 


The western division of National Warehousing, Inc., held its 
first meeting at the Alexandria Hotel, Los Angeles, May 16. Al 
T. Gibson, president of the Lawrence Warehouse Company, San 
Francisco, presided. 

The meeting was called by the secretary of the national 
organization, Sidney J. Beer, for the purpose of presenting to the 
members the details of a plan for an aggressive campaign on the 
Pacific Coast. Motions were adopted to the effect that the 
national organization should establish display rooms for manu- 
factured products and raw materials, housed in the member 
warehouses, at various points over the country and that the 
warehousemen arrange for representation through sales organ- 
izations of manufacturers who use the service of the ware- 
house organization. It was further stipulated that the markets 
of the coast should be investigated and the opportunities they 
afford made known to manufacturers. 

As a result of a request of the Pacific Coast Canners and 
Furniture Manufacturers, a motion was adopted to the effect that 
the warehouse organization should make a survey covering the 
cost of distribution of those products in the principle cities of 
the United States, and that information on the following points 
be provided. A survey of the principal markets of the United 
States; the towns best served from each city; transportation 
facilities by rail, steamer, and truck; class rates to adjacent 
towns from each city; population and purchasing power per 
capita of each city; analysis of sales and distribution methods; 
spot warehouse stocks as a solution of the distribution problem; 
financing through warehouse receipts; distribution direct from 
the factory to the customer’s store door. 

It was decided to maintain a publicity and service depart- 
ment at the Los Angeles Warehouse Company, for the purpose 
of distributing authentic information concerning the western 
territory. A similar service, it was said, would be maintained 
by F. J. Tully, at New York, and by A. J. Weiderin, at Chicago. 

It was ordered that applications for membership be received 
from warehouses in Salt Lake City, Houston, Philadelphia, 
Buffalo, Rochester, Syracuse, Oklahoma City and Milwaukee. 


May | 





a 
‘ 


D 

















THE TRAFFIC WORLD 1415 


MUSKOGEE, OKLAHOMA 


2 Fireproof Warehouses 


Merchandise and Household Goods Stored 
Pool Cars Distributed — Railroad Siding. 


MUSKOGEE TRANSFER & STORAGE CO. 


May 28, 1927 





MERCHANDISE STORAGE and 
POOL CAR DISTRIBUTION 


Warehouse Located in Heart of Railroad District and Jebbing Trade 


FEDERAL COMPRESS & WAREHOUSE COMPANY 


589 South Front Street, MEMPHIS, TENN. 


DENVER, COLORADO | 
Kennicott-Patterson Warehouse Corporation 


STORAGE AND DISTRIBUTION OF 
Merchandise and Household Goods 
Serving many large National Distributors. Write us for information and rates 
1700 Sixteenth Street, DENVER, COLORADO 


TERMINAL 


BUILOS BETTER BUSINESS 


MERCANTILE WAREHOUSING AND DISTRIBUTING 


JACKSONVILLE, FLA. waa p 





WIESENFELD WAREHOUSE COMPANY arke | 


General Merchandise Storage and Distribution. °o 
Prompt and Intelligent Service. D WAREHS OUSES ites cost than @ 
References: Any jobber, banker or transportation man in the city. ECATUR< ILLINOIS Cui Wee 


DEEP WATER AND RAIL CONNECTIONS ; IS TRIBUTIEN <--> WARE 


TERMINAL WAREHOUSES OF ST. JOSEPH, Inc. 
ST. JOSEPH, MISSOURI 










LOCATED TO RENDER HOTEL COSMOPOLITAN 
corneas Genmieds DENVER, COLORADO 
AND FORWARDING Opened June 5, 1926 460 ROOMS WITH BATH 














SERVICE 


1857 CHICAGO 1927 i ‘ ” 
MTCC M MLL NERRRIM| | 2 Leadine Hotel of Denver 


1020 SOUTH CANAL STREET EVERY EVENING 


70 YEARS’ EXPERIENCE 
Teaming — Motor Trucking — Carload Distribution CALVIN H. MORSE, Manager 


The Largest and Finest Hotel in the State 





C. S. PRYOR, Ass’t Manager 








PACKAGE. PROTECTION 


Use “MAQUAS” Gummed Sealing Paper 


HUDSON BAG CO., INC., Scholes, Bogart and Meserole Sts., BROOKLYN, N. Y. 
(The only manufacturer of tape producing the paper and gumming it) 


oon oma mummes sewers ___ THRU RATES AND 






“trot sm ww? ~—-« DIRECT WATER ROUTES 
So WESTERLY from ge nlite 


Cc. F. Ans W. T. L., Inter-Mountain, 


Tat = boat seniice to South and Southwest 
PumNTS WEST CN STORE DOOR DELIV CLYDE, OLD DOMINION, SAVANNAH, 
i A LONG ISLAND crook om ueron mus {7 C MALLORY and MORGAN S. S. LINES 
TO ALL POINTS SOUTH BOAT AND RAIL THAMES RIVER LINE. INC., PIER 32 E. R.. NEW YORK CITY. ERNEST E. FUCHS, President 


S00 TERMINAL WAREHOUSES 


Storers and Distributors 


CHICAGO, ILL. 


LOCATED NEAR LOOP 





MERCHANDISE sp aoe woh eae Ee 
Chocolate and other candies stored and to Aurora and Electric 
all year round. Space for Rent 


Cool Temperatures 
THE ECONOMICAL WA Y” 
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CANADIAN CAR LOADING 


Car loadings for the week ended May 14 amounted to 62,050, 
which was an increase over the previous week of 588 cars, but, 
due to much lighter grain loadings in the western division, they 
were less than in 1926 by 1,352. The earlier opening of naviga- 
tion this year advanced the grain movement; also the wet 
weather last week affected the loading. Coal, lumber, other 
forest. products and merchandise were all heavier in both divi- 
sions than last year. Pulp and paper was lighter in the east- 
ern division by 312 cars, and ore loading was lighter in both 
divisions. 


CARS OF REVENUE FREIGHT LOADED ON CANADIAN 
RAILWAYS 
EASTERN CANADA 


—For the week Ended—, 
May 14, May 7, . May 15, 



























































Commodities 1927 1927 1926, 
Gram and Grain Products. .......ccccssces 2,819 3,488 4,045 
Live Stock 1,168 1,065 1,046 
Coal 4 5,171 5,527 4,145 
Coke : 287 375 319 
Lumber 2,889 2,694 2,530 
Pulpwood 1,576 1,484 1,603 
UNMIS 5 2s o'dsd'a'.0ie o's 4.08 Daetoowaers 1,943 1,919 2,255 
Other Forest Products...........cceeccees 1,068 1,007 1,051 
OR SS A EE See ayer aie away 1,023 1,001 1,189 
I Ee H, Ble e ciate ee ornrbecionet 13,246 12,916 12,812 
EME 6 do. 0 es cca eh Ge ose dis dbee-nceaee 11,782 11,899 11,522 

Total Cars Loaded..............0ce0% 42,972 43,375 42,517 

Total Cars Received from Connections 36,523 35,581 35,538 

WESTERN CANADA 

Grain and Grain Products............... 4,845 4,263 7,132 
EI iui a oie b.47s va Sie-< 8 crecldnaweneeewe 689 727 828 
oo gE PS eee 926 905 612 
dh acest gia side ein+ 8: 6-cOb piatewaae abide tea’ 32 39 64 
SS Re Ee IS Seen watt eon Ae 1,323 1,164 1,135 
ED © igi «dice sin wide hate ecwgie-diextie week acecda: at 98 64 48 
UE OMI oo wha. «o.00'e S ece-s oe ware aiare Ore 202 288 189 
RJemOr DOWSRt PYOGUGtIS...0. ccc cccccccwccese 1,944 1,734 1,739 
at hth Wea e ak Slav dcd Adie wie Wikns. w dresera-are-w wre oaakeete 770 742 832 
ee, a Ooo 8 iin i cles nc bo c'e' ieee aa 4,648 4,556 4,372 
er PO re eer ee 3,601 3,805 3,934 

pe err 19,078 18,287 20,885 

Total Cars Received from Connections 2,728 2,992 2,525 

TOTAL FOR CANADA 

Grain and Grain Products..........cceee. 7,664 7,751 13,177 
NE a 5o oC Ssa tate oiea Gia 6 dia agi wane eevee 1,857 1,792 1,874 
EN. gs RAS @ aibalaale- Sieve ek cles RHE Ono oleedlels 6,097 6,432 4,757 
EY aR aii nics cia ech oe aneoe asd a eaadaceces ecco 319 414 383 
CS EE er ee eae 4,212 3,858 3,665 
a into: oan las Gia a'o a pd bau disease wee 1,674 1,548 1,651 
OEE OS Se ane eee 2,145 2,207 2,444 
Other Forest Products 3,012 2,741 2,790 
Dine cei d aia wre dcwiatp male W cis 'ecine de oars . <2) 1,743 2,021 
IE (Ors. Bins. o:5; « cip'werartsmsawierelecereibie 17,894 17,472 17,184 
CO ee er 15,383 15,704 15,456 

(x De ee 62,050 61,662 63,402 

Total Cars Received from Connections 39,251 38,573 38,063 


CUMULATIVE TOTALS TO DATE 


1927 1926 

Grain and Grain Products. .......cecsec 150,394 130,147 
RINE 6 c.0 Gcs9-h.0r'd 6% areal sw Ge dene begeUltee 38,400 38,889 
oie dn cues We nara 5p eRe RE se Reta ene ee es 118,907 83,711 
NE aire vals vine PAGE EREEELAEE HEM becgateee 6,632 8,465 
EE ich: eared traid &: cube cod asa eRe e eae 63,519 63,867 
EL, 0.0 o We Oeicttet sad 6G daw teademeeleeune 85,451 63,798 
TS 8 ee er errr 42,274 49,018 
Chee WOUGWE PROGUCS. 0 occ cctccceecesis 61,876 65,949 
See SOE ee eee 27,471 27,685 
Ga Me Manassa ceo cnet cs cdevwe ee 316,275 295,822 
EE oo a tcacud nekes sree Cae hee oes 238,356 228,409 
py RY ee ere ee ere 1,149,555 1,055,760 
Total Cars Received from Connections 745,577 712,267 


CANADIAN BOARD ORDERS 


The Board of Railway Commissioners for Canada has issued 
the following orders (see Traffic World, May 14): 


Upon its appearing that certain tariffs and supplements filed 
with the Interstate Commerce Commission did not reach Washington 
in time to give the 30 days’ notice required, and were also rejected 
by this board to preserve uniformity of filing of international sched- 
ules, the board orders, that the applicants be and are hereby per- 
mitted to file, effective May 14, 1927, tariffs and supplements in lieu 
of the following which have been rejected, namely: Canadian National 
Railways, C. R. C. No. E-1190; Supplement No. 1 to Canadian National 
Railways’ C. R. C. E-1182; Supplement No. 2 to Canadian National 
Railways’ C. R. C. E-1182; Supplement No. 1 to Canadian National 
Railways’ C. R. C. E-965; Supplement No. 1 to Grand Trunk Rail- 
way’s C. R. C. E-79; Supplement No. 1 to Canadian National Railways’ 
C. R. C. E-1037; Supplement No. 1 to Grand Trunk Railway’s C. R. 
C. E-102; Supplement No. 1 to Canadian National Railways’ C. R. C. 
E-1091; Grand Trunk Railway Tariff C. R. C. E-123; Grand Trunk 
Railway Tariff C. R. C. E-122; Supplement No. 3 to Grand Trunk 
Railway’s C. R. C. E-4770; Supplement No. 81 to Grand Trunk Rail- 
way’s C. R. C. E-4219; Supplement No. 3: to Grand Trunk Railway’s 
Cc, R. C. H-4232; Canada Atlantic Transit Company’s C. R. C. T-105; 
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— No. 1 to Canada Atlantic Transit Company’s C. R. ¢C. 
T-102. 

Railway companies under the jurisdiction of the board are di- 
rected to show cause why a general order should not issue requiring 
all such railway companies to odserve and perform the directions 
given on bills of lading by shippers, as to’ the routing of traffic, when 
routing is opened under the tariffs in force. I am further directed 
to state that all railway companies are required to file, within twenty 
days, their respective submissions showing cause against such an 
ordev, after filing of which the matter will be set down for hearing 
at a convenient date. 


LUMBER SHIPMENTS 


There was apparently little change in the softwood lumber 
industry the week ended May 21, when compared with reports 
for the previous week, according to reports received by the 
National Lumber Manufacturers’ Association. Allowing for the 
smaller number of reporting mills, the volume of new business 
for the week was probably considerably larger, with shipments 
and production somewhat more. The corresponding period last 
year still shows considerable decreases in all three factors. 

The hardwood operations continue to show heavy decreases 
in production in the lower Mississippi Valley, compared with 
last year, due to the floods. Shipments record a heavy increase, 
and new business a nominal decrease from last week’s figures, 
while as compared with last year shipments are heavier and new 
business less. 

The following table compares the lumber movement, as re- 
flected by the reporting mills of seven softwood, and two hard- 
wood, regional associations, for the three weeks indicated; 000’s 
omitted: 


Corresponding Preceding Wk., 

Past Week Week, 1926 1927 (Revised) 

Soft- Hard- Soft- Hard- Soft- Hard- 

wood wood wood wood wood wood 

| ee eee 282 169 372 162 299 174 
Production ...... 184,224 17,842 251,744 25,184 190,813 18,117 
Shipments ....... 195,303 26,643 286,233 23,612 204,592 24,208 
COWES . ceccneesses 200,957 26,225 264,250 27,610 201,727 26,266 





*Fewer west coast mills are reporting this year; to make allowance 
for this add 24,000,000 to production, 27,000,000 to shipments and 27,- 
000,000 to orders in comparing softwood with last year. 


The following revised figures compare the lumber movement 
of the same regional associations for the first twenty weeks of 
1927 with the same period of 1926; 000’s omitted: 


Production Shipments Orders 
Soft- Hard- Soft- Hard- Soft- Hard- 
wood wood wood wood wood wood 
ND act eiescistiiteextacee 3,781,898 564,200 3,955,248 611,088 4,069,758 639,359 
| eee 4,515,708 561,449 4,700,135 535,744 4,721,371 543,210 


tSoftwood totals not comparable because of smaller number of 
reporting mills this year. 


FRUIT AND VEGETABLE SHIPMENTS 


Shipments of leading lines of fruits and vegetables the week 
ended May 21 totaled 15,171 cars, as compared with 15,413 cars 
(revised) the preceding week, and 17,321 cars in the corres- 
ponding period of 1926, according to the weekly statement of 
the Bureau of Agricultural Economics of the Department of Ag- 
riculture. Shipments were reported as follows: 


Apples, 584 cars; asparagus, 75 cars; cabbage, 463 cars; can- 
taloupes, 440 cars; imports, 10 cars; cauliflower, 72 cars; celery, 185 
cars; imports, 13 cars; cherries, 24 cars; cucumbers, 392 cars; egg- 
plant, 17 cars. imports, 7 ears; grapefruit, 374 cars; imports, 26 
cars; green peas, 228 cars; lemons, 443 cars; mixed citrus fruit, 96 
cars; lettuce, 647 cars; mixed vegetables, 714 cars; imports, 12 cars; 
onions, 441 cars; imports, 12 cars; oranges, 1,465 cars; imports, 3 
cars; peaches, 29 cars; spinach, 32 cars; peppers, 73 cars; imports, 
7 cars; strawberries, 2,367 cars; string beans, 285 cars; sweet po- 
tatoes, 245 cars; tomatoes, 1,142 cars; imports, 57 cars; watermelons, 
240 cars; imports, 7 cars; potatoes (1927 crop), 2,711 cars; potatoes 
(1926 crop), 1,387 cars; imports, 312 cars. 


COAL PRODUCTION AND SHIPMENT 


Production of bituminous coal the week ended May 14 was 
estimated by the Bureau of Mines of the Department of Com- 
merce at 8,384,000 net tons, an increase of 199,000 tons over the 
output for the preceding week. Anthracite production was esti- 
mated at 1,999,000 net tons, an increase of 124,000 tons over the 
output for the preceding week. 

Tidewater bituminous coal shipments the week ended May 
14 were reported as follows: From Hampton Roads, 393,209 
tons, of which 211,743 tons were for New England delivery; 
from Charleston, S. C., 10,249 tons. 

Bituminous coal dumped into vessels at Lake Erie ports the 
week ended May 15 totaled 1,117,558 net tons. Anthracite 
shipped from Lake Erie ports the week ended May 15 totaled 
19,795 net tons. 

Cars of coal forwardd over the Hudson to eastern New York 
and New England the week ended April 23 were reported as fol- 
lows: Bituminous, 1,653 cars; anthracite, 2,493 cars. 


The abstracts of tariff filings, rejections, suspen- 
sions, etc., as printed in each issue of THE DAILY 
TRAFFIC WORLD enable subscribers always to be 
sure their tariff files are up-to-date. 


May 
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Southern Steamship Company 


OPERATING FAST FREIGHT SERVICE 
BETWEEN 


Philadelphia, Pa., and Houston, Tex. 


SAILINGS: 
From Philadelphia. ..Wednesdays and Saturdays 
From Houston........ Mondays and Thursdays 


Low Rates Quick Dispatch Thru Package Cars 


GENERAL OFFICES: 
321 Commercial Trust Bldg., PHILADELPHIA, PA. 


Tripp Warehouse Company 
MERCHANDISE STORAGE 
POOL CAR DISTRIBUTION 
Centrally Located in Shipping District 
Motor Truck Delivery No Trap Car Delays 
“Service That Satisfies’’ 





SWITCHING 


LOW 
INSURANCE 
RATES 


ESTABLISHED 
1889 


GENERAL WAREHOUSING AND DISTRIBUTION. NEGOTIABLE 
WAREHOUSE RECEIPTS. MOTOR TRUCK AND TEAM SERVICE 


0. K. TRANSFER & STORAGE CO. 





W an ae a 
With our experience warehouse 
Complete record ef all shipments 


Your shipments can be financed through our 


THE TRAFFIC WORLD 


Direct from ships’ holds to warehouse, by means of electric conveyors, with one handling :—No trucking, switching or draying. 
eo ot =e epee A et Ss 
we are familiar with the requirements necessary te the proper of your shipments. 
mafied same day of movement. Daily stock reports furnished, if desired. 
negotiable warehouse receipts. 


BINYON SHIPSIDE WAREHOUSE CO., Inc., HOUSTON, TEXAS 


PANAMA MAIL 8.8. CO. 


Fast Freight and Passenger Service 


Scheduled Sailings via Panama Canal 
From—SAN FRANCISCO AND LOS ANGELES 
To—HAVANA AND NEW YORK 


EASTBOUND SAILINGS 


From San Francisco From Los Angeles 


S. S. ECUADOR................ June 11 June 13 
S.S. COLOMBIA.............. July 9 July 11 
S. S. VENEZUELA .... ........ July 30 Aug. 1 


Also regular sailings for Mazatlan, Manzanillo, Cham- 
perico, San Jose de Guatemala, Acajutla, La Libertad, La 
Union, Corinto, Amapala, Puntarenas, San Juan del Sur 
and Balboa, Cristobal (Panama) and Buenaventura. 

Trans-Shipment at Panama for South America and European Ports 


OFFICES 
350 Marquette Bldg., Chicago, Ill. 2 Pine Street, San Francisco, Cal. 
10 Hanover Sq., New York, N.Y. 548 S. Spring St., Los Angeles, Cal. 





NEW TEX LINE 


Differential Rates 


Weekly Service to Houston, Texas 


From Pier 1, North River, New York, Saturday noon 
B. & O. Pier 7, Locust Point, Baltimore, Monday 
Southgate Terminals, Norfolk, Tuesday 


For Information Apply To 


New England, New York & Texas 
Steamship Corporation 
17 Battery Place, NEW YORK, N. Y. 


Cotton Exchange Building Sa | aly on ” 
Houston, Texas Norfolk, Va. 
Dallas National Bank Building The Cottman Co., Agents, 

llas, Texas Baltimore, Md. 





WAREHOUSE 
“Service That Will Satisfy” 


THE MERCHANDISE STORAGE CO. 
U. S. BONDED 


COLUMBUS, OHIO 
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INTERCOASTAL AGREEMENT 


The Trafic World Washington Bureau 


A new co-operative agreement submitted by eleven of the in- 
tercoastal lines has been approved by the Shipping Board. The 
agreement covers both west and east bound freight traffic and 
is designed to promote co-operation among the carriers in the 
matter of observance of rates and practices. Any carrier en- 
gaged in the trade is eligible for membership on consent of 
three-fourths of the members and any member may be eliminated 
from membership provided reasonable cause is shown by a 
three-fourths vote. The agreement is effective for a six months’ 
period dating from the board’s approval, May 24. Arbitration 
in the event of breach of the agreement by any member is pro- 
vided for. On consent of the alleged offending member the con- 
ference, a committee thereof, or a specified individual, may settle 
disputes. The members agree that four times the amount of 
freight moneys or other compensation received by the offending 
member shall be the limit to which the other members shall be 
compensated for breach. On westbound traffic the carriers 
agree to pool their earnings over six months’ period. The pool- 
ing arrangement calls for the division of earnings among the 
lines on the basis of the tonnage handled by the individual 
members. 

The lines parties to the agreement are as follows: American- 
Hawaiian Steamship Company, Arrow Line, California and East- 
ern Steamship Company, Dollar Steamship Line, Luckenbach 
Steamship Company, Munson-McCormick Line, Ocean Transport 
Company, Inc., Panama Pacific Line, Quaker Line, Transmarine 
Corporation, and Williams Steamship Company. 

ae ae 


INTERCOASTAL RATE CASE 


The rehearing of the Shipping Board, May 23, in its inter- 
coastal rate investigation, did not last long. Representatives 
of intercoastal steamship lines advised the board that the com- 
panies would file new schedules of maximum rates with the 
board and the board announced that, in view of that decision, 
it would vacate its order in the original proceeding requiring 
the steamship lines to file with the board rates that were in 
fact maximum rates. The old schedules, which were found 
unlawful by the board, were, in the main, the equivalent of the 
transcontinental all-rail rates that were in effect in 1920. The 
rates quoted in the old schedules were far in excess of the 
rates actually charged. It is now the intention of the steamship 
companies, it is understood, to file schedules of rates more nearly 
in line with actual maximum rates than were the old schedules. 
The lines represented at the rehearing were: American-Hawai- 
ian Steamship Company, the Luckenbach Steamship Company, 
the California and Eastern Steamship Company, the Ocean 
Transport Company, the Quaker Line, the Dollar Steamship 
Company, the Arrow Line, the Munson-McCormick Steamship 
Company, the Pacific and Carribean Lines, and the Panama 
Pacific Line. 


OVERSEAS FREIGHT RATES 


The Traffic World New York Bureau 


The full cargo market in the last week has been unusually 
dull, with only a few fixtures and with owners and shippers gen- 
erally awaiting further developments. Rates have receded con- 
siderably from the high levels reached several weeks ago, and 
brokers now appear convinced that the reaction has gone to the 
point where an advance is likely to occur on any resumption of 
demand. They are advising their clients to cover their com- 
mitments at the current range without taking the chance of a 
sudden increase. 

Vessels adequate for all normal requirements are now avail- 
able for June loading. Shipowners are meeting with little suc- 
cess in stimulating business, but at the same time they are not 
disposed to accept the lower rates offered by shippers. Ships 
have been offered on the basis of 15c per 100 pounds from Mon- 
treal to Antwerp-Rotterdam, 19c to the Mediterranean, and 16c 
to Hamburg, for June loading. The range from Gulf ports for 
July and August is 4s 144d to the United Kingdom, 18c to Ant- 
werp, 19 cents to Hamburg-Bremen and 22c to the Mediter- 
ranean. The two principal commodities, grain and coal, which 
usually constitute the backbone of the charter market, have been 
moving in small quantities for some time, and for this reason 
the moderate decline in rates is easily understood. 

The Pacific Coast European Conference has voted to con- 
tinue the old rate of 70c and 75c on canned goods and dried 
fruits temporarily. This decision is said to be due to the refusal 
of two of the companies in this service to increase the rates to 
80c and 85c, respectively. 

New rules governing the application of both carload and less 
than carload rates and local deliveries of segregated portions of 
carload shipments from the Pacific Coast to Atlantic Coast ter- 
minal ports of Intercoastal Conference steamship lines have been 
adopted by the conference to become effective on sailings from 
Pacific loading ports on and after June 1. 

Under the new plan, carload rates will apply only to ship- 
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ments bearing a common shipping mark, moving on one steamer, 
covered by one bill of lading, from one shipper, at one loading 
port, to one consignee, at one port of discharge. Deliveries of 
shipments either locally or for reforwarding, taking these rates, 
will be effected only in accordance with the one general shipping 
mark. 

If local delivery or reforwarding by other than the one 
general shipping mark is required the tariff rate applicable will 
be 5c per 100 pounds higher than the carload rates named in 
tariff, and this charge will be collected without any abatement 
whatever on total weight shown on steamer bill of lading. In- 
structions regarding such segregation service must be furnished 
previous to arrival of steamer at port of discharge. 

Less than carload rates named in the tariff are to apply 
only to shipments bearing a common shipping mark, moving on 
one steamer, covered, by one bill of lading, from one shipper, at 
one loading port, to one consignee, at one port of discharge. 
Delivery of shipments, either locally or for reforwarding, tak- 
ing these rates, will be effected only in accordance with the one 
general shipping mark. 

If local delivery or reforwarding by other than the one gen- 
eral shipping mark is required, the tariff rate applicable will be 
5c per 100 pounds higher than the less than carload rates named 
in the tariff, with a minimum charge of 50c for each separate 
local delivery or on forwarding, and these charges will be col- 
lected without any abatement whatever, on total weight shown 
on steamer bill of lading. 

In order to obviate misunderstandings regarding applica- 
tion of the surcharges for sorting or segregation the conference 
cites examples of how they will be applied, as follows: 


A bill of lading may show in addition to the one general mark 
sub-marks, brands, sizes, varieties, symbols or any other kind of dis- 
tinguishing mark without in itself. forcing the application of the 5c 
surcharge. Unless the charge is paid, however, delivery will be ef- 
fected only in accordance with the one general mark, and so many 
packages bearing that mark. 

If, however, the 5c surcharge is paid delivery will be effected by 
sub-mark, brand, size, variety, symbol, or any other distinguishing 
mark in accordance with instructions from the shipper or consignee, 
and as many individual deliveries as are required will be effected. 

Regardless of how great a quantity is covered by one bill of 
lading, the above holds true, and the fact that there is more than 
the minimum carload weight covered by an individual bill of lading 
does not allow of delivery by other than the one general mark unless 
surcharge is paid. 


Changes in conference tariffs are announced as follows: 


West Coast Italy—Genoa, Naples and Leghorn. Changes: glass- 
ware, bulbs, reflectors and shades without metal attachments now 
take rate of $18.00, on passenger steamers, and $16.50 per ton 2,240 
Ibs. or 40 cu. ft. on freighters. 

Argentine and Uruguay—River Plate. Changes: the rate on 
printing paper has been reduced to $8.00 on freight steamers and $8.80 
per 2.240 lbs. on passenger steamers for balance of the year. 

Brazil—Rio, Santos and Bahia. The rate on rosin to ports cov- 
ered by the Brazil Conference will hereafter be 50c per ton less when 
loaded on deck than the rate which obtains on rosin stowed under 
deck; iron and steel ventilators have been classified as taking group 
No. 5 of the iron and steel articles. 

Mexico—Vera Cruz, Tampico and _ Progresso. Changes: Auto 
bodies to Vera Cruz and Tampico now 20c per cu. ft., to make rates 
to Puerto, Mexico add 25 per cent; to Progresso the rate is now 25c 
per cu. ft. Boats not exceeding 18 ft. in length and exclusive of 
boats with motors installed, to Vera Cruz and Tampico 15c per cu. 
ft., canoes 15c per cu. ft. 

_ iron manganese carload 40c, L. C. L, 45c to Vera Cruz and Tam- 
pico; same to Puerto Mexico add 25 per cent; same to Progresso 50c 
carload, 56c L. C. L. 

Paper napkins to Vera Cruz and Tampico 15c per cu. ft., cresylic 
acid in drums to Vera Cruz and Tampico 50c per cu. ft., add 25 per 
cent to make rate to Puerto, Mexico. 

Cereal products N. O. S. to Vera Cruz and Tampico $1.00 per 100 
lbs.; add 25 per cent to make rates to Puerto, Mexico; same to Prog- 
resso $1.25 per 100 lbs.; copra to Vera Cruz’and Tampico 50c per 100 
ay _— 25 per cent to Puerto, Mexico, same to Progresso 50c per 

Ss. 

Safety fuses, carload only 40c per cu. ft. to Vera Cruz and Tam- 
pico; mercerized cotton hosiery to Vera Cruz and Tampico 45c per cu. 
ft. 90c per 100 Ibs. plus 25 per cent to Puerto, Mexico; same to prog- 
resso 49c per cu. ft. or 974%c per 100 lbs.; hairpins to Tampico only, 
75c per cu. ft.; iron bed tubing carload 60c per 100 lbs. to Vera Cruz 
and Tampico plus the usu:al 25 per cent to make rates to Puerto, 
Mexico, same to Progresso 75c per 100 lbs.; same less than carload 
75c; to Vera Cruz and Tampico plus 25 per cent to Puerto, Mexico; 
same to Progresso 94c per 100 lbs. when in L. C. L. lots. Brass cov- 
ered tubing, carload to Tampico and Vera Cruz $1.05 pet 100 Ibs. plus 
25 per cent to Puerto, Mexico, same to Progresso $1.31 per 100 Ibs. 
Brass covered tubing mc & $1.25 to first two ports plus the usual 
25 per cent to Puerto, Mexico and $1.56 per 100 lbs. to Progresso; 
woolen yarn 30c per cu. ft. to Vera Cruz and Tampico plus 25 per 
cent to Puerto Mexico, same to Progresso 38c per 100 Ibs.; common 
glass jars to Vera Cruz and Tampico 50c per 100 Ibs. plus 25 per cent 
to Puerto, Mexico, same L. C. L. $1.00 to the first two ports plus the 
usual 25 per cent te Puerto, Mexico. Grinding mills carload 65c to 
Vera Cruz and Tampico, same in L. C. L. lots 85c¢ per 100 Ibs. 
Poultry feed, poultry remedy and poultry tonic $1.05 per 100 Ibs. to 
Vera Cruz and Tampico; add 25 per cent to make rates to Progresso. 


The index number of shipping freight for April at 28.44 
shows a decrease of 6.82 per cent as compared with March, but is 
25.73 per cent higher than the index for April, 1926. Freights 
are available on 17 routes, as compared with 15 for the first 
three months of the year. In the European waters group the 
index for April at 31.82 is 6.14 per cent lower than that for March, 
and is only 4.02 per cent higher than a year ago. In the Red 
Sea, Arabia and India group no rates were available in March. 
For April the index is 23.30, which is 16.64 per cent lower than 
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Ship to 
Orient 


via President steamers 
from Seattle. Regularity 
of sailing. Every other 
Tuesday to Yokohama, 
Kobe, Shanghai, Hong 
Kong and Manila. 


L. L. BATES, General Freight Agent 
1519 Railroad Ave. So.,Seattle, Wash. 


American Mail Line 
Admiral Oriental Line 


Other offices at New York, Boston, Philadelphia, Detroit, Chicago, 
Portland, Ore., Tacoma, Wash., Vancouver and Victoria, B. C. 


Ship by Water 


“DIFFERENTIAL RATES” via 


WILLIAMS LINE 


San Diego, Los Angeles, San Francisco 
Oakland, Seattle and Tacoma 


Baltimore, Philadelphia, 
New York and Norfolk 


SAILINGS EVERY 14 DAYS 
Thru bills of lading issued to all other Pacific 


Coast Ports, Hawaii and the Far East 
For rates, dates of sailings and other information apply to 


WILLIAMS STEAMSHIP CO., Inc. 


Moore and Water Streets, New York, Telephone Bowling Green 7394 
CS lo 
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GULF DACIFIC LINE 


SAILINGS EVERY FOURTEEN DAYS 
FROM 


HOUSTON, MOBILE, NEW ORLEANS 


AND 
Regular Service From 


Beaumont, Port Arthur, Lake Charles 
Galveston, Tampa 


San Diego, Los Angeles, San Francisco 
Oakland, Portland, Seattle, Tacoma 
and Vancouver (B.C.) 


Through Bills of Lading issued to Hawaii, Australia, 
New Zealand and Dutch East Indies for trans- 
shipment at San Francisco. 


THE STEELE STEAMSHIP LINE, INC., General Gulf Agents 
Main Office: 424 Whitney Building, New Orleans, La. 
SWAYNE & HOYT, INC., General Agents Pacific Coast 
Main Office: 430 Sansome Street, San Francisco, Calif. 

- SMITH, General Agent 


Ww. 
209 South La Salle PA sche 
H. H. KENNEDY, General Agent 
320 Merchants Exchange Building St. Louis, Mo. 
THE STEELE STEAMSHIP LINE, INC., General Agents 
New York, N. Y. 


Chicago, III. 


15 Moore Street 


Be You a Neighbor 
in Los Angeles 


You actually become your customers’ 
neighbor in Los Angeles when you have 
a stock of goods stored in the Metropol- 
itan Warehouse, ready for delivery on a 
moments notice. 

The warehouse is constructed of re- 
inforced concrete and is located in the 
heart of the wholesale and retail districts. 

The fire insurance rate is 15.3c. 


METROPOLITAN 
WAREHOUSE CO. 


Merchandise Storage Drayage Pool Car Distribution 


1340-1356 East Sixth Street 
LOS ANGELES 


EASTERN REPRESENTATIVES: 


CROOKS TERMINAL WAREHOUSES 
Woolworth Bldg. 17 W. Harrison St. 
NEW YORK CHICAGO 
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the index for February, 1927, and 45.81 per cent higher than the 
index for April, 1926. No rate is available for the Java-United 
Kingdom-Continent route. 

The Australia-United Kingdom rate in April, 1927, at 27.20 
is 14.68 per cent lower than in March, 1927, and 45.61 per cent 
higher than a year ago. The Argentine, Uruguay, etc., group 
index at 28.01 shows a reduction of 4.30 per cent on the month, 
and an increase of 40.19 per cent when compared with a year 
ago. 

The index for the United States group, for which three routes 
are available, at 24.88 is practically the same as last month, but 
is 32.06 per cent higher than in April, 1926. The Canada-United 
Kingdom grain rate at 31.59 is 7.71 per cent higher than last 
month and 16.65 per cent higher than a year ago. 

The time charter rate is unaltered at 26.90. As compared 
with April, 1926, it is 31.99 per cent higher. 

As compared with the highest level reached in November 
last under the special conditions of the coal strike, the general 
index number has fallen 38.81 per cent. 

If the average for 1913 be taken as 100, the general index 
for April, 1927, is 121,54, as compared with 130,43 for March, 
133.25 for February and 129.74 for January of this year. The 
corresponding figures for the first four months of 1926 were: 
January, 106.9; February, 98.2; March, 93.4, and April, 96.7. 

Announcement is made by Gabriel Valencia, Consul Gen- 
eral of Colombia, that the fee for certificates of purity required 
on all food product shipments to Colombia, has been reduced 
from $5 to $2.50. It is also announced that the period for pre- 
sentation of documents before sailing of steamers has been re- 
duced from 48 hours to.24 hours in accordance with suggestions 
made by shippers. 


SHIP OPERATING RESULTS 


Chairman O’Connor, of the Shipping Board, has issued a 
statement “indicating a sharp improvement in the operating 
results of Shipping Board lines.” The chairman refers in the 
statement to “operating expense cost,” preferring that descrip- 
tion of the difference between what is paid out and what is 
taken in, to “loss.” The statement follows: 


For the first nine months of the present fiscal yéar (July 1, 1926, 
to March 31, 1927), the shipping board’s operating expense cost is 
$13,033,000. The expense for the same period in 1926 was $14,850,000, 
and for the same period in 1925 the cost was $23,680,000. 

In other words, the operating expenses for the nine months end- 
ing March 31, 1927, are less than those for the same period of the pre- 
ceding year by $1,800,000 and less than the expenses for the same 
period in 1925 by more than $10,600,000. This reduction is emphasized 
when we consider the large amounts spent by the board this year 
on special ships to move American grain and cotton and to supply 
deficiencies occasioned by the withdrawal of foreign tonnage during 
the British coal strike the early part of the present fiscal year, the 
extra expenditures for which were in the neighborhood of $2,000,000 
in excess of similar expenditures during each of the two preceding 
fiscal years, much of which represents a capital charge in the way 
of betterments. 

The following is a list of ships in operation: March, 1925, 325; 
March, 1926, 289; and March, 1927, 327. 

It is estimated that the shipping board’s cost for the entire fiscal 
year ending June 30, 1927, including the special expenses referred 
to above, will not be in excess of $16,000,000. This compares with 
a total for the previous fiscal year of $19,600,000 and a total for the 
fiscal year 1925 of $30,063,000. 

The operating cost for the month of March, 1927, was less than 
that of any other month since the beginning of 1921, and the operat- 
ing results should be very much more favorable during the remainder 
of the fiscal year, and this applies especially to the passenger vessels. 

The operating results of the United States Lines (passenger ves- 
sels) for the past ten months have shown a profit of approximately 
$137,000 as against a loss of approximately $1,250,000 for the cor- 
responding period of the fiscal years 1924, 1925 and 1926 respectively. 


MERCHANDISE TO PERU 


A decree requiring shippers of merchandise to Peruvian 
ports to present for visa to the Peruvian consul when applying 
for a consular invoice, a duplicate of the insurance policy cover- 
ing the goods, or a certificate from the insurance company show- 
ing the value of the particular goods in case of a blanket or re- 
volving fund policy (poliza flotante), has been issued to become 
effective July 1, 1927, states a report to the Department of 
—" from Assistant Trade Commissioner J. D. Smith, 

ma. 

By the provisions of this measure, when the amount de- 
clared in the invoice is more than 10 per cent less than the 
amount insured, the latter will serve as the basis for assessment 
of duty. Exporters to Peru are advised by Peruvian importers to 
be sure when the decree goes into effect, to have insurance poli- 
cies show both the net value and the gross value, with the insur- 
ance covering transportation and similar expenses stated separ- 
ately from the insured value of the goods themselves. 

When the consular invoices are not accompanied by the re- 
quired insurance documents, the Peruyian customs are author- 
ized by the decree to impose a fine of ten times the consular fees 
ordinarily due on the goods in question. The Lima chamber of 
commerce has made a public protest against this requirement. 

“Liquids and oils, pastes, salves or other articles easily lique- 
fiable” should be eliminated from the list phohibited articles ap- 
pearing under the item “Peru” on pages 303 and 304 of the 1926 
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Annual Postal Guide, W. Irving Glover, second assistant Post- 
master General, has announced. 


U. S. SHIPS IN SERVICE 


A greater number of privately owned American vessels are 
now in active service than at any time in the preceding year, 
notwithstanding the return to general trade of a large number 
of foreign vessels engaged in carrying American coal to Europe 
during the British coal strike, according to the Bureau of Re- 
search of the Shipping Board. The records of the bureau indi- 
cate that on January 1, 1927, there were 1,091 privately owned 
American vessels, with an aggregate deadweight tonnage of 
5,466,700 tons, actively employed. At the present time there are 
1,098 vessels, of 5,516,400 gross tons, an increase of 7 in number 
and 49,700 in gross tonnage. 

Comparison of their present activities with conditions in 
the second quarter of 1926 indicates an increase in number of 
American ships of 35 vessels of 298,800 gross tons. In this 
connection it is noted that on April 1, 1926, there were only 77 
privately owned American general cargo carriers of 429,300 
gross tons in operation in the overseas foreign trade, while at 
the present time the privately owned American fleet engaged 
in that trade includes 117 general cargo carriers, with an ag- 
gregate of 638,800 gross tons. 


CARDIFF A PORT OF CALL 


The Oriole Line of the Merchant Fleet Corporation, operat- 
ing between north Atlantic ports and the west coast of the 
United Kingdom, will make Cardiff, Wales, a direct port of call, 
as the result of a rearrangement of its service by the corpora- 
tion. 


TRANSFER OF VESSEL 


The Shipping Board has authorized the transfer of the steam 
yach, “Aphrodite,” owned by Payne Whitney, of New York, to 
Greek registry in view of a proposed sale of the vessel to A. K. 
Ringa, of New York and Athens, Greece. Mr. Ringa is a nat- 
uralized citizen of the United States. 


COMMERCE IN AMERICAN SHIPS 


American vessels carried 36 per cent, by value, of domestic 
exports of the United States in the three months ended with 
March, as compared with 33.6 per cent for the corresponding 
period of 1926, and 32.8 per cent of imports as compared with 
29.9 per cent in the corresponding period of 1926, according to 
the monthly summary of foreign commerce issued by the De- 
partment of Commerce. For March, American vessels carried 
34.7 per cent of exports as compared with 33.3 per cent in March, 
1926, and 32.1 per cent of imports as compared with 29.9 per 
cent in March, 1926. 


CANAL TANKER TRAFFIC 


One hundred and twenty-three tank ships transited the 
Panama Canal in April, according to the Panama Canal Record. 
Tolls of $630,783.86 were collected on these transits. Cargo 
tonnage in tank ships showed an increase of 16.7 per cent over 
the cargo tonnage of April, 1926. Tank ships comprised 26.5 
per cent of the total commercial transits for the month, made 
up approximately 32 per cent of the total Panama Canal net 
tonnage, were the source of 30.6 per cent of the tolls collected, 
and carried approximately 29.5 per cent of the total cargo in 
transit through the canal. 


AIRPLANE MILEAGE IN 1926 


More than 23,000,000 miles were flown by civil and com- 
mercial aircraft in the United States in 1926, according to Wil- 
liam P. McCracken, Jr., Assistant Secretary of Commerce for 
Aeronautics. In addition to this mileage of heavier-than-air 
craft it is estimated that a total of 37,500 miles were flown by 
lighter-than-air craft in the year. 

Reports from scheduled air transport operators and oper- 
ators engaged in sightseeing, exhibition, advertising, photo- 
graphy, crop dusting and other branches of aerial work indicate 
that approximately 23,310,355 miles were traveled by flight of 
1,536 planes in 1926, using an average speed of 80 miles per 
hour as a basis of comparison, stated Mr. MacCracken. If the 
army, navy and coast guard flying time were to be added to 
this figure, the total American air mileage for heavier-than-air 
craft would be 48,586,492 miles, he said. 

Flying over 18 regular airways, 194 planes maintained 4 
scheduled mileage of 4,474,772 miles in 1926. Reports from all 
operators indicated that 94,353 passengers were carried on 
planes free of charge. The number of paying passengers trans- 
ported totaled 676,567. The total number of hours flown re 
ported was 234,313 and pay freight carried amounted to 418,986 
pounds. : 

Reports to the Department of Commerce indicate that 4,466 
students were given training in aviation in 1926. 
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A MISSING 
TARIFF 


can cause a lot of trouble. It may 
be the cause of getting out a car 
today that could have been held 
over until tomorrow to take ad- 
vantage of a reduction. It may 
mean a lost opportunity to hurry 
out a car today to forestall 
tomorrow’s advance. 


And every traffic manager knows 
the delay and grief incident to set- 
tling overcharge and undercharge 
claims resulting from shipping 
under rates that have been revised 
without his knowledge. 


ST Mo 5 


The traffic department in which 


The Traffic Bulletin 


is checked over each week 
is spared these expenses 
and annoyances, for in 
THE TRAFFIC BULLETIN 
is printed a complete list of 
the tariffs filed with the Com- 
mission in the current week. 


Last week’s TRAFFIC BUL- 
LETIN contained over thirty other 
items of almost equal importance 


a copy? 






The Traffic Bulletin 
418 S. Market St. Chicago, Illinois 
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to the shipper. May we send you 



































Pion 


15 days Fastest Service by Sea 


Passenger and Freight 


Itinerary: New York—Havana—Panama 
Canal—Balboa—San Diego (Westbound)— 
Los Angeles—San Francisco. 

Through Bills of Lading to or from other 
Pacific Coast ports; also European, West 
Indian, Canadian, Hawaiian, Far Eastern 
and Australian ports. 

Passengers’ automobiles accepted un- 
crated as baggage at moderate charge. All 
steamers equipped for refrigerator cargo.” 

Proposed Sailing Dates 


Eastbound from 
Westbeund from New York San FranciseomLes Angeles 
SSC SS.Finland June 2 SS.Finland June 25 June 27 


i SS. Manchuria June 16 S.S.Manchuria July 9 July 11 
built liner. SS. Mongolia June 30 S.S.Mongolia July 23 July 25 


Seen Paciric LINE 


INTERNATIONAL MERCANTILE MARINE COMPANY 
1 North River, N. Y. C. Broadway, N. C. 
tw. Sard 8t.) Tel. Gholses Cyr") Tel Bowling BA 8800 
Philadtiphi, “Ponte tte Bide. Baltin i, ee 
adelp altimore, 
San Francisco, 60 California 8t. Los Angeles, Central Bldg. 


EASTERN AGENTS 
MUNSON-McCORMICK LINE 
INTERCOASTAL SERVICE 


From Baltimore and New York Weekly 
(EVERY SATURDAY) 


*From Philadelphia and Boston Bi-Weekly 
(ALTERNATE WEDNESDAYS) 
DIRECT TO 
LOS ANGELES HARBOR—SAN 
FRANCISCO, OAKLAND, PORTLAND, 
SEATTLE and TACOMA 


Through Bills of Lading issued to other 
Pacific Coast Ports; Hawaii, Far East 
and British Columbia 


*Differential Rates from Philadelphia and Boston 


MUNSON STEAMSHIP LINE 
Munson ee 67 od St., New York 


pen th Mobile, faba —— 





McCORMICK K STEAMSHIP co. 


GENERAL PACIFIC COAST AGENTS 








THE TRAFFIC WORLD 





Vol. XXXIX, No. 22 


The Open Forum 


A Department for the Discussion by Readers of THE TRAFFIC WORLD of Transportation 
Questions of Interest to Traffic Men 





TRAFFIC PROFESSION REGULATION 


Editor the Traffic World: 

In the Traffic World of May 21 I notice, on page 1310, that 
the state of Alabama is submitting a proposal for the regulation 
of the traffic profession. 

I wish to say that I am heartily in.accord with this proposal, 
yet, if readers will refer to section 3 of this proposed enactment, 
I wonder how many traffic managers of today are familiar with 
transportation law of pleading, practice, and evidence as related 
to rate cases. 

If this bill should become a law, it certainly will tend to 
produce a higher type of traffic man, making him thoroughly 
familiar with all the intricacies of traffic. Not only that, but, 
with reference to practice and pleading, it looks like he would 
have to be trained in law so as to know how to present plead- 
ings, be a student of economic history and other details which 
the average man of traffic today is not fully versed in. 

However, I certainly would like to see some comments with 
reference to this particular state as to the outcome of such an 
enactment. 

Sugar Creek Creamery Company, 
R. H. Heinecamp, T. M. 
Danville, Ill., May 25, 1927. 


TRAFFIC EDUCATION 


Editor The Traffic World: 

I have read with great interest your editorial on traffic 
education, appearing in the May 7 issue, and it is indeed re- 
grettable to note that a misunderstanding exists at this early 
date as to the: activities of the various committees on’ traffic 
education. 

I am quite sure that no one can question the sincerity of 
these committees, because they are composed of traffic men of 
high character and principles who are putting forth their best 
efforts to work out a comprehensive program for the education 
of the traffic man, together with the business man of today. 

However, I feel that these committees should be open to 
any constructive suggestions, and really believe that they will 
gladly accept them. 

In reading over the recent report of the Associated Traffic 
Clubs of America, I note that they have passed resolutions, 
asking the Secretary of Commerce, Herbert C. Hoover, to bring 
to the attention of the business men, through his department, the 
importance of traffic as a part of his program for the elimination 
of business waste. This is, indeed, a very good move. 

However, I feel that it is somewhat premature. I believe 
that the first act of the two committees should be to form a 
national committee, such committee made up of the members 
of the present educational committees. This would permit them 
to formulate one uniform program. As the matter now stands, 
one organization is following out one program and the other 
organization is following out another, with the great possibility 
of a duplication of activities. 

We all know the results of consolidation, and I am quite 
sure that such consolidation could be brought about and the 
accomplishments of a national committee would far exceed any 
that could possibly be attained by the two individual committees, 
because of the fact that they would have the combined finan- 
cial and moral support of both organizations. 

Another thought comes to my mind, and that is, before 
proceeding to lay before the business man the great necessity 
for a trained traffic department in his organization, we should 
first proceed to educate those now engaged in transportation to 
the point where they can properly function as a trained traffic 
man should. Otherwise, we will create a demand for trained 
traffic men and then find that we can only supply untrained and 
inferior traffic men to meet the demand. 

The thought I wish to convey is as follows: 

Formulate one uniform educational program. Next, educate 
those at present engaged in transportation to the point where 
they can properly function as an asset to their employer. After 
this has been accomplished, employ the best possible means 
of bringing to the attention of the business men the advantages 
and necessity of establishing in their organization a trained 
traffic department. 

I sincerely trust that my remarks will not be construed as 
criticizing the efforts of the various committees. Quite to the 
contrary, I have been a student of transportation for a number 
of years and am very anxious to aid and assist in this educa- 
tional program in every way possible. 


I should be glad to hear the views of others engaged in 
transportation and who feel that there is room for the education 
of the traffic man. 

Edward Katzinger Company, 
J. R. Butler, Traffic Manager. 


FUNCTION OF A TRAFFIC BUREAU 


Editor The Traffic World: 

As president of an industrial traffic bureau, I have read with 
interest the query of Mr. Baker published in the Open Forum 
May 14. 

For the last fourteen years I have been engaged in the 
task of handling the transportation problems for individuals, 
industries, and also municipalities, and, therefore, feel that I 
can, perhaps, enlighten Mr. Baker in so far as my personal ob- 
servations and beliefs go. I concur in his opinion that bureaus, 
operated by appropriations from taxpayers’ funds, should con- 
fine their activities to matters of general import to the com- 
munity, inasmuch as the carriers are, in practically all instances, 
the largest taxpayers into the fund from which the appropria- 
tion is made, and, if individual service is performed by the 
bureau, then the carriers should come in for their share of its 
service. 

It is my thought, further, that the bureau should not be 
permitted to offer its services to individual firms for a nominal 
fee, when, in some instances, the activities of such firms are 
large enough to warrant the employment of an individual traffic 
manager, for, by so doing, unjust discrimination is brought about 
by using the taxpayers’ money to further the interest of the 
firm at the expense of a large number of individuals who receive 
no direct benefit whatsoever from the activities of the bureau. 
In my case, I have always adhered strictly to the policy of 
handling matters affecting the community in general when in 
the employ of a municipality, and, when individual requests 
are received, to advise that, under the operation of the bureau, 
such requests could not be handled by me, but that my industrial 
bureau would be glad to handle the matter to a conclusion on 
basis of its stipulated retainer fees, which have been fixed by 
many years’ experience in handling such matters. 

I sincerely trust that this statement will be of assistance 
to Mr. Baker, and I, too, would like to receive the benefit of 
ideas from others on this question. 

Thos. E. Grady & Co., Inc., 
By Thos. E. Grady, President. 
Savannah, Ga., May 24, 1927. 


Chicago, May 24, 1927. 


DRAFT GEAR TESTS 


As one means of reducing the millions paid annually in 
freight claims and for repairs to freight and passenger cars as 
a result of their bumping together too hard, a series of draft 
gear tests has been started at Purdue University for the Amer- 
ican Railway Association. Draft gears are small mechanisms 
consisting of solid steel and steel springs, two feet long and 
eight inches wide by eight inches thick, which serve as what 
might be called shock absorbers. They are placed between the 
coupling apparatus and the frame of each car. 

The tests, for which a special building has been erected on 
the Purdue campus, will include the different makes of draft 
gears produced in America and will be more comprehensive 
than any ever before attempted. Through the tests it is hoped 
to improve and work out standard specifications for the making 
of the draft gears, as all makes and grades will be tested on a 
uniform basis and their performance accurately measured. The 
association feels that the subject is so important that it has 
spent $25,000 for the building, $40,000 for a machine with which 
to make the tests, and will pay the entire cost of the experi- 
mental work, which will require about two years. At the end of 
that time the building and equipment will become the property 
of the university and will become a part of one of the perma- 
nent campus buildings. 


W. & L. E. DIRECTORS’ CASE 


The Commission has authorized the Wabash and the Pitts- 
burgh & West Virginia to intervene in finance docket No. 3584, 
Sub. No. 2, and dockets grouped therewith, involving applica- 
tions of P. E. Crowley and others for authority to hold positions 
of director with the Wheeling & Lake Erie. 

The hearings on these applications will be held in Washing- 
ton June 20 instead of May 23, as originally set. 





May 2 
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Merchandise Distribution 


FREIGHT FORWARDERS 


City Delivery Service Twice Daily to all parts 
of Greater Kansas City 


C t T 4 OF AMERICA Consolidated Car Service With Free Store Door Delivery 


Most Complete and Up-to-Date System of 
Stock Records and Reports 





' @ Transfer & Storage Company 


: 228-236 West 4th Street 
Located in the Heart of the Wholesale District 
Low Insurance Rates Modern Warehouses 
Prompt and Efficient Service 


CHAMBER OF COMMERCE OF THE U 
MEMBERS CHAMBER OF COMMERCE OF KANSAS" CITY 
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AMERICAN CHAIN OF WAREHOUSES 








; TRAFFIC CLUB OF KANSAS CITY, MISSOURI 
' Represented by American Chain of Warehouses 
Ye ; 260 West Broadway, New York City 203 S. Dearborn St., Chicago, III. 
al Phone Walker 7195 Phone Harrison 3300 
re Write Us for Information and Rates 
“4 . RESPONSIBLE RELIABLE REASONABLE 
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on 
by 
ce Lincoin Highway and Passaic River, South Kearny, N. J. 
of 
TERMINAL—A strictly modern Terminal, consisting of 73 FACTORY SITES—We will erect buildings to suit your par- 
acres on which are erected 45 buildings. ticular requirements. 
. |e LOCATION—Lincoln Highway and Passaic River, South EQUIPMENT—Large fleet of motor trucks, tractors and trail- 
= Kearny, New Jersey. ers. Steam crane service. 
aft FLOOR AREA—500,000 square feet, of which 215,000 feet HIGHWAYS—Located on the Lincoln Highway, the main 
— have an unlimited load carrying capacity; 160,000 square artery of traffic from coast to coast, twenty-five minutes 
ool feet are on raised concrete ramps even with car floors. from Broadway. The new Hudson Tunnels will assure 
nd LAND—Available for open storage and new buildings, 28 acres. prompt deliveries to the Metropolitan District. 
hat RAILROADS—Terminal located on Pennsylvania Railroad just LABOR—A thickly populated territory to draw from with no 
the east of Waverly Transfer, and within a quarter of a mile labor troubles. 


of their great Manhattan Produce Terminal. Through : . 
tari rates via Lackawanna on inbound earload shipments, SERYICEDally trap car service for 1.0.1. shipments, vis 
as well as Storage in Transi vileges Westbound via 7 

Pennsylvania R. R. and Warehousing. Daily truck deliveries within radius 


30 miles. We handle your shipments. Traffic service 
TRACK STORAGE—Nine and one-half miles of sidings. ph ik aaneien zh Suchen via Port Newark 


WHARFAGE—1,400 feet of dock on Passaic River. & New England S/S Co. 
We solicit your inquiries Rates quoted on application 
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Questions and Answers 


In this department will be answered questions of both legal and 
practical nature that confront —— dealing with traffic. A specialist 
on interstate commerce law, who is a member of our legal department, 
will give his opinion in answer to any simple question relating to the law 
of interstate transportation of freight. A traffic man of long experience 


and wide knowledge will answer By ee a iice practical traffic 
e the place 


-. We do not desire to traffic man but to 
Ip him in his work. v Z 

The right is reserved to refuse to answer in this department any 
question, legal or traffic, that it may — to us unwise to answer 
or that involves a situation too complex for the kind of investigation 
herein contemplated. 

Address Questions and Answers Department, 
Traffic Service Corporation, Mills Building, Washington, D.C. 





Routing and Misrouting—Lowest Rated Route not Applicable 
Owing to Size of Shipment 
With reference to the last paragraph of our answer on page 
1284 of the May 14, 1927, Traffic World, see the Commission’s 
opinion in Walsh and Weidner Boiler Co. vs. D. G., 93 I. C. C. 1. 
In this case the Commission said: 


In southern territory, in the absence of commodity rates, boilers 
and fixtures of the kind here involved are rated sixth class. There 
was a commodity rate on boilers from Chattanooga to Nashville of 
19 cents and a sixth-class rate from Nashville to Belhaven of 31.5 
cents, making an aggregate of 50.5 cents. Because of these facts 
complainant tendered the shipment to defendant upon a prepaid bill 
of lading specifying therein the rate as 50.5 cents and the route as ‘‘via 
Nashville, Tenn.’’ Defendant refused to execute the bill of lading 
until the routing ‘‘via Nashville, Tenn.,’’ had been stricken out and 
while the bill of lading still bears the notation ‘‘Rate 50% cents,”’ 
the amount paid was $301, plus the war tax, or at the 70 cent rate. 
Movement by way of Nashville was physically impossible because 
of the height and width of this shipment. 


Apparently the Commission considered that there was no 
duty on the part of the carrier to forward the shipment via 
Nashville. 

See also San Louis Valley Federation vs. D. G., 87 I. C. C. 
292, and I. & S. Docket 1412, Nonapplication of Group Rates, 66 
X. 6. C. 96. 

Damages—Measure of 


Oregon.—Question: Some time ago we received a shipment 
of bakery goods and a number of the packages were wet and 
contents were rendered unsalable. 

When we placed the claim against the carrier we placed it 
at our selling price to the retail grocers. 

We purchased the merchandise at $1.65 less a certain per- 
centage and when we placed our claim we placed it less than 5%, 
which percentage is allowed on all our invoices of bakery goods. 

The carriers have settled claims on the basis as we have 
filed ours but they have now taken the stand that our claims and 
others filed in the future on the same basis cannot be paid; 
therefore, would you be kind enough to advise if the carriers 
should settle as placed? 

Answer: While the rule, as generally stated, is that the 
market value at destination at time of delivery or at the time the 
goods should have been delivered is the basis for determining 
the amount recoverable for loss of or damage or delay to ship- 
ments, there is, as you will observe from our answer to 
“Nebraska” on page 602 of the September 12, 1925, Traffic 
World, under the above caption, a variance of opinion as to 
whether the resale value or the replacement value only may be 
recovered by the consignee. At any rate, in several decisions, 
recovery was, where the circumstances surrounding the purchase 
of the goods by the consignee were brought before the court, 
limited to the replacement value. 

See also, in this connection, the article on page 1534 of the 
June 5, 1926, Traffic World, under the caption “Measure of 
Damage Rule,” relating to the decision in Crail vs, Ill. Cent. R. 
Co., 138 Fed. (2d) 459; also the decision in Smith vs. L. & N. R. 
Co., 209 N. W. 465, the decision which is the subject of the article 
on page 641 of the Traffic World of September 18, 1926, under the 
caption “Coal Shortage Damage Case.” 

Demurrage—Bunching—Cars for Unloading 

New York.—Question: We would thank you to give us your 
opinion on the following condition. 

Five carloads of material were shipped from our plant at 
the rate of one car per day. Cars were shipped in this fashion 
due to congestion at job here in New York. 

Four of these cars were placed on one day, the fifth the fol- 
lowing day. Our customer could not take the material upon ar- 
rival of cars and same incurred demurrage: 

Is there any reason why we should not be entitled to a re- 
fund of demurrage representing the excess paid over the charge 
had the cars been placed at the rate of one car per day? 

A railroad has written us that it would be unlawful under 
the bunching rule to make an allowance in the above case be- 
cause the first car was not unloaded in the free time but was 
held up, as were the others, about a week. 

Answer: We assume that you are not operating under an 
average agreement for, except as provided in Section (e) of 
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Rule 9 of the National Car Demurrage Rules, the party who en- 
ters into an average agreement is not entitled to include therein 
cars subject to Section (b) of Rule 8 of the Bunching Rule. 

Therefore, assuming that you are not operating under an 
average agreement, the carrier is in error in not making an al- 
lowance of such free time as you would have been entitled to 
had the cars not been bunched in transit. 

In arriving at the amount of demurrage for which you are 
liable if, as we understand, none of the cars were unloaded until 
about a week after their arrival, the demurrage record should be 
recast and the amount of demurrage due on each car should be 
determined by subtracting from the total amount of time elaps. 
ing between the time the car should have been placed and the 
time it was unloaded, the free time period of 48 hours. 

Assuming that four of the cars were placed at 7. A. M. Fri- 
day morning, and the fifth car Saturday, it is, in our opinion, 
proper to consider that the first car shipped should have been 
placed Tuesday, the second car Wednesday, and the third car 
Thursday. Therefore, as to each car, the total period of deten- 
tion, that is, the time between the date of placement and the 
time the car was unloaded, minus a period of 48 hours’ free time, 
is the period of time for which demurrage must be paid. 

Likewise, as to the fifth car, assuming that it was placed at 
7 A. M. Saturday, the time between the date of placement and 
the time of the unloading of the car, minus the 48 hours free 
time, is the period of time for which demurrage is due. Of 
course, in figuring the period of detention, Sundays and holidays 
are to be excluded. 


Demurrage—Average Agreement 

Pennsylvania.—Question: Will you kindly review the fol- 
lowing proposition and express your opinion in the matter, stat- 
ing any judicial decisions which may have some bearing? 

Two cars are shipped from point A to point B. The two 
cars were placed for loading at point A on December 27, 1923, at 
3 P. M. Shipping instructions were furnished to the carrier at 
point A on January 9, 1924, releasing car 7 A. M., January 10, 
1924. Free time commenced 7 A. M., December 28, 1923, and 
ceased 7 A. M. Dec. 31, excluding December 30, which was Sun- 
day. Carriers advanced to destination demurrage charges in 
the sum of $33.00 on each car which were collected from the 
consignee and paid and borne as such by it. 

It is our contention that only eight days’ demurrage accrued, 
excluding January 1, legal holiday, and January 6, Sunday, for 
which the proper charge would be $28.00 on each car. It is our 
position that inasmuch as the consignee paid the freight charges 
and the said demurrage charges and bore the same, it is a trans- 
action as far as the proper demurrage charges are concerned, 
as between the carriers and the consignee and, therefore, all 
legal holidays and Sundays should be excluded. 

However, the carriers have declined our claim stating that 
the shipper at point A operated under the Average Agreement 
and that therefore January 6 cannot be excluded, because of the 
fact that four debits had already accrued. We feel that the car- 
riers contention would be correct if the demurrage charges had 
not been advanced to destination and collected from the con- 
signee, but since that was done it it a matter as between the 
consignee and the carrier, and the consignee is entitled to the 
exclusion of all holidays and Sundays. 

Answer: See, with respect to this question, the Commis- 
sion’s Conference Ruling 498 and its opinion in Lynah & Read 
va. B.. & O..R. BR. Ca, 18 6. C. ©. Be. 

It is our opinion that in the instant case the determination 
of whether the cars may be included in the average agreement 
of the consignor thereof, or are subject to straight demurrage, 
is dependent upon when the title to the goods passed from the 
consignor to the consignee. If the goods were sold f. o. b. point 
of origin the date of the completion of the loading of the goods 
in the car is a determining factor. If the goods were sold f. o. b. 
point of destination, they are, in our opinion, subject to the av- 
erage agreement of the consignor, notwithstanding the fact that 
the charges were paid by the consignee. Under the findings of 
the Commission in the conference ruling in the case cited above, 
free time under straight demurrage follows the car, but under 
an average agreement it is determined by the passage of title 
to the goods loaded therein. 


Limitations—Overcharges 

Massachusetts.—Question: One of the Eastern carriers vol- 
untarily offered to refund certain overcharges, many of which 
were offered about two years ago. Inasmuch as we could not 
produce the original freight bills at the time, we never re 
quested the carrier to pay the overcharges until recently. 
Although we returned their refund notices, they advised that 
it would be legally impossible to make the refund, inasmuch a8 
the time limit has expired. Under these circumstances would 
not the notice of refund from the carrier be sufficient to stop the 
running of the statute? 

Answer: In subdivision (c) of paragraph 3 of section 16 
of the interstate commerce act as amended June 7, 1924, it is 
provided that: 


For recovery of overcharges action at law shall be begun or com- 
plaint filed with the Commission against carriers subject to this 
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Rendering traffic service to industry, large and small, for 
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nized as the authority on traffic matters in the United 
States, the Traffic Service Corporation long since arrived 
at the point where it stands alone as a dispenser of correct, 
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act within three years from the time the cause of action accrues, 
and not after, subject to sub-division (d), except that if claim for 
the overcharges has been presented in writing to the carrier within 
the three-year period -of limitation said period shall be extended to 
include six months from the time notice in writing is given by the 
earrier to the claimant of disallowance of the claim, or any part or 
parts thereof, specified in the notitce. 


Subdivision (h) of paragraph 3 of section 16 of the act pro- 
vides: 


The provisions of this paragraph (3) shall extend to and embrace 
cases in which the cause of action has heretofore accrued as well as 
cases in which the cause of action may hereafter accrue, except that 
actions at law begun or complaints filed with the Commission against 
carriers subject to this act for the recovery of overcharges where 
the cause of action accrued on or after March 1, 1920, shall not be 
deemed to be barred under sub-division (c) if filed prior to enactment 
of this paragraph or within six months thereafter. 


As you are aware, the above referred to provisions of para- 
graph 3 of section 16 of the act were not incorporated therein 
until June 7, 1924. 

In the Commission’s Conference Ruling of August 5, 1925, 
the Commission said: 


Upon inquiries as to the effect of the decision rendered on June 
8, 1925, by the Supreme Court of the United States in Wm. Danzer 
& Co., Inc., vs. Gulf & Ship Island R. R. Co.; the Commission con- 
strues that decision, considered in connection with the decision in 
Kans. City So. Ry. vs. Wolf, 261 U. S. 133 (see Conf. Ruling of Feb. 
23, 1924) as prohibiting common carriers subject to the Interstate 
Commerce Act from paying straight overcharge claims which were 
barred by statute at or prior to the amendment of June 7, 1924, to 
paragraph (3) of Section 16 of said act, and as prohibiting the Com- 
mission from awarding’reparation on any claim which was barred 
by statute at or prior to the date of that amendment. 


In this Conference Ruling the Commission construes the 
Danzer case as being a bar to the retroactive application of 
the provisions of the amendment of paragraph 3 of section 16 
of the act as approved June 7, 1924. 

If the Commission’s construction of the Danzér case is cor- 
rect, it would seem to follow that any claim for overcharge 
which was barred by the two-year statute of limitation which 
governed the presentation of such claims before the Commission 
prior to the amendment of June 7, 1924, to paragraph 3 of 
section 16 of the act, cannot be revived, or rather the provisions 
of paragraph (c) of the amendment of June 7, 1924, which al- 
lows six months from the time notice in writing is given by 
the carrier to the claimant of the disallowance of a claim, within 
which to present such claims to the Commission cannot be 
applied to such claims. 


Reconsigning to Defeat Through Interstate Rate 


Colorado.—Question: I note your answer to “Minnesota” 
on the question of reconsigning to defeat the through interstate 
rate, page 1282, May 14, 1927. 

Suppose that the route through “D” referred to in the ques- 
tion of “Minnesota” was not a route over which the through 
rate applied and that there was no through rate via the route 
“D,” would you still contend that it was unlawful for the shipper 
to ship from “A” to “D” and then reship from “D” to “B” if 
by such a combination the through rate was less than the pub- 
lished through rate via another route? 

Answer: If there was no through rate applicable through 
“D” it would not be unlawful for the shipper to ship from “A” 
to “D” and then reship from “D” to “B.” See Chattanooga Im- 
plement and Manufacturing Co. vs. L. & N., 40 I. C. C. 146, and 
United Kansas Portland Cement Co. vs. Mo. Pac., Unreported 
Opinion No. A-321. 

However, if the through rate did not apply via “D” there 
would be no reason for making a reconsignment, for which, in 
addition to paying the applicable combination of locals, a re- 
consigning charge would have to be paid. 


Carload vs. L. C. L. 


Michigan.—Question: We have a plant located in town A 
and one in town B. Shipment was made to town C. The car 
was loaded with 50 per cent of the product at A and billed 
stop off at B to finish loading, which was provided for under 
the existing tariff. At the time of shipping we had at plant A 
a shipment destined to plant B. Through the traffic representa- 
tive of the road in question they agreed that the local shipment, 
moving from A to B, could be placed in the car and moved 
from A to B, unloaded at B, and balance of shipment destined 
C be loaded in completing stop off. Two ladings were executed, 
one to cover shipment destined C and another to cover the local 
move from A to B. Charges were paid on shipment for C on 
a carload rate and weight plus stop off; and charges were also 
paid on local shipments on carload rate and minimum weight. 
For reason of example will say that the commodity was 
cured meat and 15,000 pounds loaded at A destined C, 15,000 
pounds loaded at A destined B, where same was unloaded, and 
.15,000 pounds loaded at B, destined C. The railroad company 
has collected on 30,000 pounds A to C and 30,000 pounds A to B. 
We feel we are entitled to actual weight at carload rate on 
movement from A to B. The carrier contends that L. C. L. rate 
should apply. We do not know why they are entitled to L. C. L., 
as the minimum has been protected and the commodity is the 


THE TRAFFIC WORLD 





Vol. XXXIX, No. 22 


same. The Official Classification provides for the mixing, and 
the carrier cannot furnish tariff authority. 

Answer: Had only one bill of lading been taken out for 
the movement of 30,000 pounds from A to C and notice made 
thereon for the stopping of the car at B for partial unloading 
and to finish loading, there is no doubt but that the carload rate 
would have been applicable for the movement of the portion 
which was unloaded at B, provided, of course, there is a tariff 
which allows a stop at B for unloading as well as to finish 
loading. 

However, as two bills of lading were executed, the 15,000 
pounds which moved from A to B must be paid for as a separate 
shipment, either at the carload or less than carload rate. 

Apparently, there was a tender to the carrier of the 15,000 
pounds destined to B as a less-than-carload shipment, even 
though the shipment was loaded into; the same car with the 
15,000 pounds which was to move to C. However, under the 
provisions of section 1 of rule 6 of Consolidated Freight Classifi- 
cation No. 4, freight when delivered to carriers to be trans- 
ported at less than carload ratings must be marked in accord- 
ance with the requireménts and specifications of section 2 (b) 
of rule 6, and if these requirements and specifications are not 
complied with, it is stated therein that freight will not be ac. 
cepted for transportation. 


Whether under such circumstances the L. C. L. rate may 
be applied upon the ground that the carrier has waived its 
marking requirements by the acceptance of the shipper as an 
L. C. L. shipment, see Ohio River Lumber Company vs. C. C. C. 
& St. L. Ry. Co, Unreported Opinion No A-93, or whether, not- 
withstanding the fact that the shipment is tendered as an 
L. C. L. shipment, although not marked in accordance with the 
classification requirements, the carload rate must be applied 
thereon, has not been determined by the Commission, so far 
as we are aware. The Commission has in several cases held 
that where the shipment was not marked in accordance with 
the classification requirements, the less-than-carload rate could 
not be applied thereon, but in these cases the failure of the 
shipper to mark the shipment in accordance with the classifica- 
tion requirements was a factor which the Commission had to 
consider in determining whether the shipment had been tendered 
as an L. C. L. shipment. See Passow & Sons vs. C. M. & St. P, 
37 I. C. C. 711; Sam Kyle vs. M. K. & T., 42 I. C. C. 335; Co- 
lumbian Iron Works vs. Sou. Ry. Co., 45 I. C. C. 173; and Walter 
Zelnicker Supply Co. vs. T. & O. C. Ry., 51 I. C. C. 133. 


Damages—Delay in Transportation 


Massachusetts.—Question: Will you kindly give your views 
on the following case, and advise whether you know of any 
similar cases: 

There was shipped from Chicago via XYZ railroad a car 
of eggs which was reconsigned from a western line, necessitating 
twenty-four hours’ time in switching to the originating line who 
issued bill of lading. During the switching movement car be- 
came disabled, with result that it was not received by the origi- 
nating line until forty-eight hours later, or delay of twenty-four 
hours. Consignee’s stock became exhausted during the interval 
and they were compelled to purchase eggs on the open market 
to supply their customers, paying a half cent more per dozen 
than the market on account of buying in smaller than carload 
lot. There was no market loss as result of delay, but the ques- 
tion is whether consignee is entitled to redress when purchasing 
supplies at a higher price in order to supply customers as a 
result of car being delayed. 


Answer: For unreasonable delay in the transportation of 
goods, the shipper is entitled to recover the difference between 
the market value of the goods at the time and place at which 
delivery should have been made and their market value when 
delivery was actually made. 


This rule of damages applies whether loss to owner results 
from having to sell goods at lower market price at date later 
than time goods should have arrived or having to purchase 
goods at market price at time goods should have been delivered 
in order to fill an order which would have been filled from goods 
in a delayed shipment. See Chicago, etc., R. Co. vs. Phieffer, 
119 S. W. 642; Illinois Central R. Co. vs. Johnson, 94 S. W. 600; 
Baumback vs. G. C. & S. F. Ry. Co., 23 S. W. 693; James R. 
Keiser, Inc., vs. Fuller Express Co., 150 N. Y. S. 974. 
Limitations—“Delivery” and “Tender of Delivery”—Construction 

of Terms as Used in Paragraph 3 of Section 16 of Act. 

Canada.—Question: When does cause of action accrue for 
the three-year limitation provided in subdivision (a), paragraph 
3, section 16, of interstate commerce act? Or, in other words, 
what constitutes date of delivery or tender of delivery of ship- 
ment? Is it the mailing or delivery of advice of arrival, and 
has the date of refusal of the shipment any bearing? 

Answer: We can locate no case in which the terms “de- 
livery” and “tender of delivery,” as used in subdivision (e) of 
paragraph 3, of section 16, of the interstate commerce act, to 
which we assume you have reference, have been construed. 

This provision of the act reads: 


A. cause of action in respect of a shipment of property shall, 
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for the purposes of this section, be deemed to accrue, upon delivery 
or tender of delivery thereof by the carrier, and not after. 


See, in this connection, Milne Lumber Company vs. South- 
ern Ry. Co., 122 I: C. C. 113. Also Navasso Guano Company vs. 
C. M. & St. P. Ry. Co., I. C. C. 171, and Blum Lumber Company 
vs. Southern Pacific Company, 18 I. C. C. 430 (435). 

With respect to the term “delivery,” it is our opinion that 
the mailing of notice of arrival is not delivery within the mean- 
ing of the above quoted provision of the act, but that there 
must be an assumption of dominion over the goods by the con- 
signee, actual or constructive, such as to relase the carrier from 
liability. As to what constitutes delivery of a shipment, see our 
answer to “Indiana,” on page 1268 of the November 27, 1926, 
Traffic World, under the caption, “Delivery by and to Carrier— 
What Constitutes.” See also Southern Ry. Co. vs. Prescott, 240 
U. S. 632, and the Tailboard Cases, 32 I. C. C. 387. 

As to the term, “tender of delivery,” it is our opinion that 
a tender of delivery of goods to a consignee takes place, within 
the meaning of the above quoted provision of the act, at the 
time when notice of arrival is sent to the consignee, at which 
time it becomes the duty of the consignee to claim the goods, 
which are thereby tendered to him. 


Routing Instructions—Construction of Term “Connections” 

Missouri.—Question: Can you refer us to any decision or 
ruling of the Commission in which it has defined the word 
“connections?” 

For illustration and sake of a position, we will endeavor to 
give you an example such as we have had presented to us. 

The tariff in question prescribes a route for traffic moving 
from points on railroad “A” to points on railroad “B” and con- 
nections. It also provides a route from points in railroad “A” 
to points on railroad “C” and connections. 

Railroad “C” also connects with railroads “B” and “A.” 

Would the rates in the tariff showing such routing apply on 
a shipment which moved via railroad “A,” thence railroad “C” 
and thence railroad “B?” 

Does the word “connections” imply lines with which a rail- 
road has direct track connections or may it mean any and all 
of the carriers which participated in the movement of a given 
shipment from origin to destination? 

Answer: We can locate no case in which the term “con- 
nections” has been defined. The construction to be placed upon 
the term must necessarily depend upon the exact use of the 
term in a given instance; that is, consideration must be given 
to the location of the points named in the tariff in which it is 
used with referénce to the carriers parties thereto. See, in 
this connection, the opinion of the Commission in docket 17130, 
Russell Grain Co. vs. A. G. S. R. R. Co. (mimeographed), in 
which the Commission suggested the use of a similar term in 
connection with routing instructions of the same nature as those 
under consideration. | 

In this case the Commission said: 

The tariff spécified numerous complete routes to Greenwood, none 
of which operated through Atlanta. It did not specify the route con- 
tended for by complainant. It also specified route 2, which was in- 
complete. The latter route could only be used as published, thus 
permitting the Illinois Central to get a shipment to Greenwood over 
the line of any connecting carrier or carriers it might select. If 
the route contended for by complainant was available, so also would 
have been a route, for example, of the Illinois Central from East St. 
Louis to Birmingham, Ala., Central of Georgia to Albany, Ga., At- 
lantic Coast Line to Jacksonville, Fla., Seaboard Air Line to Nor- 
folk, Va.,. Southern through Atlanta, to Columbus, Miss., and Colum- 
bus & Greenville to Greenwood. All of the carriers named are parties 
to the tariff. If complainant’s contention as to the application of the 
intermediate rule is also correct, the Greenwood rate would apply 
to any point on the route described. It will be noted that all of the 
destinations to which specific domestic rates are provided are Ohio 
River crossings or in Mississippi Valley territory, and that where the 
available routes specify junction points none of the junction points 
are east of Mississippi Valley territory. It will also be noted that 


where it was intended to leave the routing open beyond certain junc- 
tions it was done by adding ‘‘and lines beyond.”’ 


Unless the general application of the tariff, when taking 
into consideration the destination named therein, as was true in 
the case above referred to, is such as to preclude such a con- 
struction of the tariff, we see no reason why under the routing 
from points on railroad “A” to points on railroad “C” and con- 
nections, the rates will not apply on traffic from points on 
railroad “A” to points on railroad “B” via railroad “C,” as an 
intermediate carrier, railroad “B’’ being, as we understand, a 
connection of railroad “C.” 

Reconsignment—Right of Consignor to Reconsign Order Notify 
Shipment 

Massachusetts.—Question: In regard to the article appear- 
ing on page 1216 of the May 7 issue of The Traffic World, headed 
“Reconsignment—Right of Consignor to Reconsign Order Notify 
Shipment,” your answer to “Indiana” would indicate that the 
notify party made payment of the draft without bill of lading 
having been obtained and, in so far as the consignor had made 
the goods deliverable to his own order, the title remained with 
him until the surrender of the bill of lading. 

It is, of course, obvious that had the notify party obtained 
the bill of lading and surrendered it to the carrier and was 
unable to secure the car, the carrier would, of course, have been 
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liable for damages for accepting and executing reconsignment 
instructions from the consignor prior to the surrender of the 
bill of lading. 

This seems to be more or less covered in different tariffs ang 
in rule 7 of the Consolidated Freight Classification No. 4. Do 
you not believe that the notify party has a claim against the 
carrier for waiving of the provisions of the reconsignment tariff? 

Your answer to “Indiana” indicates inability of the consignee 
to recover more than the lawful rate for reconsigning after hay. 
ing failed to comply with the rule, but it does not indicate 
whether the notify party can recover for the amount of the draft 
paid in good faith. 

Answer: The opinion of the Commission in Ohio River 
Lumber Company vs. C. C. C. & St. L. Ry. Co., Unreported Opin. 
ion No. A-93, shows that carrier may waive a tariff provision 
which calls for the surrender of the order notify bill of lading, 
and if it does it may not set up its tariff requirement as a de. 
fense to its failure to reconsign the shipment in accordance 
with instructions given and accepted by it. 

In Davidson Development Co. vs. Southern Railway Co., 61 
S. E. 381 (N. C.), it was held: 


Though a consignor of goods shipped to his own order may 
divert them from their original destination, and generally this is 
not changed because they are shipped with directions to notify 
the proposed vendee, as between the parties that right does not exist 
when the carrier has given a bill of lading for the goods, and it hag 
been indorsed and forwarded with draft attached to the proposed 
vendee, and he has paid it and taken over the bill of lading, without 
notice, and before the goods would have reached their original des- 


tination in the ordinary course of shipment, and in the latter cir- - 


cumstances the proposed vendee may recover against the carrier or 
shipper the damages suffered through a delay caused by diverting 
the shipment and replacing it. 

If the proximate cause of the consignee’s loss was the ac- 
ceptance of reconsigning instructions from the consignor after 
the bill of lading had been negotiated to the order notify party, 
the carrier is, in our opinion, liable to the notify party. 

If, however, the bill of lading had not been negotiated to 
the notify party by the consignor at the time the reconsigning 
instructions were given to and accepted by the carrier, its 
waiver of its tariff provision requiring the surrender of the bill 
of lading does not, in our opinion, impose liability upon the 
earrier for the loss sustained by the notify party. See Pere 
Marquette Ry. Co. vs. French & Co., 254 U. S. 538, in which case 
the court said: 

Does a delivery without compliance with the surrender clause of 
the bill of lading render the carrier liable for conversion under the 
facts shown here? Although there is a conflict of language in the 
cases in which a shipper sues a carrier for delivery of goods without 
requiring a surrender of the bill of lading, there appears to be no 
conflict of principle or in decision. Where the failure to require the 
presentation and surrender of the bill is the cause of the shipper 
losing his goods, a delivery without requiring it constitutes a con- 
version. Babbitt vs. Grand Trunk Western Railway, 285 Ill. 267; 
Turnbull vs. Michigan Central Railway Co., 183 Mich. 213; Judson 
vs. Minneapolis & St. Louis Railway Co., 131 Minn. 5; see First Na- 
tional Bank vs. Oregon-Washington Railway & Navigation Co., 25 
Idaho 58; compare Georgia, Florida & Alabama Ry. Co. vs. Blish 
Co., 241 U. S. 190. But where delivery is made to a person who 
has the bill or who has authority from the holder of it, and the cause 
of the shipper’s loss is not the failure to require surrender of the 
bill but the improper acquisition of it by the deliveree or his improper 
subsequent conduct, the mere technical failure to require presentation 
and surrender of the bill will not make the delivery a conversion. 
Chicago Packing & Provision Co. vs. Savannah, Florida & Western 
Ry. Co., 103 Ga. 140; Famous Mfg. Co. vs. Chicago & Northwestern 
Railway Co., 166 Iowa 361; Nelson Grain Co. vs. Railroad Co., 174 
Mich. 80; St. Louis Southwestern Ry. of Texas vs. Gilbreath, 144 
S. W. (Tex. Civ. App.) 1051. 

The underlying principle of the above statement is, in our 
opinion, applicable in the instant case, namely, that the carrier’s 
negligence must have been the proximate cause of the loss. 


LIVE STOCK BEDDING CHARGES 


The question of the lawfulness of carrier charges in excess 
of the tariff provisions for live stock bedding was presented 
before Examiner Smith at Chicago, May 24, in Docket 19198, 
Chicago Live Stock Exchange against the Pennsylvania. 

The case involves bedding charges assessed by the defend- 
ant on numerous shipments of hogs from Chicago to Pittsburgh, 
Pa., between December, 1924, and December, 1925. 

H. R. Park, traffic manager of the complainant organization, 
explained that the shipments were made by Walters & Dunbar, 
of Chicago, a member of the live stock exchange, to Dunlevy 
Franklin & Company, Pittsburgh. He said the shipments were 
made in double deck cars and that the applicable tariff charge 
was $1.50 a car. The railroad, he said, had collected $3.50 a 
car. He said the published tariff charge of $1.50 was the usual 
expense to shippers in the territory, over any road, for the serv- 
ice performed, and there was no tariff authority for the charges 
assessed. The railroads, he said, had some time ago published 
tariffs, fixing the charges for the service on approximately the 
basis on which the shipments in question had been charged, 
but the Commission had not permitted them to go into effect. 

William G. Horne, treasurer of Dunlevy Franklin & Com: 
pany, testified that the charges had been paid and borne by his 
company. 


Cc. C. Plummer, special agent, freight. traffic department, 
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7BANY thousands of products are packed 
a and shipped in bags. Almost every in- 
2 dustry uses bags in some form—cotton, 
burlap or paper. What are the reasons that 
prompt selection of so universal a container? 





Economy is one factor, frequently a saving of 
50% or more. Bags require less time to fill, close, 
load and unload. Their convenient form and 
ease of handling lower labor costs. 


Bags possess other important advantages too, in- 
cluding ready adaptability and strong sales value. 
For the unusual type of article special features of 
protection and construction can be incorporated. 


Waiting to aid you in determining the correct 
package for your product is the nation-wide 
Bemis organization. It represents the largest and 
most experienced bag service in the world. If 
you will send us details our technical staff will 
gladly and promptly apply itself to your indi- 
vidual container problem. Doing this does not 
obligate you in any way. 


BEMIS BRO. BAG Co. 


Address: General Sales Offices, ST. LOUIS, U.S. A. 


-OTTON ~ BURLAP ~ PAPER 
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SINCE 1858, THE WORLD’S LARGEST MAKERS OF QUALITY BAGS 









@ Bag Factories 
= Cotton Mills 
a& Bleachery 

@ Paper Mill 
e Sales Offices 





First cost of BAGS is lower 
than that of bulkycontainers. 





Bales of empty BAGS occupy 
much less storage space. 





BAGS are flexible; they 
withstand shocks in trans- 
portation. 





Filled BAGS require less 
warehouse storage space. 





bi 
Dry chemical products travel 
safely in airtight, waterproof 
BAGs. 
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Pennsylvania, at Pittsburgh, introduced as exhibits photostatic 
copies of the orders given for the cars by the shipper, which, in 
most instances, had stipulated that extra bedding be furnished. 
He said the Keystone Sand Company bedded the cars for the 
defendant at the Union Stock Yards in Chicago, where the cars 
were loaded, and that it charged the carrier $2 for ordinary bed- 
ding and an additional $2 for extra bedding. He pointed out that 
the minimum loss to the carrier per car was 50 cents, and said 
it was the railroad’s position that it was the shipper’s duty to 
supply bedding in excess of the amount ordinarily furnished. 
In response to a question from counsel for the complainant as 
to what authority the carrier had for assessing a charge in ex- 
cess of that provided for in the tariff, he said the situation was 
parallel to that of charges for feeding live stock, for which there 
was no tariff authority. 

J. F. Daniels, assistant traffic manager of the live stock ex- 
change, was put on the stand in rebuttal to establish the fact 
that feeding charges were provided for in the tariffs. Counsel 
for the complainant called attention to the fact that Mr. Plum- 
mer had used the term “ordinary” bedding, whereas the tariff 
said “suitable” bedding. He contended that the carrier’s defini- 
tion of ordinary bedding did not constitute suitable bedding, and 
that it was unlawful to assess charges in excess of those stipu- 
lated in the tariff. 


TWENTIETH CENTURY ANNIVERSARY 


On June 15 the New York Central will celebrate the twenty- 
fifth anniversary of its Twentieth Century Limited. In a 
brochure issued by,the railroad in commemoration of the event, 
the fifteen sleeping cars, four club cars, two diners, and seven 
engines, costing $525,000, necessary to the service in 1902, when 
it was inaugurated, are compared with the eighty-seven sleeping 
cars, fifteen observation cars, twelve club cars, eight dining 
cars, and twenty-four engines, ccsting $8,000,000, now assigned 
to the service. 





OPERATING STATISTICS 


Operating statistics compiled by the Bureau of Statistics of 
the Commission from reports of Class I roads, exclusive of 
switching and terminal companies, for March and the three 
months ended with March, show the following: 


Loaded car-miles—1,528,713,000 for March and 1,463,576,000 for 
March, 1926; 4,242,436,000 for three months ended with March and 
4,131,170,000 for corresponding period of 1926. 

Empty car-miles—879,341,000 for March and 816,487,000 for March, 
1926; 2,533,234,000 for three months ended with March and 2,324,213,000 
for corresponding period of 1926. 

Net ton-miles—41,816,000,000 for March and _ 38,669,000,000 for 
March, 1926; 118,294,000,000 for three months ended with March and 
111,749,000,000 for corresponding period of 1926. 

Average number locomotives on line—31,312 for March and 31,842 
for March, 1926; 31,338 for three months ended with March and 
31,857 for corresponding period of 1926. 

Average number freight cars on line—2,512,345 for March and 
2,514,604 for March, 1926; 2,517,370 for three months ended with March 
and 2,516,198 for corresponding period of 1926. 

Per cent unserviceable of total locomotives—16.9 for March and 
17.4 for March, 1926; 16.8 for three months ended with March and 
17.3 for corresponding period of 1926. 

Per cent unserviceable of total cars on line—5.6 for March and 
6.7 for March, 1926; 5.6 for three months ended with March and 6.7 
for corresponding period of 1926. 

Car-miles per car-day—30.9 for March and 29.2 for March, 1926; 
29.9 for three months ended with March and 28.5 for corresponding 
period of 1926. 

Net tons per loaded car—27.4 for March and 26.4 for March, 1926; 
27.9 for three months ended with March and 27.1 for corresponding 
period of 1926. 





Digest of New Complaints 


No. 17000. Rate Structure Investigation, part 9, Southern Livestock 
Rates and Western Livestock Rates. 

This investigation, under Hoch-Smith resolution, deals with 
rates on livestock in the south and the west. 

No. 19310. Sub. No. 4. W. D. Hall, Atlanta, Ga., vs. Charleston & 
Western Carolina et al. 

Inapplicable and unreasonable rates and charges on cottonseed 
shavings from Augusta, Ga., to Palmertown, Conn. Asks cease 
and desist order and reparation. 

No. 19522. Sub. No. 4. South Bend Chamber of Commerce for St. 
Joseph Valley Lumber Co., South Bend, Ind., vs. L. & N. et al. 

Inapplicable and unreasonable rates on yellow pine lumber from 
Corduroy, Ala., to Cincinnati, O., reconsigned to Birmingham, 
Mich. Asks reparation. 
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No. 19522. Sub. No. 5. Same vs. Same. 

Same complaint and prayer with respect to shipment of lumber 
= Selma, Ala., to Cincinnati, O., reconsigned to Grand Rapids, 

ch. 

No. 19522. Sub. No. 6. Same vs. Same. 

Same complaint and prayer with respect to shipment of lumber 
from Zindle, Ala., to Cincinnati, O., reconsigned to Pontiac, Mich, 

No. ne i S. Bender Iron & Supply Co., Shreveport, La., vs. Santa Fe 
et al. 

Unreasonable rates on pipe from Drumwright and Denoya, Okla., 
to Shreveport, La. Asks reparation. 

No. 19628. Cianciolo Brothers Fruit Co. et al., St. Joseph, Mo., vs, 
Cc. B. & Q. et al. 

Unreasonable rates and charges on strawberries from points in 
northern Arkansas and southern Missouri to St. Joseph, Mo. 
Asks rates for future and reparation. 

No. 19629. Butte Bottlers Supply Co., Inc., Butte, Mont., vs. Oregon 
Short Line et al. 

Charges in violation of first four sections of the act, on glass 
bottles from San Francisco, Calif., to Butte, Mont. Asks rates 
for future and reparation. 

No. a Hilgartner Marble Co. of Baltimore City, Md., vs. B. & 0, 
et al. 

Unreasonable rates and charges on rough quarried marble 
(rough stone) from various New York harbor points to Baltimore, 
Md. Asks cease and desist order and reparation. 

No. ge The Lumber Traffic Assn., Cincinnati, O., vs. Pennsylvania 
et al. 

Charges in violation of sections 1 and 6 of the act, on oak 
lumber from — Creek, W. Va., to Williamsport, Pa., recon- 
signed to Hughesville, Pa. Asks reparation. 

No. 19632. The Vail Donaldson Co., St. Louis, Mo., vs. B. & O. et al. 

Alleges overcharge on shipment (commodity not specified) in 
car 95550 L. & N. from Attalla, Ala., to Cincinnati, O., recon- 
signed to Kewanee, Ill. Asks reparation. 

No. 19633. Malby Conrad Lumber Co., Daytona, Fla., vs. Florida East 
Coast et al. 

Unlawful and excessive rates on white cement from York, Pa., 
to Daytona, Fla., over rail-water-rail route via Baltimore and 
Jacksonville. Asks reparation. 

No. 19634. Penna. Charcoal Co., Province, R. I., vs. Central New 
England et al. 

Alleges violation of sections 1, 2, 3 and 6 of the act, in con- 
nection with shipments of anthracite coal from points in Penn- 
sylvania to Auburn Station, R. I. Asks decision that complainant 
is entitled to Providence rates and reparation. 

No. 19635. Chamber of Commerce, Traffic Bureau, Rock Island, III, 
for Moline Foundry & Machine Co. et al., Moline, Ill., vs. C. I. 
& L. et al. 

Rates in violation of sections 1, 3 and 4 of the act, on lake 
sand from Michigan City, Ind., to Moline and Rock Island, II. 
Asks rates for future and reparation. 


~~? —. Suen Bros. Co., Eau Claire, Wis., vs. Receivers of C. 
M. c. £. 

Illegal rate or charge on scrap paper from Madison to Eau 
Claire, Wis., via interstate route. Asks reparation, 

No. 19637. Alton Brick Co. et al., Alton, Ill., vs. Alton & Eastern et al. 

Rates in violation of sections 1, 3 and 4 of the act, on brick 
from complainants’ plants in Illinois and Missouri to points in 
Nebraska. Asks rates for future. 

No. 19638. Chamber of Commerce of Portsmouth, O., vs. N. & W. 

Complainant, on behalf of Portsmouth Ice, Coal & Building Ma- 
terial Co. et al., Portsmouth, O., alleges rates in violation of sec- 
tions 1, 2, 3, 4 and 6 of the act, on coal from mines on the N. 
& W. to Portsmouth. Asks reparation. 

No. 19639. Peninsula Produce Exchange, Pocomoke City, Md., vs. 
Baltimore, Chesapeake & Atlantic et al. 

Unreasonable rate on peaches from Harrison, Md., to Miami, 
Fla. Asks reparation. 

No. 19642. Elberton Oil Mills, Atlanta, Ga., vs. Virginia & Carolina 
Southern et al. 

Rate in violation of first four sections of the act, on cotton- 
seed from Roslin, N. C., to Elberton, Ga. Asks rate for future 
and reparation. 

No. 19644. Federated Metals Corp., New York, N. Y., vs. Pennsyl- 
vania et al. 

Unreasonable, discriminatory and prejudicial rates on zinc, in 
slabs or pigs, from Trenton, N. J., to points in Pennsylvania, 
Ohio, Indiana, Illinois, Michigan, Missouri and Wisconsin. Asks 
rates for future and reparation. 


SOUTHERN PACIFIC CONTROL 
The Commission issued memorandum May 27 announcing 
that the Southern Pacific had been authorized to acquire the 
lines of railroad of the Oregon and California and the Marion 
and Linn County Railroad companies, and to issue $61,294,000 
of Oregon Lines first mortgage bonds in connection therewith. 


CHICAGO SWITCHING CASE PROGRAM 


The Commission has made up a preliminary program as to 
the scope of the data to be required in No. 19610 and I. and S. 
No. 2900, Chicago switching rate investigation, and will send 
out a questionnaire, with a view to developing cost figures, in 
a short time. The plan now is not to begin hearings before 
next fall. The intervening time will be needed to make up 
the cost studies, which are expected to play a large part in the 
case. 


Docket of the Commission 


Note. items in the Docket marked with an asterisk (*) are new, 
having been added since the last issue of The Traffic World. Cancel- 
lations and postponements announced too late to show the change in 
this Docket will be noted elsewhere. 


May 30—Montgomery, Ala.—Examiner Mohundro: 


19275—Alabama-Georgia Syrup Co. vs. I. H. B. R. R. et al. 
16744—Montgomery Cotton Exchange et al. vs. L. & N. R. R. (fur- 
ther hearing). ‘. 
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May 31—Minneapolis, Minn.—Examiners Money and Esch: 

17000, Rate Structure Investigation, Part 8, Cottonseed, It Products 
and Related Articles. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 

1. & S, 2820—Vegetable Oils and Related Articles in Official Classi- 
fication Territory. 

1. & S. 2884—Vegetable Oils and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 
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Lehigh Valley Service 














to the 
Pennsylvania Station 
in the Heart of New York City 


Most interesting Scenic Route to the 
Atlantic Seaboard. Three convenient 
trains daily from Chicago to New York 
and Philadelphia. 
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Convenient connections for Long Is- 
land and New England points; as well 
as for Atlantic City and New Jersey 
Seashore Resorts. 


set, Pim 


For reservations and full information 
regarding Lehigh Valley Service apply 
at nearest Lehigh Valley Office, or to 
any of the following: 


P. S. Millspaugh D. F. Lindsley S. W. Gafner J. F. Andrews 
Ass’t Gen. Passenger Agt. Gen. West. Passenger Agt. Ass’t Gen. Passenger Agt. Ass’t Gen. Passenger Agt. 

1142 Widener Bldg. 164 W. Jackson Blvd. Lehigh Valley Terminal 110 W. 42nd St. 

Philadelphia, Pa. Chicago, Ill. Buffalo, N. Y. New York, N. Y. 

Lehigh Valley Railroad 
nce. CThe Route of The Black Diamond 
to Niagara 
Falls 
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{eet —Amorican Linseed Co. vs. B. R. & P. Ry. et al. 
14683—-Spencer Kellogg & Sons vs. B "R. & P. Ry. et al. 

ee er eee a Oil Co. et al. vs. A. & R. R. R. et al. 
— Ay Sub. No. to 3, incl.).—Armstrong Packing Co. vs. 


al. 
1680 Manufacturers Association of Chicago Heights vs. B. & O. 


17339—C. F. Simonins’ Sons vs. C. I. & W. R. et al. 3 
17457—Humphreys-Godwin Co., Inc., vs. A. «| S. Ry. et 9. 
18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y . Ry. et 
—— Cottonseed Crushers’ Ass’n et al. vs. A. & R. 

eta 
18405—Interstate Cotton Oil Refining Co. vs. C. B. & Q. R. R. et al. 
b= A prem Cottonseed Crushers’ Ass’n vs. L. & N. R. R. 
18890—Lever Bros. Co. vs. B. & A. R. R. et al. 
18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 
“are oo Cottonseed Crushers’ Ass’n vs. . —_— =— ae ae 

y. e 
19088—-The Blanton Co. vs. A. & V. Ry. et al. 
19141—The Refuge Cotton Oil Co. et al. vs. A. & V. Ry. et al. 
wean Southern Cotton Oil Co. vs. I. C. R. R. et al. 

65—The Procter & Gamble Mfg. Co. vs. A. B. B. R. R. et al 

19168_Gallfornia~Arizona Ginners’ and Crushers’ Ass’n et al. vs. 


Ry. 
1wi/e—National Ci >. ar Products Corp. et al. vs. A. & V. Ry. 


t al. 
19194--The Procter & Gamble Co. vs. A. & 8. Ry. et al. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et al. 
19307—National Cottonseed Products Corp. vs. A. & N. W. R. R. 


et al. 
19325—The Southern Cotton Oil Co. vs. A. & R. R. R. e 
19533—East St. Louis Cotton Oil Co. vs. Southern Pacific _. et al. 
= ig No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 
y. et 
be iy Portsmouth Cotton Oil Refining Corp. vs. D. L. & W. R. R. 


17270 (and Sub. 1)—American Linseed Co. vs. met * Ss. & W. R. R. 
a ote ong Oil Mills vs. Virginia & C. S. 


31—Yakima, Wash.—Examiner Harraman 
65 (and Sub. pte Dehydrated. Food Co. vs. Northern 
i = c Ry. et 
ae 31—Washington, D. C.—Examiner Hendon: 
aluation No. 968—In re tentative valuation of the property of 
the East Carolina Ry. (Henry Clark Bridgers, lessee). 


June 1—Washington, D. C.—Examiners Gibson and Woodrow: 

Valuation No. 386—In retentative valuation of the property of the 
Am ag Co. et al. 

Valuation No. 437—Dayton Union Ry. Co. 
Valuation No. 429—Manufacturers Ry. Co. (Toledo, O.). 
Valuation No. 435—Louisville Bridge & Terminal Ry. Co. 
Valuation No. 436—Wheeling Term. Ry. Co. 
Valuation No. 431—Lorain, Ashland & Southern R. R. Co. 
Valuation No. 434—Akron & Barberton ay R. R. Co. 
Valuation No. 432—Calumet Western Ry. 
Valuation No. 425—Cincinnati, Lebanon & Serthern Ry. Co. 
Valuation No. 351—Grand Rapids & Indiana Ry. Co. et al. 
Valuation No. 461—Pittsburgh, Chartiers & Youghiogheny Ry. Co. 
Valuation No. 462—Toledo, Peoria ws Western Ry. Co. 
Valuation No. 928—Pennsylvania R. R. Co. ¢ - 
Valuation No. 382—West Jersey & Seashore R. R. Co. 
Valuation No. 841—Winfield R. R. Co. 
Valuation No. 837—Perth Amboy & Woodbridge R. R. Co. 
Valuation No. 840—Elmira & Lake Ontario R. R. 
Valuation No. 839—Delaware, Maryland & Virginia R. Co. 
Valuation No. 878—Freehold & Jamesburg Agricultural R. R. 
Valuation No. 877—Cherry Tree & Dixonville R. R. Co. 
Valuation No. 880—Monongahela Ry. et al. 
Valuation Ne. 879—Johnsonburg R. R. Co. 
Valuation No. 881—Pennsylvania & Atlantic R. R. Co. 
Valuation No. 887—York, moe & ig my: Ry. Co. 
Valuation No. 886—Western N. & Pa. Co. 
Valuation No. at ne oo AS Tunnel é Terminal R. R. Co. 
Valuation No. 903—Phila., Balto. & Wash. R. R. Co. 


June 1—New Orleans, La.—Examiner Mohundro: 
19480—' Ww: 


The —- aterways.Corp., Operating Miss.-Warrior Serv- 
ice et al., vs. A. G. S. R. R. et al. 


June ty ead le Pa.—Examiner Johnston: 
19393—The Magee Carpet Co. vs. C. R. R. of N. J. et al. 


June 1—Denver, Colo.—Commissioner McManamy: 
17900 part 2, Western Trunk Line Class Rates. Ex Parte 87 (Sub. 
lass rates within Western Trunk Line territory. 
14625—Class rates to and from Nebraska stations. 
eras of A as Commissioners of the state of S. D. vs. C. 
y. 

16226 (and Sub. Nos. 1 ane, > a Chamber of Commerce Traffic 
Bureau vs. A. & R. R. t al. 

16838—Board of Railroad Lt ae of the state of N. D. vs. C. 
M. & St. P. Ry. eta 

i“ ee of Gecumaeree of Kansas City et al. vs. A. & R. R. R. 

‘oO. et 
nat a aad of ~ —_——, Commissioners of the state of N. D. vs. A. 


et a 
16961 Board of *Railroad Commissioners of the state of S. D. vs. A. 


17030—Stowx Falls Chamber of Commerce vs. A. A. R. R. 
17235—Intrastate class rates within South Dakota. 
17980—Bismarck Assn. of Commerce et al. vs. Nor. Pac. Ry. et al. 
10390—Chamber of Commerce of Kansas City vs. D. G. 
18454—Commercial Club of Fargo, N. D., vs. A. & W. Ry. et al. 
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18735—The Grand Forks Commercial Club vs. A. f Ry. et al. 
18790—Dodge City Chamber of Commerce vs. A. . F. Ry. et al, 
(Further hearing.) 
* 19037—The Procter & Gamble Mfg. Co. vs. B. & O. R. R. et al, 


June 1—Washington, D. C.—Examiner Hayes: 
Valuation No. 937—In re tentative valuation of the property of the 
Cc. I. & W. R. R. 


June 1—Washington, D. C.—Examiner Law: 
7 e No, 3633—EXxcess Income of the Bessemer & Lake Erie 


Finance No. 3966—Excess Income 4 the Union R. R. Co. (of Pa.), 
June 1—Argument at Washington C.: 
at a ay No. 857—Tentative than of the properties of D. T. & 
R. R. and Toledo-Detroit R. R. 


.. 1 and 2—Washington, D. C.—Commissioner McManamy and Ex- 
aminer Seal: 
15584—Sinclair Refining Company et al. vs. A. & W. Ry. et al. 
15585—Miller Petroleum Company et al. vs. Santa Fe et al. 
16065—Barnsdall Refining Company et al. vs. La. & Ark. 7. * al. 
16066—North Texas Petroleum Traffic Bureau vs. La. & Ark. Ry, 
et al. (further hearing). 


June 2—Pittsburgh, Penna.—Examiner Johnston: 
19280—Fairfax Sand & Crushed Stone Co. vs. B. & O. R. . et al. 
18915 (and Sub. No. 1)—Westmoreland Brick Company vs. P. R. R, 
et al. (further hearing). 


June 2—Milwaukee, Wis.—Examiner Snider: 
19302—Kissel Motor Car Co. vs. C. M. & St. P. Ry. et al. 


June 3—Pittsburgh, Pa.—Examiner Johnston: 
* 1, and S. No. 2910—Fluxing limestone from and to points in Trunk 
Line Association territory. 
June 3—Argument at Washington, D. C.: 
15584—-Sinclair Refining Company et al. vs. A. & W. Ry. et al. 
15585—-Miller Petroleum Company et al. vs. Santa Fe et al. 
16065—Barnsdall Refining Company et al. vs. La. & Ark. Ry. et al. 
be a eee Texas Petroleum Traffic Bureau vs. La. & Ark. Ry. 
et a 


June 3—Milwaukee, Wis.—Examiner Snider: 
19547—Wadhams Oil Company vs. Santa Fe et al. 
June 3—New Orleans, La.—Examiner ews 
19305—-The Southern Cotton Oil Co. et al. vs. A. T. & S. F. Ry. et al. 


June 3—Boise, Ida.—Examiner Harraman 
19031—B. F. Hurst et al. vs. Boise Volley Tract. Co. et al. 
June r+ Miss.—Examiner Mohundro: 
1. & S. No. 2782—Estimated weights on carrots from Louisiana to 
northern, eastern and western points (further hearing). 


June 6—Madison, Wis.—Examiner Snider: 
18671—Hillsboro Condensed Milk Company vs. B. me O. R. R. et al. 


June 6—St. Louis, Mo.—Examiners Money rf’ Esc 
17000, Rate ~ gees Investigation, Part 8 om It Products 
and Related Articles. 

1. & S. 2759—Cottonseed and related vegetable products from South- 
western Territory to Central, Eastern, and Southern Territories. 
1. & S. 2820—Vegetable Oils and Related Articles in Official Classi- 

fication Territory. 
.&@ &. 2884--Vegetable ag * and Oil Foots from Texas to Fort 
Wayne, Ind., and Buffalo, N. Y. 
14594—American Linseed Co. vs. B. R. & P. Ry. et al. 
14683—Spencer onal Ve & Sons vs. B. R. & P. Ry. et al. 
15425—International —— Oil Co. et al. vs. A. & R. R. R. et al. 
— . ee - ie to 3, incl.)—Armstrong Packing Co. vs. 
y. eta 
16968 Manufacturers! Association of Chicago Heights vs. B. & 0. 
x eta 
17339—C. F. Simonins’ Sons vs. IL & W. R, et al. 
17457—Humphreys-Godwin Co., tne vs. A, .' S. Ry. et al. 
18026—Arkansas Cottonseed Crushers’ Ass’n vs. A. C. & Y. - et . 
a Cottonseed Crushers’ Ass’n et al. vs. A. & R. R. R 


al. 

19405——Interstate Cotton Oil Refining Co. vs. C. &3 = R. 4 et al. 
18841—Alabama Cottonseed Crushers’ Ass’n vs. 

18890—Lever Bros. Co. vs. B. & A. R. R. et al. 

18935—East St. Louis Cotton Oil Co. vs. A. & S. Ry. et al. 

— oa Cottonseed Crushers’ Ass’n vs. “e & & 


19608 —Te “Blanton Co. vs. & V. Ry. et al. 
bs gt an Refuge Cotton on Co. et al. vs. A. & V. Ry. et al. 
19162—The Southern Cotton Oil Co. vs. I. C. R. R. et gl 
19165—The Procter & Gamble Mfg. Co. vs. A. & B. R. R. et al. 
ae oY - reen Ginners’ and Crushers’ sae et al. vs. 
ache Ry. 
19176_National Cottonseed Products Corp. et al. vs. A. & V. Ry. 


19994" The Procter & Gamble Co. vs. A. & S. Ry. et al. 
19245—The Procter & Gamble Co. vs. B. & O. R. R. et al. 
19270—The Southern Cotton Oil Co. vs. A. A. R. R. et 2 
br 7 See Cottonseed Products Corp. vs. A. & 
19988 "The Southern Cotton Oil Co. vs. A. & R. R. R. et al. 
19533—East St. Louis Cotton Oil Co. vs. Southern Pacifie Co. et al. 
19160 +91 No. 1)—California Cotton Oil Co. et al. vs. A. T. & S. F. 
19896-Fortsmouth Cotton Oil Refining Corp. vs. D. L. & W. R. RF. 
et al. 
17270 (and Sub. 1)—American Linseed Co. vs. N. Y. S. & W. R. RB 


et al. 
19642—Elberton Oil Mills vs. Virginia and C. S. et al. 
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and Counselors 
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RUBIN & SEFF 


Commerce Attorneys 
Interstate and State Commissions 
150 Nassau St., NEW YORK, N.Y. 


LEO C. SEFF 


YOUR ANNOUNCEMENT 


in this directory for 52 consecutive 
issues will cost less than first class 
postage to mail a single communi- 
cation to each one of our readers. 
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A Growing Practice 


5 


The matter of turn- 
ing over details in 
shipping to Trans- 
Continental Freight 
becomes more gen- 
eral every year. 


And the reason for 
believing that satis- 
faction results is 
the long continued 
relations with our 
patrons. 


\? 
° 


You can benefit by 
knowing some of the 
facts available with- 
out charge at our 
nearest branch. 


Trans-Continental Freight Co. 


General Offices: 7 So. Dearborn Street, Chicago 
Eastern Offices: 393 Seventh Ave., New York City 


BRANCH OFFICES 


Minneapolis, Minn. 
Philadelphia, Pa. 
Portland, Ore. 

St. Paul, Minn. 

Salt Lake City, Utah 
San Francisco, Cal. 
Seattle, Wash. 


Boston, Mass. 
Buffalo, N. Y. 
Cincinnati, Ohio 
Cleveland, Ohio 
Denver, Colo. 
Detroit, Mich. 
Los Angeles, Cal. 


Consolidators of machinery, merchan- 
dise, household goods, automobiles, 
etc., for more than 29 years. 
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PITTSBURGH— 
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Put your plant . 





where it will thrive | 








The Industrial Metropolis of America 


ATURE’S vast storehouse of raw materials— 

favorable climatic conditions—ample rail and 

water transportation — adequate labor —cheap 
power—handy markets—all of these have combined to 
place Pittsburgh in foremost position in production of 
iron and steel, coal and coke, oil and gas, electrical 
materials, glass, industrial chemicals, food stuffs and a 
great variety of other manufactured articles. 


With fourteen million people within two hundred 


Montour Railroad Company 
Pittsburgh; Pa. 


miles, and sixty-nine million people within five hundred 
miles, the Pittsburgh District affords unequaled oppor- 
tunity for additional manufacturing to meet the needs 
of this population. 


This Company, serving the West and South Sides of 
the Pittsburgh District with belt line service in connec- 
tion with all trunk lines, offers its active aid in the estab- 
lishment of manufacturing or distributing enterprises 
along its line. 
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What Traffic Will Bear 


The rates charged by the railroads for trans- 
portation of freight are influenced by many con- 
siderations. One of the most important to busi- 
ness generally is the principle embodied in the 
familiar expression, ‘what the traffic will bear” ; 
yet few railway principles are so widely misun- 
derstood. 


The adjustment of freight rates to what the 
traffic will bear is not, as many persons assume, 
a matter of increasing those rates wherever pos- 
sible. The purpose is not to force the last penny 
out of each item of traffic handled. Rates are 
tempered to what the traffic will bear in order to 
develop the maximum volume of all kinds of 
traffic by a fair and equitable distribution of 
charges. Both in theory and in application, 
the principle is not one of extortion, but one 
of moderation. Perhaps a clearer statement 
of it would be “what will attract or develop 
traffic.” 


The simplest method of determining freight 
rates would be to have them all conform 
strictly to one pattern, such as the length of 
haul, the value of the commodity and the char- 
acter of service. These elements are consid- 
ered, of course, but they are subject to many 
exceptions. If no exception were allowed, a 
good many commodities now in general use 
would be barred from commerce because of 
disadvantages of location or other reasons. 
The largest possible volume of commerce is 
obtained only by adjusting rates so they will 
develop every kind of potential traffic. 


A variation in rates for comparable services 
is not always the injustice that it may some- 
times seem to be. For example, by handling 
some commodities at relatively low rates the 
railroads obtain a great deal of traffic which 
otherwise would not move. The volume of 


business thus obtained obviously benefits the 
railroads and those who produce, distribute 
and use the commodities concerned. Not so 
obviously, but no less truly, it also benefits 
those concerned in the movement of commodi- 
ties which can and do pay the higher rates. 
This is because the revenue provided by the 
low-rate traffic helps to bear the general over- 
head cost of railway service, which otherwise 
the high-rate traffic would have to bear un- 
aided. Moreover, the increased volume of 
traffic resulting from this practice is of benefit 
to railway patrons generally through the im- 
proved efficiency of railway operation made 
possible by a heavier loading of trains, a 
greater percentage of car movement under 
load, and so on. 


The present structure of railway freight 
rates is the result of many years of study and 
experience. That it is effective is indicated by 
the widespread and unhampered flow of com- 
merce. Whenever rates fail to stimulate com- 
merce to the maximum extent possible, rail- 
way managers themselves are among the first 
to urge their readjustment. 


It is to the interest of the public as well as 
to the interest of the railroads to keep rates at 
levels that will both stimulate traffic and pro- 
vide revenue sufficient to pay all the costs of 
providing railway service. The future of this 
highly important service can be assured in no 
other way. 


Constructive criticism and suggestions are 
invited. 


L. A. DOWNS, 
President, Illinois Central System. 


CHICAGO, June 1, 1927. 
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(Gap) GE)ELE mail boat “Kenilworth Castle,” 
- 4 ee A arriving at Durban, Natal, South 
ey Africa, from England, is met by 
iease) two conveyances from the Marine 
Hotel. The International Motor Coach and 
the low, swift truck built by International 
to the highest standard, make many trips 
weekly to the docks at the port and meet 
twelve trains daily coming over the South 
African Railways. 


Managing Director Joel of the Marine 
Hotel is an enthusiast on the subject of 
International Motor Coaches, and so are 


INTERNATIONAL 6-cylinder Coaches 


DURBAN, South Africa 








a multitude of owners closer home and the 
world around. International Harvester offers 
the operator this quality coach at low cost. 
The inviting interior holds perfect comfort 
for 15 passengers in the Club Coach and 
for 1'7 in the Sedan-type Coach. Distinctive 
lines, easy riding features, and all-around 
economy recommend this unit for every 
passenger transportation enterprise. Service 
through 125 Company-owned branches in 
the U S. May we send detailed information? 


INTERNATIONAL HARVESTER COMPANY 


of America 
606 So. Michigan Ave. Gh commana Chicago, Illinois 
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THE ONLY BRITISH RAILROAD WITH AN ACTIVE FREIGHT DEPARTMENT IN AMERICA 
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Fr e e—Booklet explaining L M S unusual 
Warehousing Plan mailed free on request 


Save Money by 


Storing in England 


Tienes important news to every business executive. 
Today, you can store merchandise throughout 
Great Britain for one-fourth of what you now pay by 
shipping L M §S and storing in L M S warehouses. 
Every convenience known to modern distribution is at 
your command—always ‘There are more than 300 
LM S warehouses distributed through all important 
industrial centers of Great Britain, both on the coast 
and in the interior. They are all connected by direct 
rail routes. Handling charges and costly transit delays 
are cut to an irreducible minimum. 


The average L M S charge for handling, stowing 
and delivering out of store as required, is only 2/3 of a 
cent per 100 lbs., inclusive. 


The L M S is the one British Railroad which serves with its 
own lines all major British Ports. LM S delivers right through 
to store door with its own teams and trucks; 1,300 motor trucks and 
10,000 teams continuously employed. L M S storage rates on 
general merchandise vary from one-fourth to one-seventh of the 
current rates for storage in public warehouses in the United States. 


LONDON MIDLAND & SCOTTISH 
RAILWAY of GREAT BRITAIN 
ONE BROADWAY, NEW YORK CITY | 


The L M S New York Office 
offers every co-operation to help 
you solve the problem of dts- 
tribution in Britain. Address 
THOS. A. MOFFET, Freight 
Trafic Manager in America, 
ONE BROADWAY, NEW 
YORK. 
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Shippers: 
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BOSTON 
BOSTON TIDEWATER TERMINAL, Inc. 


J. M. Heffman, V. P. & Gen’l Mgr. 
666 Summer St., Boston 


Adequate, modern dockage facilities, direct 
rail connection all railroads—direct dis- 
charge ship to cars and cars to ship—storage 
direct from ship —no transfer or trucking 
charge. A mile of berthing space — Piers 
100 feet wide. Open storage 
for lumber, pig iron and 
similar bulk cargoes. 


BUFFALO 


KEYSTONE WAREHOUSE CO. 
Seneca and Hamburg Streets 
Buffalo, N. Y. 

W. J. Bishop, General Supt. 

Strictly modern warehouses lo- 
cated at the “Hub” of the whole- 
sale and retail districts. Served 
all railroads entering Buffalo, in- 
cluding the Great Lakes steamers 
and N. Y. Barge Canal lines. Also 
by all suburban auto trucking com- 
panies. General warehousing with 
pool car distribution and cartage 
facilities. 


PHILADELPHIA 
PHILADELPHIA TIDEWATER 
TERMINAL 
G. M, —— Gen. Mgr. and 


reasurer 
10 Chestnut St., Philadelphia 


Berths for 15 largest ocean cargo carriers 
—2 reinforced concrete and steel fireproof 
warehouses—over one million sq. ft. covered 
storage space available — Lowest insurance 
rates — Exceptional facilities for handling 
both general and bulk cargoes — No light- 
erage — Railroad storage yard 500-car ca- 
pacity — Tracks extend entire length all 3 
piers — 25 acre yard adjacent to piers for 
storage and distribution of lumber. 












































The above means great money saving to you. 
your freight to be delivered to these splendid terminals, and warehouses. 


The Chain of Tidewater Terminals 


Allied Inland Warehouses 





NEW YORK 


ATLANTIC TIDEWATER TERMINAL 
G. W. Green, V. P. & Gen’l Mgr. 
17 State St., New York 
Two modern fireproof double-decked piers, 1320 ft. 
long, 150 ft. wide—located foot 58th St., Brooklyn— 
within free lighterage limits, affording shipments via 
all railroads—slips 250 ft. wide—Quicker docking and 
undocking, faster arrival and departure. Best labor 
conditions—Faster loading and discharging—Less 
stevedoring costs. No lighter or barge detentions— 
No long trucking—No piling—Maxi- 
mum dispatch. Fireproof storage di- 
rect from ship—No trucking or 


transfer charge. Reasonable stor- 
age and handling charges. 


PHILADELPHIA 


MERCHANTS WAREHOUSE CO., 


10 Chestnut St., Philadelphia, Pa. 
Snowden Henry, General Supt. 
Eleven mammoth warehouses, with 
floor area of 1,300,000 square feet, 
served by Penn. R. R. sidings. Larg- 
est operators of public warehouses 
in Philadelphia. Equipped to fur- 
nish any kind of service incident to 
handling of package freight on L. 

. L. shipments. Low insurance. 
Liberal advances on stored goods. 





NORFOLK 


NORFOLK TIDEWATER 
TERMINAL 


J. A. Moore, Manager, 
Norfolk, Va. 


Three piers, each 1300 ft. long—4 open 
bulkhead berths—8 warehouses with 2,200,- 
000 sq. ft. space— Warehouses served by 
depressed tracks and concrete drives. 
Receiving, delivering and classification 
yards have over 4,000-car capacity — Every 
modern device for rapid and economical 
handling, all classes of cargo— Forty 
acres open storage space for lumber, metals 
and ores. 











Read carefully — then direct 


All structures are concrete and steel, completely sprinkler protected, affording greatest safety 
and security with lowest possible insurance rates. Our Single Unit Policy of administration under a 
management specializing in the operation of terminal and warehouse facilities insures uniform stand- 
ards of service to vessels and shippers alike. Our service costs no more — why pay as much for less? 

Write or telephone the company nearest to you and our rates and arrangements will be promptly 
furnished, together with descriptive illustrated folder. 


HARVEY C. MILLER, President 
319 Commercial Trust Building, Philadelphia, Pa. 
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‘| Great Northern Railway s 


Unsurpassed service is built on 
| DEPENDABILITY 
| Made possible by first-class equipment and facil- 


ities for the speedy and efficient transportation of 
} freight and passengers 


| BETWEEN 
St. Paul, Minneapolis, Duluth, Superior, Sioux City, 
Winnipeg, Billings, Butte, Spokane, Portland 
and Intermediate Points. 


Perfect Roadbed, Automatic Electric Block Signals, Modern 
Motive Power, including Oil-burning and Most Powerful Motor 
Generator Electric Locomotives. 


Route of the 


New Oriental Limited 


A train of extra quality but no extra fare 
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Daily between Chicago and the Pacific Northwest 
Via Glacier National Park—Park Season June 15- Sept. 15 


G. H. Smitton A. J. Dickinson 


Freight Traffic Manager Passenger Traffic Manager 
St. Paul, Minn. St. Paul, Minn. 
M. J. Costello 


. Dow 
Assistant General Freight Agent Western Traffic Manager 
New York City Seattle, Wash. 


T. J. Shea, Assistant General Freight Agent, 79 W. Monroe St., Chicago, III. 


Great Northern Railway 
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Bldg 


Merchants Bank Bldg. 


@ KANSAS CITY 
Railway Exchange 


@® INDIANAPOLIS 


Majestic Bldg. 
Manzana de Gomez 


@® DETROIT 
@ HAVANA 


Hippodrome Bldg. 


® DENVER 
Boston Bldg. 


@ CLEVELAND 


Southern Pacific Bldg. 
DEPT., 33 West Jackson 


@ CHICAGO—FREIGHT DEPT. 
@ CHICAGO—PASSENGER 


Ellicott Square Bldg. 
@ CINCINNATI 
Dixie Terminal 


@ BUFFALO 


Woodward Bidg. 
Old South Bldg. 


® BIRMINGHAM 
@® BOSTON 


@ ATLANTA 
Healey Bidg. 
@® BALTIMORE 
Union Trust Bldg. 





THE TRAFFIC WORLD 


SOUTHERN PACIFIC LINES 


A Typical Poultry Ranch at Petaluma, Calif. 
(Peaterson Ranch) 


Petaluma, 


O “get the lay of the land” Americans 
I must look to Petaluma, California, the 
“world’s greatest egg basket.” 


The Petaluma District, a relatively small area 
possessing the light sandy soil and gentle slope 
requisite for successful poultry ranches, last 
year shipped 33,194,410 dozen eggs to outside 
markets. 


With grains and greens as raw materials, and 
nine million single comb White Leghorn chick- 
ens as “machines,” three thousand Petaluma 
poultrymen associated together for mutual ad- 
vancement of the industry, produced and shipped 








California 


1,257 carloads of eggs in 1926, as compared 
with 674 carloads in 1924, 


Located in Sonoma county on the Petaluma 
River, Petaluma has direct rail and water 
facilities connecting the district not only with 
markets, but with the grain fields of the Sacra- 
mento and San Joaquin Valleys, sources of 
feed for the poultry industry. 


Petaluma, a fine modern city, furthers its 
principal industry with egg laying contests, 
accredited hatchery projects, University Ex- 
perimental laboratories, cooperative marketing 
organizations and sound financial institutions. 


° For information 
Write, telegraph or ‘phone 


‘“‘General Agent, Southern Pacific Lines’’ @ 
The Postman Knows Him 


SOUTHERN Paciric LINES 
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